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I. Introduction 
 
The National Environmental Policy Act of 1969 (NEPA) [42 United States Code (U.S.C.) §4321 
et seq.] requires Federal agencies to disclose to decision-makers and the interested public a clear 
and accurate description of the potential environmental impacts that could arise from proposed 
Federal actions. The Federal Aviation Administration (FAA) implements NEPA through FAA 
Order 1050.1F, Environmental Impacts: Policies and Procedures (FAA Order 1050.1). 
 
On November 18, 2019, the FAA released the Final Environmental Assessment (EA) for the 
proposed Denver Metroplex Project for a 32-day public review and comment period. The comment 
period closed on December 20, 2019. It is important to note that the FAA also had a public review 
and comment period when the Draft EA was issued. The FAA recognizes the importance and value 
of public input in this process.  
 
After the conclusion of the public review period for the Final EA, the FAA reviewed all comments 
from the public as well as feedback from airports, agencies, and elected representatives related to 
proposed procedure designs. Comments were correlated with the applicable proposed procedures, 
and analysis was conducted to determine whether community concerns could be addressed through 
minor design modifications while still meeting the purpose and need of the Project.  
 
The FAA appreciates and acknowledges receipt of the thoughtful responses to its requests to 
comment on the Final EA. All comments received during the November 18 through December 20, 
2019 public review period have been considered in the issuance of the Finding of No Significant 
Impact. The comments received were submitted through the FAA website comment form, regular 
mail, and FAA email correspondence.  The FAA received 454 comments by private citizens and 
groups, elected officials, municipalities, local, State, and Federal agencies. Of the 454 total 
comments received, 424 were submitted through the FAA website comment form, 28 were 
submitted through regular mail, and one (1) was received at an FAA email address. Consistent 
with FAA Order 1050.1F, all substantive comments to the Final EA and the FAA’s responses have 
been included in this Appendix.  
 
 The FAA reviewed and prepared responses to the 454 comment submissions received on the Final 
EA. The comment submissions are individually numbered 1 through 454 and are followed with 
the commenter’s name. The term, “comment,” as used in this Appendix, refers to each submission 
offered by a commenter. The term, “topic,” as used in this Appendix, refers to an individual issue 
and/or concern raised by a commenter. Each comment submission was reviewed to identify the 
topic or topics within each comment submission. Multiple topics may have been identified within 
a comment submitted by a single commenter. The FAA has recognized that many of the same 
issues were raised by multiple commenters. Accordingly, the FAA prepared topical responses that 
provide a single comprehensive response to an issue and/or concern.   
  
The Final EA, prepared in accordance with NEPA and FAA Order 1050.1F, documents the 
potential effects to the environment that may result from implementation of the proposed Denver 
Metroplex Project. Per 40 C.F.R. § 1508.9, the EA provides the information and analysis for 
determining to prepare the Finding of No Significant Impact.  
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II. Comments on Denver Metroplex Final EA and FAA Responses to Comments 
 

Comments-Responses 

Comment# 1   Submitted by: A, Mike 
Comment Received: Thank you for asking for public comment on this proposal. However  how does a 
regular person able to understand such an overly technical document to adequately understand the 
change and impact this his/her community? I have reviewed it in detail  for over an hour and still very 
confused. Until the change is clarified and plainly explained to the community  no changes should take 
place.  
 
I would like to know what is the actual and specific change and the noise impact is in relation to the 
new proposal? I have reviewed the Noise Section  but did not find it clear or explainable as to the 
actual expected/proposed impact.  
I was wondering if our city  Aurora City Planning can review and comment and explain this document. 
After the reviewed your proposal they responded with:  
"The document is very technical and not accessible to the layperson. A summary document would be 
helpful to explain high-level concepts. " 
If this proposal is truly seeking to get a public comment  then write a summery in the document for the 
general public. Until then  please deny making changes.  
The company who wrote this proposal should NOT be allowed to do any more proposals like this. 
There must be a section for the general public which clearly explains the actual current vs new changes 
and the noise impact it will have in the routes and its underlying community. 
 
Topics Identified in the Comment 

● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 

 
 

FAA Response for Comment #1 Topics 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
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- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 2   Submitted by: abookire, david 
Comment Received: please withhold my personal identifying information. 
 
While I realize that the new flight patterns increase efficiency and decrease cost for airlines  we must 
consider the effect the new flight patterns have on our community  wildlife and natural beauty...so 
many of the reasons why we live in Colorado. 
 
The new patterns (even the ones in 2019) have increased the # of flights over our mountain community 
and surrounding National Forest.  The noise from the airplanes is disruptive and can be heard at all 
hours of the day & night.  They are loud enough to wake us at night and interrupt the peaceful 
environment in which we live  hike  ski  bike and recreate.  The noise must also be disruptive to the 
wildlife. 
 
Please reconsider your proposal and reroute the planes so they don't affect our mountain community  
local wildlife and visitors and recreationalists in and around the Nederland area  foothills and Indian 
Peaks. 
 
Thank you  
David A. 
 
Topics Identified in the Comment 

● DOT Section 4(f) Resources 
● Existing Arcraft Noise 
● Potential Increase in Aircraft Operations 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
● Withold Personal Identifying Information  
 
 

FAA Response for Comment #2 Topics 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
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Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
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http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
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implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
Withold Personal Identifying Information: Commenters were made aware of the following 
statement with their comment submission - "Please be aware that your name, address, phone number, 
email address, or other personal identifying information in your comment may be made publicly 
available at any time.  You may include in your comment a request to withhold your personal 
identifying information, however we cannot guarantee that we will be able to do so". 
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Comments-Responses 

Comment# 3   Submitted by: Adams, C.A. 
Comment Received: The planes from DIA fly  literally  right over my house in south Boulder.  The 
noise is very unpleasant  especially when you're wanting to enjoy being outside in your own yard.  The 
sound is much worse on a cloudy day.  This is all since they moved the flight pattern north.  It needs to 
be moved back south of here  over Rocky Flats area  away from the Flatirons.  Having lived in our 
home for decades  it used to be more tolerable.  I would prefer that my person identifying information 
not be made public  if possible.  Thank you. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

● Withold Personal Identifying Information  
 
 

FAA Response for Comment #3 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
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https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
Withold Personal Identifying Information: Commenters were made aware of the following 
statement with their comment submission - "Please be aware that your name, address, phone number, 
email address, or other personal identifying information in your comment may be made publicly 
available at any time.  You may include in your comment a request to withhold your personal 
identifying information, however we cannot guarantee that we will be able to do so". 
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Comments-Responses 

Comment# 4   Submitted by: Adler, Don 
Comment Received: Never a quiet moment in the foot hills west of Denver. The jet noise is 
CONSTANT. Can not walk out the door on a snowy night and hear the snow fall anymore  just JET 
NOISE. CONSTANT JET NOISE. If I wanted to hear that I would move closer to an airport. You have 
destroyed my way of life. 
 
Keep my information CONFIDENTIAL!!!!!!!!!!!!!!!!!! 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● Potential Increase in Aircraft Operations 
● Physical and Mental Health 

● Purpose and Need of Project 
● Withold Personal Identifying Information  
 
 

FAA Response for Comment #4 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
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303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
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Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Withold Personal Identifying Information: Commenters were made aware of the following 
statement with their comment submission - "Please be aware that your name, address, phone number, 
email address, or other personal identifying information in your comment may be made publicly 
available at any time.  You may include in your comment a request to withhold your personal 
identifying information, however we cannot guarantee that we will be able to do so". 
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Comments-Responses 

Comment# 5   Submitted by: Adler, Steven 
Comment Received: As a resident of upper Clear Creek County/lower Gilpin County I have noticed 
an increase in air traffic over our skies. I understand that the increase is due to complaints of Boulder 
residents.... if possible can the traffic be widely dispersed as opposed to a confined corridor over Gilpin 
... Being at an elevation of 10 000 feet  the jet traffic is quite close.... windows are rattled more and the 
peace and quiet of our mountain community is being disturbed 
 
Topics Identified in the Comment 

● DEN Metroplex Has Not Been Implemented 
● Existing Arcraft Noise 
● Potential Increase in Aircraft Operations 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #5 Topics 
 
DEN Metroplex Has Not Been Implemented: The Proposed Action has not been implemented and 
will not be implemented until after the FAA has carefully and thoroughly considered the results of the 
Environmental Assessment (EA). The EA, prepared in accordance with the National Environmental 
Policy Act and FAA Order 1050.1E, documents the potential effects to the environment that may result 
from implementation of the Proposed Action. Per 40 C.F.R. § 1508.9, the EA provides the information 
and analysis for determining whether to prepare an Environmental Impact Statement or a Finding of No 
Significant Impact. Accordingly, any existing noise or air quality issues being experienced by the 
commenter cannot be attributed to the Denver Metroplex Project. The Proposed Action is not intended 
to address current noise or air quality issues associated with existing air traffic. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
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970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 6   Submitted by: Aelwyn, Amalthea 
Comment Received: This plan is murder. We have a fragile ecosystem in need of less air traffic, not 
more concentrated on places that dramatically increase climate change and help kill remaining forest. 
Scrap this project. It is a disaster for keeping Colorado habitable. We don't deserve to be killed for 
profit. 
 
Topics Identified in the Comment 

● DOT Section 4(f) Resources 
● Physical and Mental Health 
● Purpose and Need of Project 

● Sleep Disturbance/Speech Interference 
 
 

FAA Response for Comment #6 Topics 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
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reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
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satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Sleep Disturbance/Speech Interference: The commenter recommended calculating different types of 
supplemental noise metrics to explain sleep disturbance and/or speech interference. A benefit of 
supplemental noise metrics is to help the public reach a better understanding of potential noise impacts. 
If the noise modelling analysis indicates a potential significant impact, FAA Order 1050.1F 
recommends additional information related to the human response to noise that is appropriate for the 
specific proposal. Additional information may include supplemental metrics applicable to sleep 
disturbance and/or speech interference. Such supplemental noise analysis is not, by itself, a measure of 
adverse aircraft noise or significant aircraft noise impact. As discussed in Chapter 5 of the EA, the 
noise modeling analysis indicated that the proposed Denver Metroplex project would not result in 
changes to noise exposure that exceed the significant noise threshold for the forecasted years of 2019 
and 2024. Therefore, the use of optional supplemental noise metrics are not warranted because they not 
would help explain the potential for cumulative noise exposure. 
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Comments-Responses 

Comment# 7   Submitted by: Allen, Aubrey 
Comment Received: I am 13 and I do not like all the noise from the airplanes. My mom and I live in 
the forest, and the planes are very loud and I can't hear my mom talking when they fly by. Sometimes, I 
can hear if there are animals in the forest because of how loud the planes are. It is scary if you think 
there is maybe a bear or mountain lion in the forest, but you can't hear them. Please stop flying the 
airplanes over my house and over the forest. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
 

 

FAA Response for Comment #7 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
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Comments-Responses 

Comment# 8   Submitted by: Allen, Lowell 
Comment Received: I disagree with the proposed flight paths over the national forest and wilderness 
areas in Gilpin county. I am a avid hunter and user of the public lands and the constant aircraft noises 
make it difficult, if not impossible to hunt anymore. I am a bowhunter, and I have to be able to hear the 
animals moving through the forest in order to be successful. I have to be able to bugle to the elk and 
have them answer me. I also need to hear them walking so that I even have a chance to harvest one. 
Besides this, the noise destroys the peace and quiet that we have come to love. 
 
Topics Identified in the Comment 

● DOT Section 4(f) Resources 
● Existing Arcraft Noise 

 
 

FAA Response for Comment #8 Topics 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
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proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
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Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
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Comments-Responses 

Comment# 9   Submitted by: Altman, Mark 
Comment Received: I was involved in the noise abatement program at Jackson Hole Airport and it 
serves the community well. Apart from FAR Part 150  we imposed: 
Mandatory Noise Restriction 
Stage Two aircraft restriction: Jackson Municipal Code 12-16-210B As of June 28  2004 all stage two 
aircraft are prohibited from landing at the Jackson Hole Airport. Violators will be prosecuted. 
Single Event Restriction: No aircraft is permitted to operate from the Jackson Hole Airport which has a 
single event noise level on approach that exceeds 92dBa as determined by Advisory Circular 36-3H or 
later as amended. 
 
Voluntary Curfew: 
A voluntary noise curfew is in effect to minimize impact on the noise sensitive communities located 
next to the Airport. We request that operators do not land between 2330 and 0600 local or takeoff 
between 2200 and 0600 local. Please observe this curfew unless an emergency exists. 
 
There is no reason that a regional airport should permit round the clock flight operations. 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
 

 

FAA Response for Comment #9 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
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of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 10   Submitted by: Anderson, Karen 
Comment Received: In regards to the FAA planning for Metro Plex: As a citizen in Gilpin County I 
would like to ask greater consideration towards mountain residents for our solitude and tranquility in 
regards to the sacrifices that we endure in living here as you plan to change the number of flights that 
are overhead. Thank you for reading my comments, Karen Anderson 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
 

 

FAA Response for Comment #10 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 11   Submitted by: Apel, Nicholas 
Comment Received: Please do not have the next gen flight paths fly over Gilpin County  Colorado. 
We purchased a home in Gilpin County specifically for its remote location and natural  undisturbed 
surroundings. Jet noise would disrupt our way of life and the unspoiled nature of our mountain home. 
 
Topics Identified in the Comment 

● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 

 
 

FAA Response for Comment #11 Topics 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
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equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 12   Submitted by: APT, ALAN 
Comment Received: ! Dear FAA, The Indian Peaks Wilderness Area is one of the most popular 
wilderness areas in Colorado because of the spectacular scenery and proximity to the Denver metro 
area. It is visited by tens of thousands of people every year. The peace and serenity of the wilderness 
has been severely impacted by a recent radical decision by you to reroute thousands of flights. You 
decided to dramatically change flight paths from Denver International Airport; you say to save fuel and 
reduce the carbon footprint. You did this with totally inadequate analysis and public input. Your own 
data in the Environmental Impact Statement shows no significant savings of fuel, carbon or time. The 
new relatively low flight paths have caused severe noise pollution in the Indian Peaks Wilderness that 
is now subject to dozens of low flying jet aircraft everyday, virtually all day and into the night. The low 
flying planes have also significantly impacted Nederland. The noise pollution is unacceptable when 10 
to 15 planes in a row go often over every hour. This decision is not the best alternative; by definition 
wilderness is supposed to stay untrammeled by man. The previous more dispersed approach was more 
fair and was working for everyone. Here is some of the decibel meter data we have gathered, 
something the you did not do. As you know thirty decibels is quiet and every 10 decibels represents a 
doubling of noise. Indian Peaks Wilderness-Arapahoe Glacier trail 8/20/19 Time #Planes Decibel 
Levels 8am to 1:42pm 51 Average 60, several 65-75 Indian Peaks Wilderness-Glacier Overlook Trail 
from Rainbow Lake 8/14/19 10:03am to1:38pm 32 planes Average 55 Mud Lake Open Space-8/4/19 
10am to 11:12am 15 planes Average 60 Mud Lake Open Space 8/13/19 2pm to 312pm 10 planes 
Average 50 The sheer number of planes makes the jet noise almost constant throughout the day in both 
the wilderness and Nederland. It is critical that you re-evaluate this radical, negative impact and either 
dramatically increase the elevation of the planes to lest 20,000 feet or reroute them to their original 
flight paths that were fairly distributing the impact and preserving hard fought for wilderness. Our local 
elevations of 8,000 to 13,000 feet makes your current plan unacceptable. You must reevaluate your 
impact on wilderness that took decades to dedicate. You are trumping the wilderness act with severe 
noise pollution by your rerouting of planes. Alan Apt 
 
Topics Identified in the Comment 

● DOT Section 4(f) Resources 
● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● NEPA and FAA Order 1050.1F 
● Noise Modelling Analysis 

● Potential Increase In Fuel Burn and 
Emissions 
 
 

FAA Response for Comment #12 Topics 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   



2 
 

   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
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the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
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with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Noise Modelling Analysis: To comply with the National Environmental Policy Act (NEPA) 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric. DNL is the FAA’s primary metric used to establish a yearly day/night average of cumulative 
noise energy exposure of individuals to noise resulting from aviation activities. The noise analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR). IFR-filed aircraft activity was 
forecasted for the years 2019 and 2024 and used to model conditions under both the No Action 
Alternative and the Preferred Alternative.   
   
The FAA’s noise guidelines for compliance with NEPA define a significant impact as an increase of 
DNL1.5 dB in areas exposed to aircraft noise of DNL 65 and higher. Using these criteria, the noise 
analysis results indicate that the Preferred Alternative when compared to the No Action Alternative 
would not result in a DNL 1.5 dB or higher increase in sensitive areas exposed to DNL 65 dB or 
higher.     
   
The compatibility of noise sensitive land use is evaluated through comparison with the compatibility 
guidelines provided in 14 CFR Part 150, Appendix A, table 1. The guidelines focus on areas exposed to 
noise levels of DNL 65 dB and greater. However, the FAA recognizes that this standard may not be 
relevant to certain noise sensitive areas. As shown in Table 5-2, a 3 dB increase in areas exposed to 
DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 to 60 dB are considered reportable 
noise increases. The FAA prepared the noise modelling analysis of the proposed flight procedures to 
account the reportable noise criteria. Experience has indicated that DNL increases 5 dB or more at 
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cumulative levels well below DNL 65 dB could be disturbing to people and become a source of public 
concern.    
   
The FAA identified three areas with lower levels of aircraft noise exposure, specifically, an increase of 
DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB.  Although this would result in a 
reportable aircraft noise exposure DNL 5 dB increase in areas exposed to DNL between 45 dB and 60 
dB, the project does not introduce noise that would affect the features, or attributes associated with the 
three areas that would adversely affect it. 
 
Potential Increase In Fuel Burn and Emissions: The commenter raised a concern regarding aircraft 
emission. As described in Section 5.2.3 of the Final Environmental Assessment under the proposed 
Denver Metroplex Project there would be a slight increase in fuel burn (1.83 percent in 2019 and 1.85 
percent in 2024) when compared to the No Action Alternative. While increased fuel burn corresponds 
with an increase in emissions, operational changes that could result in an increase in fuel burn would 
occur at 3,000 feet AGL or above and would not result in an increase in ground concentrations. Any 
operational changes that could result in an increase in fuel burn would occur at or above 3,000 feet 
AGL. As discussed above, procedures above 3,000 feet AGL are considered a de minimis action, 
would have little if any effect on emissions and ground concentrations of criteria pollutants, and are 
presumed to conform to all applicable State Implementation Plans.( 72 Fed. Reg. 6641 (February 12, 
2007). 
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Comments-Responses 

Comment# 13   Submitted by: Arias, Deborah 
Comment Received: After having attended our County Commission meeting, and that of 
Congressman Neguse’s staff, our concerns are greater than ever about the FAA’S proposal for the 
Denver Metroplex Plan. We have lived in Gilpin County since the 70s and like other residents, have 
enjoyed the peace, tranquility, wildlife, and natural forested areas. We are proud to live in a community 
so dedicated to preserving our historical properties. We have invaluable historical sites throughout our 
county, which could be adversely affected by constant jet traffic overhead. While we have seen many 
changes and much growth, which we understand is inevitable, we are very disappointed that the FAA’S 
Plan will impact our entire county more than any other changes that have occurred. Except for the 
noticeable increase in air traffic and the resulting noise, which we hear daily, we had no idea that the 
Denver Metroplex Plan would so greatly affect our community. We are unable to understand why the 
dispersion of jet traffic would be so inequitable, and why the decision was made to move that jet traffic 
south on us in Gilpin County. Until we noticed the increase in jet traffic, and made inquiries regarding 
the source, we in Gilpin County were totally unaware of the Plan. Why was a public meeting not held 
in Gilpin, since we will be one of the most severely impacted areas under the Denver Metroplex Plan? 
Further, we are unable to understand why you are unwilling to extend the public comment period. As 
word of the plan has gotten out to Gilpin residents, it is apparent that the concern is community-wide, 
and people want to be heard! Thank you for considering our concerns. We look forward to meeting 
with you here in Gilpin. Deb and Al Arias 
 
Topics Identified in the Comment 

● Comment Period 
● DOT Section 4(f) Resources 
● Existing Arcraft Noise 
● Historical and Cultural Resources 
● Potential Increase in Aircraft Operations 

● Public Outreach/Public Involvement 
● Purpose and Need of Project 
● West SIDs 
 
 

FAA Response for Comment #13 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
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of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
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Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Historical and Cultural Resources: The commenter mentioned the Environmental Assessment (EA) 
excludes the impact of noise at or below the Day Night Average Sound Level (DNL) of 65 decibels 
(dB) on noise sensitive areas, including historic and cultural properties. To comply with NEPA 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric; the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.    
   
However, the FAA recognizes that this standard may not be relevant to historical and cultural 
resources. As shown in Table 5-2, a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB 
increase in areas exposed to DNL 45 to 60 dB are considered reportable noise increases. In Section 5.6 
of the Final EA, the noise modelling analysis for the proposed Denver Metroplex Project indicated two 
areas of reportable noise grid points, which were investigated for the presence of historic and cultural 
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properties. The FAA focused its efforts on identifying historic properties in the two areas of potential 
effect that could receive noise increases and considered the potential for overflight to introduce visual 
effects that could cause an alteration in the character of the historic property that qualify it for the 
National Register of Historic Places (National Register).  As depicted in Exhibit 5-2, the two areas are 
associated with the proposed aircraft flight procedures for Denver International Airport: the COORZ 
Area Navigation (RNAV) Standard Instrument Departure (SID) for westbound departures, the SLEEK 
(RNAV) SID for southbound departures.   
   
Under Section 106 of the National Historic Preservation Act, the FAA completed consultation with 
State and Local governments having jurisdiction or special expertise over historic and cultural 
resources. Additionally, the FAA entered into government-to-government consultation with forty-eight 
Native American Tribes having a legacy of occupation in the State of Colorado. Consultation with all 
of these parties did not identify any historic properties within the areas of potential effect for which a 
quiet setting is a characteristic that qualifies it for the National Register, and that therefore could be 
affected at the lower level of reportable noise exposure. The FAA also considered the potential for the 
introduction of visual elements that could diminish the integrity of the property’s historic features. We 
compared the proposed procedures with current flight tracks within the areas of potential effect, and 
determined that there would be no new areas overflown, and therefore no potential to introduce new 
visual elements. The proposed procedures would not introduce flight tracks over sensitive areas 
changing any existing impacts on those historic properties and cultural resources. Consultation did not 
identify any traditional and cultural properties within the APE for which aircraft noise and/or aircraft 
overflights would have an effect on a historic property’s characteristics qualifying that property for the 
National Register. Therefore, the proposed Denver Metroplex Project would not have an adverse effect 
on historic properties. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
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were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
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Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 14   Submitted by: Baich, John 
Comment Received: My name is John J. Baich; I currently serve as the president of the Coal Creek 
Canyon Improvement Association and I have been a resident of Coal Creek Canyon since 2012. 
Several of the CCCIA board members as well as members of our Community have expressed grave 
concerns to me regarding the lack of transparency/communication from the FAA regarding the 
Environmental Assessment for the Denver Metroplex project, particularly in one of the communities 
that will be adversely impacted by this plan. Coal Creek, locally known as Coal Creek Canyon, is a 
census-designated place in Boulder, Gilpin, and Jefferson counties in the U.S. state of Colorado. Our 
population has grown since the last census count of 2,400 at the 2010. We are a rural mountain 
residential and ranch community nestled in the foothills of the Front Range directly west of Denver. 
Coal Creek Canyon Improvement Association is a 501C4 nonprofit community-based organization 
founded in 1947 for charitable, educational, and scientific purposes to enhance the quality of life and 
foster community involvement in Coal Creek Canyon, Colorado. We will support local kids’ groups, 
provide scholarships, and contribute to emergency community needs. We will also provide 
maintenance and upkeep on the Coal Creek Canyon Community Center for regular use by many local 
organizations and individuals. It was only through Social Media on Tuesday, December 17th that a 
majority of our community became aware of the meeting to be held at 14:00 on Wednesday, December 
18th at the Gilpin Community Center with final comments due to you by Friday, December 20, 2019. 
This lack of notice provided little time for but a few members of Coal Creek Canyon to attend the 
meeting. For those who could attend, having two days to digest the study and formulate a response is 
untenable. The Coal Creek Canyon Community is built around the quiet enjoyment of our mountain 
properties, wildlife, and slower pace of life. We have worked in earnest maintaining our rural 
community protecting it from the hurried urban lifestyle/environment just to our east, while providing 
access to parks and national forest for others to enjoy. We believe that this plan, which without 
adequate time to study it, will have an irreversible impact to the environment that we've worked so hard 
build. The increase of environmental noise caused by overflights which we understand will be held to a 
tight corridor will adversely impact a large portion of our population. Given inadequate notice and time 
to properly review your study our quick reading did not find references to atmospheric and terrain 
impacts to the propagation of the predicted 5 dB increase of sound pressure; ranging from 45-60 dB 
(assuming these are A weighted estimates). We are concerned that these are grossly understated 
estimates and that our community deserves the benefit of adequate time following a focused 
presentation of the facts by the FAA to those whom are going to be forever impacted. The Coal Creek 
Improvement Association will be happy to assist you, free of charge in coordinating a Community 
Meeting at the CCCIA Hall so that our community can be properly informed and provided a reasonable 
opportunity to respond to this plan. I look forward to working with you so that this environmental 
impact is properly vetted by the communities that will potentially suffer the most from its 
implementation. Sincerely John J. Baich President - CCCIA john@the642.com 720-666-5886 CC: 
Honorable Senator Michael Bennett, Honorable Senator Cory Gardner, and Honorable Congressman 
Neguse 
 
Topics Identified in the Comment 

● Comment Period 
● Noise Modelling 
● Public Outreach/Public Involvement 

● Projected Changes in Aircraft Noise 
Exposure 
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FAA Response for Comment #14 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
Noise Modelling: The commenter raised concerns with the noise modelling methodology. The noise 
analysis of the Preferred Alternative compared to the No Action Alternative completed for the Final 
Environmental Assessment (EA) was prepared using the Aviation Environmental Design Tool (AEDT) 
version 2d, which is the FAA’s required noise model. The FAA uses AEDT to model noise for flight 
track changes over large areas to analyze noise associated with the No Action Alternative and the 
Denver Metroplex Project proposed action. The AEDT 2d modelling tool provides detailed modelling 
to evaluate the effects of high-altitude airspace changes from the ground level up to 18,000 feet Above 
Ground Level. The AEDT 2d model utilizes an extensive aircraft performance and sound level 
database that includes information on variations in sound attributed to different types of aircraft and 
aircraft engines, aircraft speed, climb and descent thrust, and the altitude along a route. Detailed terrain 
data was inputted into the AEDT 2d model, which accounts for the elevation of each grid point or 
population centroid when calculating the distance between the grid point and the aircraft. The aircraft 
noise analysis prepared for the Denver Metroplex Project Final EA was conducted in compliance with 
FAA Order 1050.1F. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 



3 
 

public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
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Comments-Responses 

Comment# 15   Submitted by: Bainter, Kelly 
Comment Received: Please do not do this. People live in the mountains for peace and quiet. This will 
be so disruptive. Why weren’t we notified of this? Why even make the change. Think of a new plan. 
Many people will be affected. If we wanted noisy we would live down in the rat race with all the other 
noises. 
 
Topics Identified in the Comment 

● Public Outreach/Public Involvement 
● Projected Changes in Aircraft Noise 
Exposure 

 
 

FAA Response for Comment #15 Topics 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
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2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
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Comments-Responses 

Comment# 16   Submitted by: Baker, Commissioner Jeff 
Comment Received: December 20, 2019 Federal Aviation Administration Western Service Center - 
Operations Support Group 2200 S. 216th St. Des Moines, WA 98198-6547 RE: DEN Metroplex Final 
Environmental Assessment To Whom It May Concern: As the elected body for one of Colorado’s 
fastest growing counties, we understand the challenges facing the Federal Aviation Administration 
(FAA) in redesigning complex airspace in one of the nation’s fastest growing regions. While residents 
within the DEN Metroplex will share in both the benefits and burdens of a redesign, the Final 
Environmental Assessment fails to protect residential health and welfare, ensuring the burdens of 
implementation will far outweigh the benefits. The Arapahoe County Board of Commissioners believes 
the Final Environmental Assessment does not adequately address required elements of the National 
Environmental Policy Act of 1969 (NEPA) as amended and its own FAA Order 1050.1F. Furthermore, 
the FAA continues to propose DEN Metroplex implementation without first completing 
congressionally mandated studies pursuant to the FAA Reauthorization Act of 2018, contravening 
congressional intent and lawful directives. The FAA has not adequately demonstrated the cumulative 
impacts of the proposed DEN Metroplex, despite knowing and having documented the annual increases 
in flight operations in and out of metropolitan Denver. Corresponding increases of fuel usage and 
emissions within an existing air quality non-attainment area have not been appropriately evaluated, nor 
has the disproportionate impacts on underserved, environmental justice communities. The FAA has not 
adequately considered the health effects of noise on residents within the proposed DEN Metroplex. 
Finally, the FAA’s analysis relies heavily on Order 1050.1F, an internal agency guidance document 
that does not supersede NEPA. The Board also has specific concerns with proposed arrival procedure 
changes that will have a negative impact on Centennial Airport – the second busiest general aviation 
airport in the nation – as well as the 13 cities and towns within Arapahoe County. The Board believes 
implementation of DEN Metroplex will cause significant environmental impacts on the community, 
cultural and natural resources, and negatively impact the quality of the human environment. Arapahoe 
County understands the FAA’s desire to modernize operations and maintain one of the safest air traffic 
control systems in the world. Given the complexity and diversity of Denver airspace, the Board of 
County Commissioners strongly urges the FAA not to issue a decision document at this time. Instead, 
we respectfully request the FAA conduct a more thorough Environmental Impact Study of DEN 
Metroplex. A more thoughtful and thorough approach will balance the needs of the FAA and its 
affected communities, achieving our shared goals of safety, efficiency, and maintaining a high quality 
of life. Thank you for the opportunity to comment and your consideration. Sincerely, ARAPAHOE 
COUNTY BOARD OF COMMISSIONERS Commissioner Jeff Baker Chair of the Board cc: 
Congressman Jason Crow Congresswoman Diana DeGette Senator Cory Gardner Senator Michael 
Bennet FAA Division Administrator John Bauer Arapahoe County General Assembly delegation 
Centennial Airport Executive Director Robert Olislagers 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● Cumulative Impacts 
● Environmental Justice 
● FAA Reauthorization Act of 2018 
● Potential Increase in Aircraft Operations 
● Level of NEPA Review 
● NEPA and FAA Order 1050.1F 
● Physical and Mental Health 

● Potential Increase In Fuel Burn and 
Emissions 
● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 
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FAA Response for Comment #16 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Cumulative Impacts: Consideration of cumulative impacts applies to the impacts resulting from the 
implementation of the proposed Denver Metroplex Project combined with other actions. A cumulative 
impact is defined as an impact on the environment, which results from the incremental impact of the 
action when added to other past, present, and reasonably foreseeable future actions regardless of what 
agency (federal or non-federal) or person undertakes such other actions.   
   



3 
 

Analyzing cumulative effects is considered within geographic (spatial) and time (temporal) boundaries. 
Reasonably foreseeable future actions refers to projects that would likely be completed before 2024 
and do not include those actions that are highly speculative or indefinite. The type of projects 
considered under the cumulative impact analysis were primarily limited to airfield projects, specifically 
projects that directly affect or involve runways and modifications to parallel taxiways. These type of 
projects may effect aircraft flight operations. A comprehensive search of the FAA Airport Capital 
Improvement Programs for the identified Study Airports yielded no substantive runway endpoint or 
elevation changes within the timeline horizons of the Final Environmental Assessment. The Preferred 
Alternative, when considered with other past, present, and reasonably foreseeable projects would not 
would not exceed the thresholds of significance for the resource categories analyzed in the Final 
Environmental Assessment. Therefore, no cumulative impacts would be anticipated. The No Action 
Alternative does not involve a proposed project that could contribute to the effects of past, present, or 
reasonably foreseeable projects. Therefore, no cumulative impacts would be anticipated under the No 
Action Alternative. 
 
Environmental Justice: An environmental justice analysis considers the potential for impact on 
minority and low-income populations of the proposed Denver Metroplex Project as compared to the No 
Action Alternative. In weighing whether the proposed Denver Metroplex Project raises environmental 
justice concerns, the FAA considers whether a proposed action may have disproportionately high and 
adverse human health or environmental effects on minority and low-income populations. This analysis 
draws on the findings of the other impact analyses, particularly noise, land use, and air quality. If these 
factors exist, there is not necessarily a significant impact; rather, the FAA must evaluate these factors 
in light of context and intensity to determine if there are significant impacts.   
   
Implementation of the proposed Denver Metroplex Project would not adversely affect air quality or 
land use within the General Study Area. Additionally, the results of the noise modelling analysis 
alternative indicate that changes in aircraft noise exposure would be below the threshold of significance 
when comparing the proposed Denver Metroplex Project and the No Action Alternative. As a result, 
there are no disproportionate impacts on minority, or low-income populations of the proposed Denver 
Metroplex Project as compared to the No Action Alternative. 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
FAA Reauthorization Act of 2018: The FAA Reauthorization Act of 2018 specifies congressionally 
mandated directives for which the FAA is responsible for completing at varied timelines.  In 
accordance with the congressionally mandated directives, the FAA will comply and adhere to the 
timelines. While the requested directives are being completed, the U.S. Congress did not place a 
moratorium on implementation of the proposed Denver Metroplex Project, or any Metroplex project. 
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Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Level of NEPA Review: The FAA’s primary mission is to provide the safest, most efficient aerospace 
system in the world. National Environmental Policy Act (NEPA) compliance and other environmental 
responsibilities are integral components of that mission. The FAA is responsible for complying with 
the procedures and policies of NEPA and other environmental laws, regulations, and orders applicable 
to FAA actions. Under NEPA, the Federal Agencies are required to disclose to decision-makers and the 
interested public a clear and accurate description of the potential environmental impacts that could 
arise from proposed Federal actions. The FAA decision-making process must consider and disclose the 
potential impacts of a proposed action and its alternatives on the quality of the human environment.    
   
In meeting its NEPA obligations, the FAA should seek to achieve the policy objectives of 40 CFR § 
1500.2 to the fullest extent possible. Once the FAA determines that NEPA applies to a proposed action, 
it needs to decide on the appropriate level of review. The three levels of NEPA review are Categorical 
Exclusion (CATEX), Environmental Assessment (EA), and Environmental Impact Statement (EIS). An 
EA is a concise public document that briefly provides sufficient evidence and analysis for determining 
whether to prepare an Environmental Impact Statement (EIS) or a Finding of No Significant Impact 
(FONSI). The purpose of an EA is to determine whether a proposed action has the potential to 
significantly affect the human environment. Specifically, the Final EA for the proposed Denver 
Metroplex Project considered the potential effects on the environmental resource categories identified 
in FAA Order 1050.1F. The FAA uses the corresponding thresholds that serve as specific indicators of 
significant impact for some environmental impact categories.    
   
The FAA evaluated the Preferred Alternative and the No Action Alternative, as required under NEPA. 
The results of the analysis indicate that the Preferred Alternative would not exceed the thresholds of 
significance for any of the resource impact categories analyzed. The Final EA presents sufficient 
evidence and analysis in determining that preparation of a FONSI is appropriate and that no EIS is 
required in accordance with NEPA. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Potential Increase In Fuel Burn and Emissions: The commenter raised a concern regarding aircraft 
emission. As described in Section 5.2.3 of the Final Environmental Assessment under the proposed 
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Denver Metroplex Project there would be a slight increase in fuel burn (1.83 percent in 2019 and 1.85 
percent in 2024) when compared to the No Action Alternative. While increased fuel burn corresponds 
with an increase in emissions, operational changes that could result in an increase in fuel burn would 
occur at 3,000 feet AGL or above and would not result in an increase in ground concentrations. Any 
operational changes that could result in an increase in fuel burn would occur at or above 3,000 feet 
AGL. As discussed above, procedures above 3,000 feet AGL are considered a de minimis action, 
would have little if any effect on emissions and ground concentrations of criteria pollutants, and are 
presumed to conform to all applicable State Implementation Plans.( 72 Fed. Reg. 6641 (February 12, 
2007). 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
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Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 17   Submitted by: Baker, Jeff 
Comment Received: To Whom It May Concern: 
As the elected body for one of Colorado's fastest growing counties, we understand the challenges 
facing the Federal Aviation Administration (FAA) in redesigning complex airspace in one of the 
nation's fastest growing regions. While residents within the DEN Metroplex will share in both the 
benefits and burdens of a redesign, the Final Environmental Assessment fails to protect residential 
health and welfare, ensuring the burdens of implementation will far outweigh the benefits. 
The Arapahoe County Board of Commissioners believes the Final Environmental Assessment does 
not adequately address required elements of the National Environmental Policy Act of 1969 (NEPA) 
as amended and its own FAA Order I 050.1 F. Furthermore, the FAA continues to propose DEN 
Metroplex implementation without first completing congressionally mandated studies pursuant to the 
FAA Reauthorization Act of 2018, contravening congressional intent and lawful directives. 
The FAA has not adequately demonstrated the cumulative impacts of the proposed DEN Metroplex, 
despite knowing and having documented the annual increases in flight operations in and out of 
metropolitan Denver. Corresponding increases of fuel usage and emissions within an existing air 
quality non-attainment area have not been appropriately evaluated, nor has the disproportionate 
impacts on underserved, environmental justice communities. The FAA has not adequately 
considered the health effects of noise on residents within the proposed DEN Metroplex. Finally, the 
F AA's analysis relies heavily on Order 1050.1 F, an internal agency guidance document that does not 
supersede NEPA. 
The Board also has specific concerns with proposed arrival procedure changes that will have a 
negative impact on Centennial Airport - the second busiest general aviation airport in the nation - as 
well as the 13 cities and towns within Arapahoe County. The Board believes implementation of 
DEN Metroplex will cause significant environmental impacts on the community, cultural and natural 
resources, and negatively impact the quality of the human environment. 
Arapahoe County understands the FAA's desire to modernize operations and maintain one of the 
safest air traffic control systems in the world. Given the complexity and diversity of Denver 
airspace, the Board of County Commissioners strongly urges the FAA not to issue a decision 
document at this time. 
Instead, we respectfully request the FAA conduct a more thorough Environmental Impact Study of 
DEN Metroplex. A more thoughtful and thorough approach will balance the needs of the FAA and 
its affected communities, achieving our shared goals of safety, efficiency, and maintaining a high 
quality of life. 
Thank you for the opportunity to comment and your consideration. 
Sincerely, 
ARAPAHOE COUNTY BOARD OF COMMISSIONERS 
Commissioner Jeff Baker 
Chair of the Board 
 
 
Topics Identified in the Comment 

● Cumulative Impacts 
● Environmental Justice 
● FAA Reauthorization Act of 2018 
● Historical and Cultural Resources 
● Level of NEPA Review 
● NEPA and FAA Order 1050.1F 

● Physical and Mental Health 
● Potential Increase In Fuel Burn and 
Emissions 
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FAA Response for Comment #17 Topics 
 
Cumulative Impacts: Consideration of cumulative impacts applies to the impacts resulting from the 
implementation of the proposed Denver Metroplex Project combined with other actions. A cumulative 
impact is defined as an impact on the environment, which results from the incremental impact of the 
action when added to other past, present, and reasonably foreseeable future actions regardless of what 
agency (federal or non-federal) or person undertakes such other actions.   
   
Analyzing cumulative effects is considered within geographic (spatial) and time (temporal) boundaries. 
Reasonably foreseeable future actions refers to projects that would likely be completed before 2024 
and do not include those actions that are highly speculative or indefinite. The type of projects 
considered under the cumulative impact analysis were primarily limited to airfield projects, specifically 
projects that directly affect or involve runways and modifications to parallel taxiways. These type of 
projects may effect aircraft flight operations. A comprehensive search of the FAA Airport Capital 
Improvement Programs for the identified Study Airports yielded no substantive runway endpoint or 
elevation changes within the timeline horizons of the Final Environmental Assessment. The Preferred 
Alternative, when considered with other past, present, and reasonably foreseeable projects would not 
would not exceed the thresholds of significance for the resource categories analyzed in the Final 
Environmental Assessment. Therefore, no cumulative impacts would be anticipated. The No Action 
Alternative does not involve a proposed project that could contribute to the effects of past, present, or 
reasonably foreseeable projects. Therefore, no cumulative impacts would be anticipated under the No 
Action Alternative. 
 
Environmental Justice: An environmental justice analysis considers the potential for impact on 
minority and low-income populations of the proposed Denver Metroplex Project as compared to the No 
Action Alternative. In weighing whether the proposed Denver Metroplex Project raises environmental 
justice concerns, the FAA considers whether a proposed action may have disproportionately high and 
adverse human health or environmental effects on minority and low-income populations. This analysis 
draws on the findings of the other impact analyses, particularly noise, land use, and air quality. If these 
factors exist, there is not necessarily a significant impact; rather, the FAA must evaluate these factors 
in light of context and intensity to determine if there are significant impacts.   
   
Implementation of the proposed Denver Metroplex Project would not adversely affect air quality or 
land use within the General Study Area. Additionally, the results of the noise modelling analysis 
alternative indicate that changes in aircraft noise exposure would be below the threshold of significance 
when comparing the proposed Denver Metroplex Project and the No Action Alternative. As a result, 
there are no disproportionate impacts on minority, or low-income populations of the proposed Denver 
Metroplex Project as compared to the No Action Alternative. 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
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EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
FAA Reauthorization Act of 2018: The FAA Reauthorization Act of 2018 specifies congressionally 
mandated directives for which the FAA is responsible for completing at varied timelines.  In 
accordance with the congressionally mandated directives, the FAA will comply and adhere to the 
timelines. While the requested directives are being completed, the U.S. Congress did not place a 
moratorium on implementation of the proposed Denver Metroplex Project, or any Metroplex project. 
 
Historical and Cultural Resources: The commenter mentioned the Environmental Assessment (EA) 
excludes the impact of noise at or below the Day Night Average Sound Level (DNL) of 65 decibels 
(dB) on noise sensitive areas, including historic and cultural properties. To comply with NEPA 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric; the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.    
   
However, the FAA recognizes that this standard may not be relevant to historical and cultural 
resources. As shown in Table 5-2, a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB 
increase in areas exposed to DNL 45 to 60 dB are considered reportable noise increases. In Section 5.6 
of the Final EA, the noise modelling analysis for the proposed Denver Metroplex Project indicated two 
areas of reportable noise grid points, which were investigated for the presence of historic and cultural 
properties. The FAA focused its efforts on identifying historic properties in the two areas of potential 
effect that could receive noise increases and considered the potential for overflight to introduce visual 
effects that could cause an alteration in the character of the historic property that qualify it for the 
National Register of Historic Places (National Register).  As depicted in Exhibit 5-2, the two areas are 
associated with the proposed aircraft flight procedures for Denver International Airport: the COORZ 
Area Navigation (RNAV) Standard Instrument Departure (SID) for westbound departures, the SLEEK 
(RNAV) SID for southbound departures.   
   
Under Section 106 of the National Historic Preservation Act, the FAA completed consultation with 
State and Local governments having jurisdiction or special expertise over historic and cultural 
resources. Additionally, the FAA entered into government-to-government consultation with forty-eight 
Native American Tribes having a legacy of occupation in the State of Colorado. Consultation with all 
of these parties did not identify any historic properties within the areas of potential effect for which a 
quiet setting is a characteristic that qualifies it for the National Register, and that therefore could be 
affected at the lower level of reportable noise exposure. The FAA also considered the potential for the 
introduction of visual elements that could diminish the integrity of the property’s historic features. We 
compared the proposed procedures with current flight tracks within the areas of potential effect, and 
determined that there would be no new areas overflown, and therefore no potential to introduce new 
visual elements. The proposed procedures would not introduce flight tracks over sensitive areas 
changing any existing impacts on those historic properties and cultural resources. Consultation did not 
identify any traditional and cultural properties within the APE for which aircraft noise and/or aircraft 
overflights would have an effect on a historic property’s characteristics qualifying that property for the 
National Register. Therefore, the proposed Denver Metroplex Project would not have an adverse effect 
on historic properties. 
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Level of NEPA Review: The FAA’s primary mission is to provide the safest, most efficient aerospace 
system in the world. National Environmental Policy Act (NEPA) compliance and other environmental 
responsibilities are integral components of that mission. The FAA is responsible for complying with 
the procedures and policies of NEPA and other environmental laws, regulations, and orders applicable 
to FAA actions. Under NEPA, the Federal Agencies are required to disclose to decision-makers and the 
interested public a clear and accurate description of the potential environmental impacts that could 
arise from proposed Federal actions. The FAA decision-making process must consider and disclose the 
potential impacts of a proposed action and its alternatives on the quality of the human environment.    
   
In meeting its NEPA obligations, the FAA should seek to achieve the policy objectives of 40 CFR § 
1500.2 to the fullest extent possible. Once the FAA determines that NEPA applies to a proposed action, 
it needs to decide on the appropriate level of review. The three levels of NEPA review are Categorical 
Exclusion (CATEX), Environmental Assessment (EA), and Environmental Impact Statement (EIS). An 
EA is a concise public document that briefly provides sufficient evidence and analysis for determining 
whether to prepare an Environmental Impact Statement (EIS) or a Finding of No Significant Impact 
(FONSI). The purpose of an EA is to determine whether a proposed action has the potential to 
significantly affect the human environment. Specifically, the Final EA for the proposed Denver 
Metroplex Project considered the potential effects on the environmental resource categories identified 
in FAA Order 1050.1F. The FAA uses the corresponding thresholds that serve as specific indicators of 
significant impact for some environmental impact categories.    
   
The FAA evaluated the Preferred Alternative and the No Action Alternative, as required under NEPA. 
The results of the analysis indicate that the Preferred Alternative would not exceed the thresholds of 
significance for any of the resource impact categories analyzed. The Final EA presents sufficient 
evidence and analysis in determining that preparation of a FONSI is appropriate and that no EIS is 
required in accordance with NEPA. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Potential Increase In Fuel Burn and Emissions: The commenter raised a concern regarding aircraft 
emission. As described in Section 5.2.3 of the Final Environmental Assessment under the proposed 
Denver Metroplex Project there would be a slight increase in fuel burn (1.83 percent in 2019 and 1.85 
percent in 2024) when compared to the No Action Alternative. While increased fuel burn corresponds 
with an increase in emissions, operational changes that could result in an increase in fuel burn would 
occur at 3,000 feet AGL or above and would not result in an increase in ground concentrations. Any 
operational changes that could result in an increase in fuel burn would occur at or above 3,000 feet 
AGL. As discussed above, procedures above 3,000 feet AGL are considered a de minimis action, 
would have little if any effect on emissions and ground concentrations of criteria pollutants, and are 
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presumed to conform to all applicable State Implementation Plans.( 72 Fed. Reg. 6641 (February 12, 
2007). 
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Comments-Responses 

Comment# 18   Submitted by: Baker, Russ 
Comment Received: I've been living in Gilpin County since August of 2002. The reasons why we 
moved to Gilpin were because of its remote location  lack of congestion  but most of all  peace and 
quiet. Having the FAA re-route all east and west bound traffic over Gilpin County (which will result in 
jets flying over my house every 5 minutes!) will completely defeat the purpose of why we moved to the 
mountains. Not only that  it impairs or completely removes the ability for my family to enjoy our 
home/property. This is grounds for a nuisance tort (https://lawshelf.com/videos/entry/tort-law-the-
rules-of-private-nuisance)  which our community will collectively file as a class action lawsuit if this 
routing of traffic is to take affect. We will also hold the FAA responsible for any loss in property value 
as a result of this decision. 
 
When my wife and I decided to start a family  we wanted to do that in a quiet and small community  
which is why we chose to buy property in Gilpin County.  We didn't mind the extra driving time to the 
city as we thought it was worth it to live up here and enjoy the peace and quiet of the mountains. 
Since that time  we've invested thousands of dollars and spend many years making our home the way 
we wanted it to be. We have enjoyed the peace and quiet that we would expect living in the mountains 
for the past 17 years.  
We were alarmed to hear of the FAA's plans to re-route traffic over Gilpin County. Having jets fly over 
our house every 5 minutes will have deleterious consequences to the peace and quiet of our mountain 
home. This will cause an intolerable situation that will result in us not being able to enjoy our 
house/property  which ultimately force us to move. Unfortunately  the same reason why we would need 
to move  will also hamper our ability to sell our house as anyone moving up here will want the same 
peace and quiet as we expect. 
The FAA has put us in a difficult situation that could have disastrous consequences to the ability of my 
family to enjoy our house/property. If the FAA chooses to go ahead with their plans  then they will 
leave us no choice to file a nuisance tort as well as seek compensation for any loss in property value as 
a result of this decision. 
 
Topics Identified in the Comment 

● Projected Changes in Aircraft Noise 
Exposure 
● Property Values 
● Purpose and Need of Project 

● West SIDs 
 
 

FAA Response for Comment #18 Topics 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
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same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Property Values: The proposed Denver Metroplex Project involves air traffic control routing changes 
for airborne aircraft only; and does not involve land acquisition, physical disturbance, or construction 
activities. The determination of whether a proposed action may have a significant environmental 
impact under the National Environmental Policy ACT (NEPA) is made by considering the relevant 
environmental impact categories and comparing impact to the FAA’s thresholds of significance as 
outlined in FAA Order 1050.1F. The assessment of property values is not an environmental impact 
category as outlined in FAA Order 1050.1F. To the extent applicable, and as there are no significant 
impacts under noise or compatible land use, the proposed Denver Metroplex Project is compatible with 
existing and planned land uses, and the applicable regulations and policies of federal, state, and local 
agencies. A limited number of studies have attempted to measure the impact of aircraft noise on 
property values. Specific studies of the impact of noise at the Study Airports on real property values 
have not been conducted and are not required. Studies conducted at other national airports have 
concluded that airport noise only has a slight impact on property values within the Day Night Average 
Sound Level 65 decibels or greater noise contour around airports. Additionally, comparison of older 
studies to more recent studies indicates that the impact was greater in the 1960s, when jet aircraft first 
entered the fleet. This decrease presumably is the result of stabilization of real estate markets following 
an initial adjustment to noisier jets, and of noise reduction in more modern Stage 3 or better aircraft. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
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operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
 



1 
 

Comments-Responses 

Comment# 19   Submitted by: Barker, Christopher 
Comment Received: No  just flat out no.  You're saving the airlines/corporation a few bucks but 
creating constant noise pollution in certain areas of Colorado.   Leave the distributed flight plan as it is. 
 
Topics Identified in the Comment 

● Potential Increase in Aircraft Operations 
● Projected Changes in Aircraft Noise 
Exposure 

● Purpose and Need of Project 
 
 

FAA Response for Comment #19 Topics 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
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qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 20   Submitted by: Barnett, Wendy 
Comment Received: Please do not divert air traffic over the pristine beauty and quiet of Coal Creek 
Canyon. People who live up here choose to live here because it’s isolated from suburbia and we value 
the lack of services which come with the solitude and peace and quiet. When you live in suburbia, there 
is an expectation of noise and pollution but, choosing a mountain life is to choose limited modern 
services and quiet. I have noticed an increase in jet traffic in recent weeks and it is jarring in its 
presence amid such silence as we are blessed with in the mountains 
 
Topics Identified in the Comment 

● Potential Increase in Aircraft Operations 
● Purpose and Need of Project 

 
 

FAA Response for Comment #20 Topics 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
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of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 21   Submitted by: Bates, Steve 
Comment Received: The plan to reroute air traffic over Coal Creek Canyon will be a major detractive 
impact to our mountain community. Our property values are directly correlated to the quiet, peaceful 
respite from the nearby sprawl of the Denver metroplex. Rerouting traffic directly over our high 
altitude neighborhoods will not only shatter our long standing culture of quiet and peace, it will lower 
the desirability of moving to our area, bringing yet more urban noise pollution. We are already under 
attack through a massively disruptive dam expansion proposal, increased traffic, and wild fire 
mitigation. Please stop this effort and preserve our peace. 
 
Topics Identified in the Comment 

● Projected Changes in Aircraft Noise 
Exposure 
● Property Values 
● Purpose and Need of Project 

● West SIDs 
 
 

FAA Response for Comment #21 Topics 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
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Property Values: The proposed Denver Metroplex Project involves air traffic control routing changes 
for airborne aircraft only; and does not involve land acquisition, physical disturbance, or construction 
activities. The determination of whether a proposed action may have a significant environmental 
impact under the National Environmental Policy ACT (NEPA) is made by considering the relevant 
environmental impact categories and comparing impact to the FAA’s thresholds of significance as 
outlined in FAA Order 1050.1F. The assessment of property values is not an environmental impact 
category as outlined in FAA Order 1050.1F. To the extent applicable, and as there are no significant 
impacts under noise or compatible land use, the proposed Denver Metroplex Project is compatible with 
existing and planned land uses, and the applicable regulations and policies of federal, state, and local 
agencies. A limited number of studies have attempted to measure the impact of aircraft noise on 
property values. Specific studies of the impact of noise at the Study Airports on real property values 
have not been conducted and are not required. Studies conducted at other national airports have 
concluded that airport noise only has a slight impact on property values within the Day Night Average 
Sound Level 65 decibels or greater noise contour around airports. Additionally, comparison of older 
studies to more recent studies indicates that the impact was greater in the 1960s, when jet aircraft first 
entered the fleet. This decrease presumably is the result of stabilization of real estate markets following 
an initial adjustment to noisier jets, and of noise reduction in more modern Stage 3 or better aircraft. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
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changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 22   Submitted by: Beaudette, Randy 
Comment Received: Thank You for keeping air passengers safe and on time  with the redesign of the 
Denver Metroplex. The old V.O.R system was not designed to handle the high volume of planes that 
are in the air at any given time. With  development of the GPS system  it makes sense to utilize such a 
system. Keep up the good work 
 
Topics Identified in the Comment 

● No Concerns Identified 
 

 

FAA Response for Comment #22 Topics 
 
No Concerns Identified: Thank you for your comment. 
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Comments-Responses 

Comment# 23   Submitted by: Beaver, Doris 
Comment Received: No federal agency gets to ignore an entire county as though it does not exist. 
How long has as K. C. Becker from Boulder known of Denver Metroplex? Her job is to represent all in 
her district, not just Boulder. Quoting from Denver Metroplex Environmental Assessment – Federal 
law and FAA policy require the FAA to conduct an environmental review in accordance with the 
National Environmental Policy Act (NEPA).” The proposed Denver Metroplex Project is a federal 
action under NEPA. The FAA has compiled the Final Environmental Assessment (EA) pursuant to 
NEPA. This portion of the Status of Engagement is wrong and totally disputed. The FAA cannot 
complete the Final Environmental Assessment (EA) pursuant to NEPA when every county affected has 
not been met with and those affected allowed to offer input and objections. Need it be pointed out that 
Gilpin County cannot offer input and objections when it has not been given the opportunity to do so. 
Sending a copy to the county library is not sufficient or proper legal notification of such a detrimental 
matter as this is. The notification should have gone to the county commissioners as with any legal 
notification. Who knows, at least that common courtesy would have given the impression that Gilpin 
County was significant enough to warrant proper notification to the county commissioners whose 
responsibility would have been to notify properly the county residents. A copy should have been sent 
to the library for no other purpose than merely the convenience of the county residents to go to the 
library and read or refer to the document. FAA spokesperson Allen Kenitzer was quoted by the Denver 
Post as saying “the agency held 42 meetings or briefings throughout the study area between late 2015 
and December 2018, along with 12 public workshops this past spring.” Gilpin County was ignored. I 
would like to know what was the criteria for selecting the area(s) to be ignored, and not have an 
individual workshop. Saying the FAA has not made any changes to flight tracks in the Denver area 
since 2012 is ridiculous enough, but then to follow it by saying “What residents in Gilpin County may 
be experiencing is increased air traffic from DIA.” Now, where else would the increased traffic be 
coming from. Is NextGen about some other area? If DIA isn’t included in the NextGen, what’s the 
need for NextGen. Rocky Mountain Metro Airport and Centennial Airports certainly do not have traffic 
sufficient to require such even when considered part of the nation’s air traffic system. Mr. Kenitzer 
referred to NextGen and DIA almost as though they are unconnected. If Gilpin residents wanted to live 
under a flight path, there would have been no need to buy homes in a county 40, 50 or more miles from 
DIA. The detriment to property values in Gilpin, harm to health and pursuit of a peaceful way of living 
have been totally ignored as though only Boulder/Table Mesa are the only points that count or matter. 
Gilpin County has always been treated as the step-child of Boulder, with “Boulderites” claiming “if it’s 
good enough for Boulder, it’s good enough for Gilpin. The FAA makes much of flight paths being 
18,000. Living at 8,600 feet elevation as I do, 18,000 minus 8,600 leaves a mere 9,400 feet above us 
and our home. By eliminating Gilpin County from counties such as listed for endangered species and 
those impacted by Environmental Justice discussion, the specifics in the county can be disregarded or 
ending figures will be grossly watered down. Gilpin County has the endangered Northern Goshhawk 
(on our property – Colo. Wildlife and Fisheries is aware of this). The nests are moved back and forth 
from our property over to the national forest. We’ve also seen bald eagles (adult and young ones) on 
our property from time to time. Boulder has always shown this attitude to Gilpin and Mr. Kenitzer 
obviously spoke with someone from Boulder along those lines to ignore Gilpin Counter so blatantly. 
Boulder does not speak for Gilpin, and there are enough residents of this county to see that that will not 
happen. BOULDER WILL NEVER SPEAK FOR GILPIN COUNTY!! Returning to the Denver 
Metroplex EA – The protocol required for such a project as NextGen/Metroplex is not complete and 
cannot/should not be referred to in such language considering the comments of Mr. Kenitzer of why 
Gilpin County was ignored. The media release was very vague on a number of points … satellite 
technology … has yielded significant environmental benefits in a number of locations throughout the 
country. What locations? Every property owner should have been notified in writing and kept up-to-
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date on this ongoing project. The FAA does not have the power to run rough shod over people in 
Gilpin County, or any other area, and should never allow another county – Boulder – to speak for it. 
 
Topics Identified in the Comment 

● Comment Period 
● DOT Section 4(f) Resources 
● Environmental Justice 

● Public Outreach/Public Involvement 
 
 

FAA Response for Comment #23 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
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Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Environmental Justice: An environmental justice analysis considers the potential for impact on 
minority and low-income populations of the proposed Denver Metroplex Project as compared to the No 
Action Alternative. In weighing whether the proposed Denver Metroplex Project raises environmental 
justice concerns, the FAA considers whether a proposed action may have disproportionately high and 
adverse human health or environmental effects on minority and low-income populations. This analysis 
draws on the findings of the other impact analyses, particularly noise, land use, and air quality. If these 
factors exist, there is not necessarily a significant impact; rather, the FAA must evaluate these factors 
in light of context and intensity to determine if there are significant impacts.   
   
Implementation of the proposed Denver Metroplex Project would not adversely affect air quality or 
land use within the General Study Area. Additionally, the results of the noise modelling analysis 
alternative indicate that changes in aircraft noise exposure would be below the threshold of significance 
when comparing the proposed Denver Metroplex Project and the No Action Alternative. As a result, 
there are no disproportionate impacts on minority, or low-income populations of the proposed Denver 
Metroplex Project as compared to the No Action Alternative. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
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explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
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Comments-Responses 

Comment# 24   Submitted by: Becht, Kathryn 
Comment Received: I respectfully request that consideration of flight paths of air traffic from RMMA  
across the Superior/Rock Creek neighborhood be revisited and either rerouted over less populated areas  
or the number of take offs of low flying planes dramatically reduced. We have lived here for almost 10 
years and over the last 3 there have been significant changes in the increasing frequency of low flying 
planes over our home and neighborhood.  Not only has the increase in volume become noisy and 
disruptive  but it is a deterrent to local real estate as word has spread of noise complaints to surrounding 
communities and areas. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● General Aviation/Visual Flight Rules 
● Potential Increase in Aircraft Operations 
● Property Values 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #24 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
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Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
General Aviation/Visual Flight Rules: The commenter raises concerns that the impacts to general 
aviation and aircraft operating under Visual Flight Rules (VFR) were not considered in the Final 
Environmental Assessment. When operating outside certain categories of controlled airspace, aircraft 
operating under VFR are not required to be in contact with ATC. Because these aircraft operate at the 
pilot’s discretion and are often not required to file flight plans, the FAA has very limited information 
about these operations. Consequently, there is no known source for comprehensive route, altitude, 
aircraft type, and frequency information for VFR operations in the General Study Area. However, even 
if complete information were available for VFR operations, the proposed Denver Metroplex Project 
would not require any changes to routing or altitudes to accommodate these operations. If they could be 
modeled, they would use the same flight routes and altitudes under the No Action Alternative and the 
Preferred Action for the Denver Metroplex Project. Their operations would not be affected by the 
forecast conditions in 2019 (the proposed first year of implementation) and 2024 (five years after 
implementation) for either the No Action Alternative or the Preferred Action for the Denver Metroplex 
Project. Therefore, VFR aircraft were not included in the analysis. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Property Values: The proposed Denver Metroplex Project involves air traffic control routing changes 
for airborne aircraft only; and does not involve land acquisition, physical disturbance, or construction 
activities. The determination of whether a proposed action may have a significant environmental 
impact under the National Environmental Policy ACT (NEPA) is made by considering the relevant 
environmental impact categories and comparing impact to the FAA’s thresholds of significance as 
outlined in FAA Order 1050.1F. The assessment of property values is not an environmental impact 
category as outlined in FAA Order 1050.1F. To the extent applicable, and as there are no significant 
impacts under noise or compatible land use, the proposed Denver Metroplex Project is compatible with 
existing and planned land uses, and the applicable regulations and policies of federal, state, and local 
agencies. A limited number of studies have attempted to measure the impact of aircraft noise on 
property values. Specific studies of the impact of noise at the Study Airports on real property values 
have not been conducted and are not required. Studies conducted at other national airports have 
concluded that airport noise only has a slight impact on property values within the Day Night Average 
Sound Level 65 decibels or greater noise contour around airports. Additionally, comparison of older 
studies to more recent studies indicates that the impact was greater in the 1960s, when jet aircraft first 
entered the fleet. This decrease presumably is the result of stabilization of real estate markets following 
an initial adjustment to noisier jets, and of noise reduction in more modern Stage 3 or better aircraft. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
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The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 25   Submitted by: Beltinck, Tammy 
Comment Received: To whom it may concern  
While I know I chose to live by an airport; I was thinking it was local traffic; the noisy fighter jets are 
ridiculous; sometimes awakening us out of a sound sleep and scaring my 8 yo son.  They should not fly 
late at night near us.  Please consider at a minimum doing there exercises elsewhere.  Would prefer 
they move the entire airport but that is unlikely.  The airplane noise I can't even sit on my patio to enjoy 
a nice meal because the noise levels.  We are frequently in the airpath.  Point of contention  would luv 
to move if it wasn't for the good schools. 
Thanks for your consideration. 
Tammy Beltinck 3038594156 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● Purpose and Need of Project 
● Sleep Disturbance/Speech Interference 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #25 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
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Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
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The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Sleep Disturbance/Speech Interference: The commenter recommended calculating different types of 
supplemental noise metrics to explain sleep disturbance and/or speech interference. A benefit of 
supplemental noise metrics is to help the public reach a better understanding of potential noise impacts. 
If the noise modelling analysis indicates a potential significant impact, FAA Order 1050.1F 
recommends additional information related to the human response to noise that is appropriate for the 
specific proposal. Additional information may include supplemental metrics applicable to sleep 
disturbance and/or speech interference. Such supplemental noise analysis is not, by itself, a measure of 
adverse aircraft noise or significant aircraft noise impact. As discussed in Chapter 5 of the EA, the 
noise modeling analysis indicated that the proposed Denver Metroplex project would not result in 
changes to noise exposure that exceed the significant noise threshold for the forecasted years of 2019 
and 2024. Therefore, the use of optional supplemental noise metrics are not warranted because they not 
would help explain the potential for cumulative noise exposure. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 26   Submitted by: Benitez, Debra 
Comment Received: Please reconsider your new flight route plan to limit air traffic over our 
community to the same amount it currently is. 
 
Topics Identified in the Comment 

● Potential Increase in Aircraft Operations 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #26 Topics 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 27   Submitted by: Berginc, Charles 
Comment Received: Please, my wife and I are vehemently opposed to the new route: COORZ 
departure that is going to follow highway 72 as proposed in the Denver FAA Metroplex Plan. We have 
recently purchased a home because of the peaceful nature of the canyon. To route air traffic along this 
canyon seems an outrage and horribly insensitive. I-70 is very close and could be used instead. Please 
design an alternative. 
 
Topics Identified in the Comment 

● DOT Section 4(f) Resources 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #27 Topics 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
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reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 28   Submitted by: Bertle, Jeff 
Comment Received: I recently became aware of the FAA's NextGen program that intends to rout 
much of DIA's air traffic directly above my home in Coal Creek Canyon. I am very concerned about 
the amount of noise pollution, and good old fashioned pollution pollution this will cause. 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● Projected Changes in Aircraft Noise 
Exposure 

● Purpose and Need of Project 
 
 

FAA Response for Comment #28 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
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have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
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efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 29   Submitted by: Bertle, Kirsten 
Comment Received: I live in a region that will be under the new proposed flight paths out of the DEN 
airport. It is my understanding that the flight path was originally planned to be over Boulder and was 
moved south over more mountain communities. I moved to the mountains in order to escape the 
pollution and noise of the city. I am upset about the proposed plan due to: 1. Quality of life for myself 
and my family 2. Air and noise pollution in my canyon due to increased air traffic 3. Devaluation of my 
property due to increased air plane noise What are the plans to reduce the air traffic noise and 
pollution? Will planes be forced to be updated so that citizens under these zones are less affected. And 
why was the flight path not moved more North of Boulder where citizens live in noisier cities as 
opposed to quiet mountain communities? It is upsetting to learn about this in the same year that I 
bought my house here. We love our community and the quiet we are able to gain by living further from 
the city. 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● New Technology - Aircraft Engines 
● Physical and Mental Health 
● Projected Changes in Aircraft Noise 
Exposure 

● Property Values 
● Purpose and Need of Project 
 
 

FAA Response for Comment #29 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
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places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
New Technology - Aircraft Engines: The FAA is committed to reducing aircraft noise through a 
“balanced approach” through the reduction of noise at its source (i.e., the aircraft); improved land use 
planning around airports; and, a wider use of aircraft operating procedures and restrictions that abate 
noise. Beginning in January 1, 2018, the FAA requires newly designed aircraft to be quieter which will 
help toward lowering noise around airports and surrounding communities. Called “Stage 5 Airplane 
Noise Standards,” this FAA rule ensures that the latest available noise reduction technology is 
incorporated into new aircraft designs. As a result, new airplane type designs in the subsonic jet 
airplanes and subsonic transport category large airplanes will operate at least 7 decibels (dBs) quieter 
than airplanes in the current fleet. The aim of the new standard is to harmonize the noise certification 
standards for U.S.-certified aircraft with those that are internationally certified. The U.S.-certified 
aircraft now in operation as well as the new aircraft type designs that were submitted prior to December 
31, 2017 would not be affected by the new ruling. However, there are several aircraft with a maximum 
takeoff weight in excess of 121,254 pounds in production already meet the Stage 5 noise limits, 
including Airbus A380 and A350 family models and Boeing 747-8 and 787 family models. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
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(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Property Values: The proposed Denver Metroplex Project involves air traffic control routing changes 
for airborne aircraft only; and does not involve land acquisition, physical disturbance, or construction 
activities. The determination of whether a proposed action may have a significant environmental 
impact under the National Environmental Policy ACT (NEPA) is made by considering the relevant 
environmental impact categories and comparing impact to the FAA’s thresholds of significance as 
outlined in FAA Order 1050.1F. The assessment of property values is not an environmental impact 
category as outlined in FAA Order 1050.1F. To the extent applicable, and as there are no significant 
impacts under noise or compatible land use, the proposed Denver Metroplex Project is compatible with 
existing and planned land uses, and the applicable regulations and policies of federal, state, and local 
agencies. A limited number of studies have attempted to measure the impact of aircraft noise on 
property values. Specific studies of the impact of noise at the Study Airports on real property values 
have not been conducted and are not required. Studies conducted at other national airports have 
concluded that airport noise only has a slight impact on property values within the Day Night Average 
Sound Level 65 decibels or greater noise contour around airports. Additionally, comparison of older 
studies to more recent studies indicates that the impact was greater in the 1960s, when jet aircraft first 
entered the fleet. This decrease presumably is the result of stabilization of real estate markets following 
an initial adjustment to noisier jets, and of noise reduction in more modern Stage 3 or better aircraft. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
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The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 30   Submitted by: Betts, Elizabeth 
Comment Received: Hello  we have noticed recently that there is a lot more air traffic over Boulder.  
This creates noise pollution in the city and the surrounding area.  I am requesting that the FAA return 
to the prior flight patterns which involved significantly fewer planes over Boulder. 
Thank you! 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Potential Increase in Aircraft Operations 

 
 

FAA Response for Comment #30 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
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Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
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Comments-Responses 

Comment# 31   Submitted by: Beyer, Alyssa 
Comment Received: Our neighborhood, The Broadlands, appears to be receiving the brunt of the 
westbound departures from DIA in our area. This is a neighborhood full of families with young 
children, schools and lots of outdoor activities. It does not make sense to me that one residential area 
alone should be subjected to constant planes overhead while there are major commercial roadways 
nearby that could be flown over that would not create havoc in people's personal space. The 120th Ave. 
corridor and the E470 tollway are close by but would be so much less impacted than the residential 
neighborhoods. At the very least, it would seem fair to vary the routes on different days or times of day 
so that the same people aren't shouldering the entire burden of the noise. It would also help if the planes 
could get higher faster so their noise was less impactful or fly further north where the communities are 
less dense and developed before turning west. Thank you for your consideration, we appreciate any 
help you can give us. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #31 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
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970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
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The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 32   Submitted by: Bianchi, Rudolph 
Comment Received: Very simply...  spread out the pain in an equitable manner by having multiple 
rotating sectors which change monthly. 
 
Topics Identified in the Comment 

● Separation of Aircraft 
 

 

FAA Response for Comment #32 Topics 
 
Separation of Aircraft: The commenter requested information whether the proposed procedures 
would help maintain separation between the commercial carrier arrivals at Denver International Airport 
and the aircraft operating under Visual Flight Rules below the Class B controlled airspace (Class B 
airspace). Controlled airspace is a generic term that covers the different classifications of airspace and 
defined dimensions within which air traffic control service is provided to flights in accordance with the 
airspace classification. Class B airspace is established solely to define the airspace in which all aircraft 
are subject to operating rules and pilot and equipment requirements specified in 14 CFR Section 
91.131. An air traffic control clearance is required for all aircraft to operate in Class B airspace, and all 
aircraft so cleared receive separation services from other aircraft operating within the airspace and 
known traffic operating outside the Class B Airspace. The proposed Denver Metroplex Project 
Standard Terminal Arrival fight procedures that would serve Denver International Airport are designed 
to stay within the Class B airspace after entering. Additionally, there is no required minimum 
separation standard from published flight procedures and non-Class B airspace. The proposed Denver 
Metroplex Project does not include proposed changes to the Class B airspace associated with Denver 
International Airport. 
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Comments-Responses 

Comment# 33   Submitted by: Biggs, Alison 
Comment Received: Denver Metroplex Final Environmental Assessment Federal Aviation 
Administration Western Service Center – Operations Support Group 2200 South 216th Street Des 
Moines, Washington 98198-6547 My comments will be of a general nature, rather than citing 
numerous areas of the Environmental Assessment which was made available to the public On 
November 18, 2019. A review of that draft continues to present an almost dauntless task for the 
average citizen, and the limited time for such a review does not make the task any easier. Having the 
review period start immediately preceding one major holiday and to be completed immediately prior to 
another within barely a month's time almost makes it seem the FAA does not really want to hear from 
involved/average citizens and so is making it as hard as possible to hear from those of us who will have 
to live with what the FAA is creating. The majority of the report is so highly technical and complex 
that it does not lend itself to ease of understanding by those of us with less than technical aeronautical 
knowledge. That alone appears to belie the intent of Congress and the FAA’s own Community 
Involvement Plan for the consideration of ventures such as the Denver Metroplex Project. I fail to 
understand how the FAA can just dismiss Congress by saying it is not required to comply with 
Congress until AFTER Metroplex is implemented. WHAT? Where did Congress create that loophole? 
To recap, when the FAA Reauthorization Act of 2018 was signed into law, it mandated various studies. 
One of those included a study of how the FAA would engage and improve airport and community 
involvement in NextGen projects. Another related to a study of the relationship between aircraft noise 
exposure and its effects on communities around airports. Another was to address day-night average 
sound levels, and a fourth was to address the health impacts of noise from aircraft flights on residents. 
There were also time frames attached. Try as I might, I could find nowhere which indicates any of 
these studies have actually been conducted, nor anything that indicated they did not have to be done 
until after a project had already been implemented. Maybe I missed something in all those hundreds of 
pages of technical jargon. Rather, it seems efforts were taken to work around anything involving such 
topics, to declare some unrelated or unable to be addressed because the FAA lacked a standard for 
comparative purposes or they were just declared to have no significant impact without clearly 
documenting the basis for that conclusion. The end result seems to be the report reaches the 
conclusions which the FAA wishes to be reached, with no study data to support those conclusions. For 
example, where is any data related to the consideration of noise and air quality impacts below 3,000 
feet? That's where we live and breathe and hear, yet we are ignored. There seems to be no rationale for 
the FAA to have chosen 3,000, though I suspect it researched and found most noise complaints come 
about aircraft which are below 3,000 feet, so it decided to just ignore that area. Similarly, NEPA 
defines 'cumulative impacts' but the FAA seems to have ignored the spatial relationship between above 
and below 3,000 feet, and the impact over time as related to current plans for growth at DIA. The 
planned added capacity at that facility, and its resulting impact on those of us who live here has 
seemingly been totally ignored. How very sad that the FAA seems to be deliberately advancing a plan 
without documenting what kind of impact it will actually have on citizens. Given the problems which 
arose with the implementation of Metroplex in other areas of the county and which one could assume 
led at least in part to the inclusion of the call for those studies in the FAA Reauthorization Act of 2018, 
it seems rather a slap in the face of Congress to push through another Metroplex project without 
completion of them. Without further belaboring my concerns, I can only say I had anticipated seeing a 
plan which truly addressed the safety, noise, and environmental impacts of the Denver Metroplex 
Project. Instead, I find the plan still sorely lacking in all of those areas, with the emphasis now seeming 
to be on lessening the workload of the air traffic controllers at Denver International Airport. And while 
those individuals have a yeoman’s job and deserve all of the attention and assistance they can receive, 
the other impacts resulting from this project must not be ignored. Accordingly, I would still strongly 
suggest that, before the Denver Metroplex Project is allowed to proceed any further, the FAA must 
complete the studies mandated by Congress in the FAA Reauthorization Act of 2018, share the results 
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of those studies with the public, and utilize the results in plans for any future projects, including the 
Denver Metroplex Project. This could be a shining example of the FAA leading the way to responsible 
airway management in the fullest sense, not just for the benefit of the air industry or to meet its own 
goals. Those of us on the ground and the environment in which we live should not be ignored. Thank 
you for the opportunity to comment. Sincerely, Alison Biggs 
 
Topics Identified in the Comment 

● FAA Reauthorization Act of 2018 
● NEPA and FAA Order 1050.1F 
● Noise Modelling 
● Public Outreach/Public Involvement 

● Purpose and Need of Project 
 
 

FAA Response for Comment #33 Topics 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
FAA Reauthorization Act of 2018: The FAA Reauthorization Act of 2018 specifies congressionally 
mandated directives for which the FAA is responsible for completing at varied timelines.  In 
accordance with the congressionally mandated directives, the FAA will comply and adhere to the 
timelines. While the requested directives are being completed, the U.S. Congress did not place a 
moratorium on implementation of the proposed Denver Metroplex Project, or any Metroplex project. 
 
Noise Modelling: The commenter raised concerns with the noise modelling methodology. The noise 
analysis of the Preferred Alternative compared to the No Action Alternative completed for the Final 
Environmental Assessment (EA) was prepared using the Aviation Environmental Design Tool (AEDT) 
version 2d, which is the FAA’s required noise model. The FAA uses AEDT to model noise for flight 
track changes over large areas to analyze noise associated with the No Action Alternative and the 
Denver Metroplex Project proposed action. The AEDT 2d modelling tool provides detailed modelling 
to evaluate the effects of high-altitude airspace changes from the ground level up to 18,000 feet Above 
Ground Level. The AEDT 2d model utilizes an extensive aircraft performance and sound level 
database that includes information on variations in sound attributed to different types of aircraft and 
aircraft engines, aircraft speed, climb and descent thrust, and the altitude along a route. Detailed terrain 
data was inputted into the AEDT 2d model, which accounts for the elevation of each grid point or 
population centroid when calculating the distance between the grid point and the aircraft. The aircraft 
noise analysis prepared for the Denver Metroplex Project Final EA was conducted in compliance with 
FAA Order 1050.1F. 
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Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
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Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 34   Submitted by: Bindner, Cory 
Comment Received: On behalf of our members, I respectfully disagree with the Federal Aviation 
Administration’s (FAA) final environmental assessment (EA) on the proposed use of the BRNKO and 
PINNR RNAV STARs for traffic inbound to the Centennial Airport (KAPA) from the northwest or 
northeast. The procedures are a significant deviation from current arrival procedures and are 
unfavorable to business aviation and general aviation (GA) operators into the second busiest GA 
airport in the country. The proposed routes increase time and fuel burn to the destination airport as well 
as dramatically increase risk of collision with small piston aircraft outside of B airspace. Please redo 
the actual arrivals and consult CABA for an appropriate route. 
 
Topics Identified in the Comment 

● BRNKO STAR 
● Potential Increase In Fuel Burn and 
Emissions 

 
 

FAA Response for Comment #34 Topics 
 
BRNKO STAR: The workload for managing air traffic on the existing PUFFR (RNAV) STAR flight 
procedure is intensive for air traffic controllers as it requires them to maintain separation between 
aircraft arrivals at Centennial Airport and aircraft arrivals and departures at Denver International 
Airport. The workload intensity has been identified as a potential safety risk, notably during periods of 
heavy air traffic operations in the Denver area airspace. The FAA is proposing to replace the existing 
PUFFR (RNAV) STAR with the proposed BRNKO (RNAV) STAR to enhance safety and efficiency 
for air traffic flow from the north arriving to Centennial Airport. The BRNKO (RNAV) STAR was 
developed in collaboration with the user groups including National Business Aviation Association and 
the Colorado Aviation Business Association to meet all safety and efficiency requirements. 
Additionally, the proposed PINNR (RNAV) STAR was developed to accommodate arrivals from the 
north. 
 
Potential Increase In Fuel Burn and Emissions: The commenter raised a concern regarding aircraft 
emission. As described in Section 5.2.3 of the Final Environmental Assessment under the proposed 
Denver Metroplex Project there would be a slight increase in fuel burn (1.83 percent in 2019 and 1.85 
percent in 2024) when compared to the No Action Alternative. While increased fuel burn corresponds 
with an increase in emissions, operational changes that could result in an increase in fuel burn would 
occur at 3,000 feet AGL or above and would not result in an increase in ground concentrations. Any 
operational changes that could result in an increase in fuel burn would occur at or above 3,000 feet 
AGL. As discussed above, procedures above 3,000 feet AGL are considered a de minimis action, 
would have little if any effect on emissions and ground concentrations of criteria pollutants, and are 
presumed to conform to all applicable State Implementation Plans.( 72 Fed. Reg. 6641 (February 12, 
2007). 
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Comments-Responses 

Comment# 35   Submitted by: Black, Lon 
Comment Received: Please do not change all the air traffic west of Denver International Airport to 
where it concentrates above Coal Creek Canyon. I already noticed an annoying increase last year where 
airplanes fly over every couple minutes. People in this canyon live up here to get away from the city 
and it’s annoyances. By following through with your plan, you will negatively affect thousands of 
people in our canyon. 
 
Topics Identified in the Comment 

● Frequency of Aircraft Overflights 
● Potential Increase in Aircraft Operations 
● Purpose and Need of Project 

 
 

FAA Response for Comment #35 Topics 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 



2 
 

described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 36   Submitted by: Black, Melanie 
Comment Received: Please seriously reconsider routing all DIA air traffic over our homes in the Coal 
Creek Canyon corridor. The peace and quiet of the mountains are the very reasons we pay more to live 
here; and drive further for work and shopping. Please spread out the air roads more and divert them to 
less populated flatlands. Thank you. 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
● Sleep Disturbance/Speech Interference 

 
 

FAA Response for Comment #36 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Sleep Disturbance/Speech Interference: The commenter recommended calculating different types of 
supplemental noise metrics to explain sleep disturbance and/or speech interference. A benefit of 
supplemental noise metrics is to help the public reach a better understanding of potential noise impacts. 
If the noise modelling analysis indicates a potential significant impact, FAA Order 1050.1F 
recommends additional information related to the human response to noise that is appropriate for the 
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specific proposal. Additional information may include supplemental metrics applicable to sleep 
disturbance and/or speech interference. Such supplemental noise analysis is not, by itself, a measure of 
adverse aircraft noise or significant aircraft noise impact. As discussed in Chapter 5 of the EA, the 
noise modeling analysis indicated that the proposed Denver Metroplex project would not result in 
changes to noise exposure that exceed the significant noise threshold for the forecasted years of 2019 
and 2024. Therefore, the use of optional supplemental noise metrics are not warranted because they not 
would help explain the potential for cumulative noise exposure. 
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Comments-Responses 

Comment# 37   Submitted by: Blakemore, Karen 
Comment Received: Please withhold my personal identifying information. 
 
I moved to Nederland from North Boulder two years ago.  One difference that I noticed was the air 
traffic noise from jets flying overhead.  In North Boulder  jets could not be heard  only local small 
aircraft.  In Nederland  the jet noise is loud enough to disturb falling asleep.  The jets fly over at a very 
high frequency at times  one every few minutes.  The noise is disturbing in such a natural  mountain 
environment. 
 
Would it be possible  as part of the Denver Metroplex project  to relocate the air traffic over Nederland 
to a less populated area  so as to disturb less people. 
 
Thank you for considering this idea. 
 
Karen Blakemore 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● Purpose and Need of Project 
● Sleep Disturbance/Speech Interference 

● Suggestions to Change Air Traffic Patterns 
● Withold Personal Identifying Information  
 
 

FAA Response for Comment #37 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
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970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
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procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Sleep Disturbance/Speech Interference: The commenter recommended calculating different types of 
supplemental noise metrics to explain sleep disturbance and/or speech interference. A benefit of 
supplemental noise metrics is to help the public reach a better understanding of potential noise impacts. 
If the noise modelling analysis indicates a potential significant impact, FAA Order 1050.1F 
recommends additional information related to the human response to noise that is appropriate for the 
specific proposal. Additional information may include supplemental metrics applicable to sleep 
disturbance and/or speech interference. Such supplemental noise analysis is not, by itself, a measure of 
adverse aircraft noise or significant aircraft noise impact. As discussed in Chapter 5 of the EA, the 
noise modeling analysis indicated that the proposed Denver Metroplex project would not result in 
changes to noise exposure that exceed the significant noise threshold for the forecasted years of 2019 
and 2024. Therefore, the use of optional supplemental noise metrics are not warranted because they not 
would help explain the potential for cumulative noise exposure. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
Withold Personal Identifying Information: Commenters were made aware of the following 
statement with their comment submission - "Please be aware that your name, address, phone number, 
email address, or other personal identifying information in your comment may be made publicly 
available at any time.  You may include in your comment a request to withhold your personal 
identifying information, however we cannot guarantee that we will be able to do so". 
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Comments-Responses 

Comment# 38   Submitted by: Bloom, David 
Comment Received: December 12, 2019, 2019 Denver Metroplex Draft EA Federal Aviation 
Administration Western Service Center – Operations Support Group 2200 S. 216th St. Des Moines, 
WA 98198-6547 Reference: Denver Metroplex Final Environmental Assessment To Whom It May 
Concern; Thank you very much for the opportunity to comment on the Denver Metroplex Final 
Environmental Assessment, which was made available to the public on November 18, 2019. It is an 
understatement to say that we are disappointed by the fact that the FAA has completely ignored most 
comments presented to the FAA regarding the Draft EA while proceeding unabated with pushing the 
DEN-Metroplex without any regard for the health, welfare, safety and quality of life of residents living 
underneath the proposed flight paths. We stand by our original comments. Below is a recap of the what 
Centennial Airport as a stakeholder in this process considers to be the most salient points of 
disagreement with the FAA’s take on the Final EA and decision to issue a FONSI; - Altitude 
Restriction. The FAA arbitrarily set 3,000 feet Above Ground Level (AGL) as the threshold to analyze 
all impacts studied in the EA. Only impacts above 3,000’ AGL were considered in the EA; none below: 
o The FAA considered noise and air quality impacts only above 3,000’ AGL but nothing below that 
threshold where people live, work and play. It is no wonder that the EA’s conclusion “…that a Finding 
of No Significant Impact is appropriate.” (page 1310). o Aircraft are vectored for the sole purpose of 
landing at a specific destination after departure; they do not simply disappear in midair while 
descending below 3,000 feet AGL! o The 3,000’ AGL has no basis in law or fact and was decided upon 
internally by the FAA without rationale. o As a result, all noise and air quality data is deeply flawed 
and unresponsive to the requirement under National Environmental Policy Act of 1969 as amended 
(Pub. L. 91-190, 42 U.S.C. 4321-4347, January 1, 1970, as amended by Pub. L. 94-52, July 3, 1975, 
Pub. L. 94-83, August 9, 1975, and Pub. L. 97-258, § 4(b), Sept. 13, 1982); and, FAA Order 1050.1F. - 
BRNKO & PINNR Approaches. The FAA claims (page 1307) that it collaborated with the Colorado 
Aviation Business Association (CABA) and the National Business Aviation Association (NBAA) to 
develop to two approaches. This is an outright falsehood! o The FAA developed these approaches from 
day one and never deviated from that position despite opposition from pilots and both associations. o 
See attached CABA letter and email from Ed Bolen, President & CEO of NBAA substantiating 
disagreement with the FAA conclusion regarding BRNKO and PINNR. - Cumulative Impacts. The 
FAA consistently misapplies, misinterprets or ignores the definition of “cumulative impacts” as 
defined by NEPA. The FAA correctly identified spatial and temporal boundaries but ignores the spatial 
relationship between above and below 3,000’AGL or the temporal impacts over the 5-year and 20-year 
planning horizons. o There can be no disconnect between altitudes when aircraft are directed to certain 
waypoints and airports. What goes up must come down. o The above is best demonstrated by the 
replacement of the PUFFR approach with the BRNKO approach, which takes aircraft well north of its 
current position, adding nearly about 50 to the intended destination. The aircraft must then descend 
below 3,000’ AGL over areas that have not been impacted by constant overflight in the past, 
irrespective of frequency. o The FAA limited its temporal review using a 5-year planning horizon and 
then only looked at runways and modifications to parallel runways to determine impact. It completely 
failed to look at the 39 new gates at Denver International Airport (DEN) which it is funding to add 
capacity to the airport, meaning more aircraft or the 7th runway being planned by the airport to add 
capacity. o The FAA also failed to look at the historic growth of DEN that corresponds to the FAA’s 
own 20-year forecast, the 2019-2039 Aerospace Forecast, which shows an increase of approximately 
+9,000 additional flights per year for the next five years, which comes out to +45,000 aircraft by 2024. 
That is a significant increase in potential noise and emissions impacts. Over 20 years that adds nearly 
180,000 new flights in an out of Denver; without a doubt necessitating additional tweaks to Metroplex. 
Cumulative impacts require the FAA to address such impacts now. - Centennial Airport Part 150 Noise 
Compatibility Program. Centennial Airport is the only airport in the DEN-Metroplex to have an FAA 
funded and approved Part 150 Noise Compatibility Program (NCP). The study is not mentioned once 
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in the EA despite the fact that the FAA has funded the program in the millions of dollars, and untold 
hours of work by volunteers and interested stakeholders have been and continue to be expended 
unabated to ensure quality of life and air commerce can co-exist. o The Centennial Airport Part 150 
study commenced in 1998 and the NCP was approved by the FAA in 2012. More 20 years of work 
with the FAA, citizens, and seven cities and towns and three counties are at risk of being upended by 
the DEN Metroplex if implemented without consideration of the NCP. o The Noise Roundtable, an 
FAA approved voluntary measure as part of its Record of Decision, currently consists of 7 towns and 
cities and three counties, other communities may soon be seeking membership if Metroplex is 
implemented as is. The environmental process is designed to mitigate noise and overflight concerns, 
not exacerbate them. - Noise Modeling and Noise Modeling Analysis. As has been stated before, the 
FAA completely ignores impacts below 3,000’AGL, which make any noise modeling deeply flawed. 
The indifference shown by the FAA in implementing Metroplex around the country borders on the 
criminal and makes mockery of nearly 50 years of environmental regulation. - Existing Aircraft Noise. 
The FAA conveniently and again recklessly punts on aircraft noise by stating that “…the General 
Study Area is beyond the scope of the proposed Metroplex Project Draft and Final EA”, and that 
“Noise complaints related to local air traffic are best addressed by the local airport”. It goes on to list 
five airport noise hotline phone numbers. Centennial Airport is a listed airport within the General Study 
Area and the Part 150 NCP should have been included in the EA analysis! o When a large percentage 
of aircraft using Centennial Airport is itinerant, meaning it is not local, and noise complaints come 
from areas well beyond the 65 DNL threshold established by the FAA as the nuisance bright-line, it is 
clear that airports have become the dumping ground for complaints while the FAA washes it hands 
from the problem, including Metroplex. o Metroplex implementation around the country has resulted in 
millions of new noise complaints as a result of FAA’s negligent environmental assessment process. o 
Metroplex implementation around the country has also resulted in litigation against the FAA which 
might have been avoided if the FAA conducted a truly transparent public engagement model as 
mandated by Congress. While most suits have been unsuccessful, mostly due timing issues, the merits 
of those suits remain as glaring examples of the FAA’s indifference to the impacts perpetrated upon 
citizens living underneath these new routes. - FAA Reauthorization Act of 2018 and Congressionally 
Mandated Studies. The President signed the FAA Re 
 
Topics Identified in the Comment 

● 14 CFR Part 150 
● Air Quality/Air Pollution  
● Airport Capacity 
● Cumulative Impacts 
● FAA Reauthorization Act of 2018 
● Forecast/Future Operations 
● General Aviation/Visual Flight Rules 
● General Study Area 

● NEPA and FAA Order 1050.1F 
● Physical and Mental Health 
● Potential Increase In Fuel Burn and 
Emissions 
● Projected Changes in Aircraft Noise 
Exposure 
 
 

FAA Response for Comment #38 Topics 
 
14 CFR Part 150: The 14 Code of Federal Regulation Part 150 (Part 150) is a voluntary program that 
United States airports may undertake to seek a balance between their operational needs and the noise 
impacts their operations have on surrounding neighborhoods. A noise and land use compatibility plan 
under Federal Airport Aviation Regulation (F.A.R.) Part 150 Noise Compatibility would be prepared 
based on present and projected activity.  The F.A.R. Part 150 Noise Compatibility Regulation sets out 
rules and guidelines and authorizes Federal assistance for the preparation of airport noise compatibility 



3 
 

programs.  Part 150 provides for the preparation of two types of information: Noise Exposure Maps, 
which describe existing noise conditions in the Airport area and projected future conditions if no noise 
abatement actions were taken; and a Noise Compatibility Program, which provides guidelines for the 
mitigation of existing incompatible land uses and the prevention of development that would introduce 
new incompatible uses. Together, this information constitutes the Noise Compatibility Plan for the 
coming 5-10 year period. 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Airport Capacity: Airport capacity is defined as the number of aircraft arrivals and departures that an 
airport’s runways are able to sustain during periods of high demand. The structure of the air traffic 
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operations is a component of airport capacity. The structure of air traffic is characterized by the flight 
distribution (peak times, traffic density), by type of aircraft (dependent on the weight and geometrical 
dimensions) and by the distribution between arrivals and departures. These parameters generate 
significant traffic flow constraints. The air traffic management methods for feeding an airport’s runway 
system takes into account aircraft navigation equipage, wake turbulence, in-flight and ground spacing 
constraints; have a direct impact on the capacity. The airport capacity would remain unaffected by the 
proposed Denver Metroplex Project. 
 
Cumulative Impacts: Consideration of cumulative impacts applies to the impacts resulting from the 
implementation of the proposed Denver Metroplex Project combined with other actions. A cumulative 
impact is defined as an impact on the environment, which results from the incremental impact of the 
action when added to other past, present, and reasonably foreseeable future actions regardless of what 
agency (federal or non-federal) or person undertakes such other actions.   
   
Analyzing cumulative effects is considered within geographic (spatial) and time (temporal) boundaries. 
Reasonably foreseeable future actions refers to projects that would likely be completed before 2024 
and do not include those actions that are highly speculative or indefinite. The type of projects 
considered under the cumulative impact analysis were primarily limited to airfield projects, specifically 
projects that directly affect or involve runways and modifications to parallel taxiways. These type of 
projects may effect aircraft flight operations. A comprehensive search of the FAA Airport Capital 
Improvement Programs for the identified Study Airports yielded no substantive runway endpoint or 
elevation changes within the timeline horizons of the Final Environmental Assessment. The Preferred 
Alternative, when considered with other past, present, and reasonably foreseeable projects would not 
would not exceed the thresholds of significance for the resource categories analyzed in the Final 
Environmental Assessment. Therefore, no cumulative impacts would be anticipated. The No Action 
Alternative does not involve a proposed project that could contribute to the effects of past, present, or 
reasonably foreseeable projects. Therefore, no cumulative impacts would be anticipated under the No 
Action Alternative. 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
FAA Reauthorization Act of 2018: The FAA Reauthorization Act of 2018 specifies congressionally 
mandated directives for which the FAA is responsible for completing at varied timelines.  In 
accordance with the congressionally mandated directives, the FAA will comply and adhere to the 
timelines. While the requested directives are being completed, the U.S. Congress did not place a 
moratorium on implementation of the proposed Denver Metroplex Project, or any Metroplex project. 
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Forecast/Future Operations: The purpose of the proposed Denver Metroplex Project, as described in 
Chapter 2 of the Final Environmental Assessment (EA), is to improve the efficiency of aircraft arrival 
and departure procedures and airspace utilization in the Denver Metroplex airspace. The FAA designed 
the metroplex initiative to optimize air traffic control (ATC) procedures and airspace on a regional 
scale. Optimized ATC procedures takes advantage of technological advances in navigation, such as 
Area Navigation (RNAV), while ensuring that aircraft not equipped to use RNAV flight procedures 
continue to have access to the National Airspace System. This approach addresses airspace congestion 
and other factors that reduce airspace efficiency in busy metroplex areas. The overall intent is to use 
limited airspace as efficiently as possible for congested metroplex areas.   
   
Aircraft flight schedules for the forecasted change in the number of aircraft operations at the Study 
Airports were prepared to support the aircraft noise analysis for the proposed Denver Metroplex Project 
Final EA. Three flight schedules were developed to represent the average annual day (AAD) flight 
activity at the Study Airports, corresponding to the years assessed for aircraft noise conditions and used 
to model future aircraft noise exposure. The AAD does not reflect a particular day, but is meant to 
represent a typical day over a period of a year. The forecast was based on the FAA’s 2018 Terminal 
Area Forecast (TAF), modified for 2019 and 2024 with additional details using previously identified 
arrival/departure times, aircraft types, and origin/destination information. The TAF is the official 
forecast of aviation activity at FAA facilities and is updated annually. The AAD flight schedules only 
include operations conducted by aircraft operating under Instrument Flight Rules (IFR) because the 
proposed Denver Metroplex Project involves the design of standard instrument arrival and departure 
procedures, which are only used by aircraft operating under IFR.    
   
Based on the data in the TAF, there is an anticipated increase in average annual day air carrier traffic to 
Denver International Airport between the years 2019 and 2024. The proposed Denver Metroplex 
Project used the forecast data to model noise for 2019 and 2024 conditions. The noise modeling 
analysis indicated that the proposed Denver Metroplex project would not result in changes to noise 
exposure that exceed the significant noise threshold for the forecasted years of 2019 and 2024. More 
detail related to the development of the forecasts is provided in Appendix H: Denver Metroplex Flight 
Schedules Technical Report available on the Project website at 
http://www.metroplexenvironmental.com/denver_metroplex/denver_docs.html. 
 
General Aviation/Visual Flight Rules: The commenter raises concerns that the impacts to general 
aviation and aircraft operating under Visual Flight Rules (VFR) were not considered in the Final 
Environmental Assessment. When operating outside certain categories of controlled airspace, aircraft 
operating under VFR are not required to be in contact with ATC. Because these aircraft operate at the 
pilot’s discretion and are often not required to file flight plans, the FAA has very limited information 
about these operations. Consequently, there is no known source for comprehensive route, altitude, 
aircraft type, and frequency information for VFR operations in the General Study Area. However, even 
if complete information were available for VFR operations, the proposed Denver Metroplex Project 
would not require any changes to routing or altitudes to accommodate these operations. If they could be 
modeled, they would use the same flight routes and altitudes under the No Action Alternative and the 
Preferred Action for the Denver Metroplex Project. Their operations would not be affected by the 
forecast conditions in 2019 (the proposed first year of implementation) and 2024 (five years after 
implementation) for either the No Action Alternative or the Preferred Action for the Denver Metroplex 
Project. Therefore, VFR aircraft were not included in the analysis. 
 
General Study Area: The General Study Area for the proposed Denver Metroplex Project ca ptures all 
flight tracks identified for the No Action Alternative using radar data from the period of July 1, 2016 to 
June 30, 2017 which is the most recent year of data available. The General Study Area also captures 
flight tracks designed for the Proposed Action where 95 percent of departing aircraft are below 10,000 
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feet altitude Above Ground Level (AGL) and 95 percent of arriving aircraft are below 7,000 feet AGL. 
The threshold for Satellite Airports is set at 85 percent to account for the lower altitudes many aircraft 
operating from these airports tend to fly. The thresholds are set below 100 percent to account for outlier 
operations which may not reach the prescribed altitudes within a reasonable distance of the Study 
Airports or may not reach them at all. By excluding the flight tracks for these kinds of operations, 
potential distortion of the lateral boundary can be avoided and the General Study Area is kept to a 
reasonable size. The FAA requires consideration of impacts of airspace actions from the surface to 
10,000 feet AGL if the study area is larger than the immediate area around an airport or involves more 
than one airport. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Potential Increase In Fuel Burn and Emissions: The commenter raised a concern regarding aircraft 
emission. As described in Section 5.2.3 of the Final Environmental Assessment under the proposed 
Denver Metroplex Project there would be a slight increase in fuel burn (1.83 percent in 2019 and 1.85 
percent in 2024) when compared to the No Action Alternative. While increased fuel burn corresponds 
with an increase in emissions, operational changes that could result in an increase in fuel burn would 
occur at 3,000 feet AGL or above and would not result in an increase in ground concentrations. Any 
operational changes that could result in an increase in fuel burn would occur at or above 3,000 feet 
AGL. As discussed above, procedures above 3,000 feet AGL are considered a de minimis action, 
would have little if any effect on emissions and ground concentrations of criteria pollutants, and are 
presumed to conform to all applicable State Implementation Plans.( 72 Fed. Reg. 6641 (February 12, 
2007). 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
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changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
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Comments-Responses 

Comment# 39   Submitted by: Bodner, Tamara 
Comment Received: We bought a home in South Boulder to be far away from airport and traffic noise 
living a more mountain lifestyle in a city to find out that there is a plan to change a flight plan over our 
home.  This is unacceptable to just make a change that affects so many people with out ever a public 
hearing.  We have children with asthma and allergy concerns that such air pollution will effect their 
well being.  Please withhold my private identifying information 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● Children's Environmental Health and Safety 
● Physical and Mental Health 
● Public Outreach/Public Involvement 

● Withold Personal Identifying Information  
 
 

FAA Response for Comment #39 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
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minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Children's Environmental Health and Safety: Concerns were expressed over the long-term negative 
health impacts associated with inhalation of various pollutants, including fine particulate matter and its 
impact on children’s health and cognitive skills such as reading, memory and standardized test scores. 
Pursuant to Executive Order 13045, Protection of Children from Environmental Health Risks and 
Safety Risks, federal agencies are directed, as appropriate and consistent with the agency’s mission, to 
identify and assess environmental health and safety risks that may disproportionately affect children. 
Environmental health risks and safety risks are attributable to products or substances that a child is 
likely to come in contact with or ingest or other products they might use or be exposed to.   
   
As discussed in Section 5.2.1, changes associated with the proposed Denver Metroplex Project would 
occur at or above 3,000 feet Above Ground Level (AGL). Aircraft emissions above the mixing height 
do not have an effect on pollution concentrations at ground level. In addition, changes in air traffic 
procedures above 1,500 feet AGL and below the mixing height “would have little if any effect on 
emissions and ground concentrations.” (72 Fed. Reg. 6641 (February 12, 2007). Accordingly, there 
would be no increase in environmental health and safety risks that could disproportionately affect 
children. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
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locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Withold Personal Identifying Information: Commenters were made aware of the following 
statement with their comment submission - "Please be aware that your name, address, phone number, 
email address, or other personal identifying information in your comment may be made publicly 
available at any time.  You may include in your comment a request to withhold your personal 
identifying information, however we cannot guarantee that we will be able to do so". 
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Comments-Responses 

Comment# 40   Submitted by: Boehnert, Jennifer 
Comment Received: Over the past few years I have noticed a substantial increase in aircraft noise and 
traffic over Nederland  Colorado.  We live in the mountains to get away from noise and pollution and 
this added air traffic is very disturbing.  I understand CADN has a proposal to FAA called  the 
Complete ZIMMR 
Noise Solution  which recommending a simple change to the proposed nextgen project flightpaths to 
move the route more south and thus making air traffic less impact to where people live. I strongly 
recommends the FAA adopt and incorporate the entire Complete ZIMMR Noise Solution into the final 
nextgen flight paths document for Denver. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Potential Increase in Aircraft Operations 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

● ZIMMR SID - Move 1.3 Nautical Miles 
● ZIMMR SID  
 
 

FAA Response for Comment #40 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
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Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
ZIMMR SID - Move 1.3 Nautical Miles: The commenter requests that the FAA consider modifying 
the proposed ZIMMR Area Navigation (RNAV) Standard Instrument Departure (SID) by moving the 
flight path 1.3 nautical miles southward from the location that was depicted at the workshops for the 
Draft Environmental Assessment. The proposal would affect the proposed COORZ (RNAV) SID, 
CONNR (RNAV) SID, and the BAYLR (RNAV) SID; requiring the same 1.3 nautical miles 
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movement southward in order to maintain aircraft separation standards. The FAA reviewed this 
proposal while also considering the effects of weather and winds in the area. Rapidly changing 
atmospheric conditions and convective activity over the Front Range requires air traffic control to build 
in a greater margin of safety than the minimum separation standards for aircraft. The FAA determined 
that the proposed COORZ (RNAV) SID, CONNR (RNAV) SID and the BAYLR (RNAV) SID 
procedures as designed provide greater compatibility with other proposed air traffic routes and airspace 
sector designs. Additionally, moving the proposed BAYLR (RNAV) SID any further south would 
reduce the margin of safety with the proposed SSKII (RNAV) Standard Terminal Arrival (STAR) 
procedure and the existing, conventional POWDR STAR procedure. Moreover, the FAA designed the 
proposed BAYLR (RNAV) SID to avoid overflying the noise sensitive areas in downtown Denver, 
including the City Park and the Denver Zoo. 
 
ZIMMR SID: The commenter requests that the FAA consider moving the flight path of the proposed 
ZIMMR (RNAV) SID southward from the location that was depicted at the workshops for the Draft 
Environmental Assessment. Based on the comments, the FAA completed a comprehensive analysis of 
the proposal to amend the flight procedure design of the proposed ZIMMR (RNAV) SID. The FAA 
modified the proposed ZIMMR (RNAV) SID by moving the location of the RALFI waypoint an 
additional 0.7 nautical miles to the south and east from the original location on the proposed ZIMMR 
(RNAV) SID. The new location of the RALFI waypoint creates a lateral shift of approximately 2.0 
nautical miles south of the location of the existing flight path of the published FOOOT (RNAV) SID 
procedure. The ZIMMR RNAV SID flight procedure will overfly north of the Gilpin County boundary. 
However, rapidly changing atmospheric conditions and convective activity over the Front Range may 
require air traffic control to build in a greater margin of safety to than the minimum separation 
standards for aircraft which may affect aircraft on the ZIMMR RNAV SID flight procedure. 
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Comments-Responses 

Comment# 41   Submitted by: Bolanos, Sylvia 
Comment Received: We are in opposition of increasing air traffic noise to our area. The higher we are 
in the mountains the more noise we receive. The reason many of us live in the mountains is for the 
peace and tranquility. A noise impact assessment needs to be conducted as part of the environmental 
assessment. Please do not add any further air traffic to our area. 
 
Topics Identified in the Comment 

● Potential Increase in Aircraft Operations 
● Noise Modelling Analysis 
● Projected Changes in Aircraft Noise 
Exposure 

 
 

FAA Response for Comment #41 Topics 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Noise Modelling Analysis: To comply with the National Environmental Policy Act (NEPA) 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric. DNL is the FAA’s primary metric used to establish a yearly day/night average of cumulative 
noise energy exposure of individuals to noise resulting from aviation activities. The noise analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR). IFR-filed aircraft activity was 
forecasted for the years 2019 and 2024 and used to model conditions under both the No Action 
Alternative and the Preferred Alternative.   
   
The FAA’s noise guidelines for compliance with NEPA define a significant impact as an increase of 
DNL1.5 dB in areas exposed to aircraft noise of DNL 65 and higher. Using these criteria, the noise 
analysis results indicate that the Preferred Alternative when compared to the No Action Alternative 
would not result in a DNL 1.5 dB or higher increase in sensitive areas exposed to DNL 65 dB or 
higher.     
   
The compatibility of noise sensitive land use is evaluated through comparison with the compatibility 
guidelines provided in 14 CFR Part 150, Appendix A, table 1. The guidelines focus on areas exposed to 
noise levels of DNL 65 dB and greater. However, the FAA recognizes that this standard may not be 
relevant to certain noise sensitive areas. As shown in Table 5-2, a 3 dB increase in areas exposed to 
DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 to 60 dB are considered reportable 
noise increases. The FAA prepared the noise modelling analysis of the proposed flight procedures to 
account the reportable noise criteria. Experience has indicated that DNL increases 5 dB or more at 
cumulative levels well below DNL 65 dB could be disturbing to people and become a source of public 
concern.    
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The FAA identified three areas with lower levels of aircraft noise exposure, specifically, an increase of 
DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB.  Although this would result in a 
reportable aircraft noise exposure DNL 5 dB increase in areas exposed to DNL between 45 dB and 60 
dB, the project does not introduce noise that would affect the features, or attributes associated with the 
three areas that would adversely affect it. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
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Comments-Responses 

Comment# 42   Submitted by: Bolanos, Sylvia 
Comment Received: Our family wants the flight path to go further south. We love living in the 
mountains. We just bought our home 2 months ago. Please find other alternatives that would allow the 
noise to not be increased. 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #42 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 43   Submitted by: Bolen, Ed 
Comment Received: The National Business Aviation Association (NBAA) represents the interests of 
more than 11,000 member companies who own or operate aircraft to support their business. 
Throughout the course of the Denver Metroplex project, NBAA has voiced concern with the proposed 
RNAV Standard Terminal Arrival Routes (STARs) into Centennial Airport (KAPA) known as the 
BRNKO and PINNR based on the increased risk they introduce for the business aviation community. 
Both procedures are a significant change from the existing arrival procedures and will add mileage, 
route aircraft outside and around the Class Bravo airspace and lower altitudes over existing rugged 
terrain. The additional miles yield greater fuel burn and navigating around areas already very busy with 
satellite training traffic. Lowering altitudes creates much greater impact from turbulence which is a 
significant issue in mountainous terrain. The additional risk of pushing these arrivals into airspace that 
incudes Visual Flight Rules (VFR) traffic not controlled by the overarching Terminal Radar Approach 
Control (TRACON) facility also adds additional risk causing concern. NBAA recognizes the 
challenges with the existing RNAV STARs to APA and the complexities they add for both the Denver 
Tower and TRACON. We also acknowledge the metroplex project is intended to primarily address the 
hub airport and its associated procedures However, considering KAPA is the second busiest General 
and Business Aviation airport in the country, we request the FAA continue working with the Business 
Aviation community to explore arrival procedures to KAPA that reduce risk by maintaining higher 
altitudes, contain procedures inside the Class Bravo airspace to the greatest extent possible and reduce 
the overall track miles to help minimize fuel burn and carbon emissions. NBAA looks forward to 
continued collaboration on the Denver Metroplex Project while exploring improvements to procedures 
that will benefit business aviation operators and the overall national airspace system. Sincerely, Ed 
Bolen 
 
Topics Identified in the Comment 

● BRNKO STAR 
● General Aviation/Visual Flight Rules 
● Potential Increase In Fuel Burn and 
Emissions 
● Public Outreach/Public Involvement 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #43 Topics 
 
BRNKO STAR: The workload for managing air traffic on the existing PUFFR (RNAV) STAR flight 
procedure is intensive for air traffic controllers as it requires them to maintain separation between 
aircraft arrivals at Centennial Airport and aircraft arrivals and departures at Denver International 
Airport. The workload intensity has been identified as a potential safety risk, notably during periods of 
heavy air traffic operations in the Denver area airspace. The FAA is proposing to replace the existing 
PUFFR (RNAV) STAR with the proposed BRNKO (RNAV) STAR to enhance safety and efficiency 
for air traffic flow from the north arriving to Centennial Airport. The BRNKO (RNAV) STAR was 
developed in collaboration with the user groups including National Business Aviation Association and 
the Colorado Aviation Business Association to meet all safety and efficiency requirements. 
Additionally, the proposed PINNR (RNAV) STAR was developed to accommodate arrivals from the 
north. 
 
General Aviation/Visual Flight Rules: The commenter raises concerns that the impacts to general 
aviation and aircraft operating under Visual Flight Rules (VFR) were not considered in the Final 
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Environmental Assessment. When operating outside certain categories of controlled airspace, aircraft 
operating under VFR are not required to be in contact with ATC. Because these aircraft operate at the 
pilot’s discretion and are often not required to file flight plans, the FAA has very limited information 
about these operations. Consequently, there is no known source for comprehensive route, altitude, 
aircraft type, and frequency information for VFR operations in the General Study Area. However, even 
if complete information were available for VFR operations, the proposed Denver Metroplex Project 
would not require any changes to routing or altitudes to accommodate these operations. If they could be 
modeled, they would use the same flight routes and altitudes under the No Action Alternative and the 
Preferred Action for the Denver Metroplex Project. Their operations would not be affected by the 
forecast conditions in 2019 (the proposed first year of implementation) and 2024 (five years after 
implementation) for either the No Action Alternative or the Preferred Action for the Denver Metroplex 
Project. Therefore, VFR aircraft were not included in the analysis. 
 
Potential Increase In Fuel Burn and Emissions: The commenter raised a concern regarding aircraft 
emission. As described in Section 5.2.3 of the Final Environmental Assessment under the proposed 
Denver Metroplex Project there would be a slight increase in fuel burn (1.83 percent in 2019 and 1.85 
percent in 2024) when compared to the No Action Alternative. While increased fuel burn corresponds 
with an increase in emissions, operational changes that could result in an increase in fuel burn would 
occur at 3,000 feet AGL or above and would not result in an increase in ground concentrations. Any 
operational changes that could result in an increase in fuel burn would occur at or above 3,000 feet 
AGL. As discussed above, procedures above 3,000 feet AGL are considered a de minimis action, 
would have little if any effect on emissions and ground concentrations of criteria pollutants, and are 
presumed to conform to all applicable State Implementation Plans.( 72 Fed. Reg. 6641 (February 12, 
2007). 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
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procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 44   Submitted by: Bolen, Ed 
Comment Received: The National Business Aviation Association (NBAA) represents the interests of 
more than 
11,000 member companies who own or operate aircraft to support their business. Throughout the 
course of the Denver Metroplex project, NBAA has voiced concern with the proposed RNAV 
Standard Terminal Arrival Routes (STARs) into Centennial Airport (KAPA) known as the 
BRNKO and PINNR based on the increased risk they introduce for the business aviation 
community. 
Both procedures are a significant change from the existing arrival procedures and will add 
mileage, route aircraft outside and around the Class Bravo airspace and lower altitudes over 
existing rugged terrain. The additional miles yield greater fuel burn and navigating around areas 
already very busy with satellite training traffic. Lowering altitudes creates much greater impact 
from turbulence which is a significant issue in mountainous terrain. The additional risk of 
pushing these arrivals into airspace that incudes Visual Flight Rules (VFR) traffic not controlled 
by the overarching Terminal Radar Approach Control (TRACON) facility also adds additional 
risk causing concern. 
NBAA recognizes the challenges with the existing RNAV STARs to APA and the complexities 
they add for both the Denver Tower and TRACON. We also acknowledge the metroplex project 
is intended to primarily address the hub airport and its associated procedures However, 
considering KAPA is the second busiest General and Business Aviation airport in the country, 
we request the FAA continue working with the Business Aviation community to explore arrival 
procedures to KAP A that reduce risk by maintaining higher altitudes, contain procedures inside 
the Class Bravo airspace to the greatest extent possible and reduce the overall track miles to help 
minimize fuel bum and carbon emissions. 
NBAA looks forward to continued collaboration on the Denver Metroplex Project while 
exploring improvements to procedures that will benefit business aviation operators and the 
overall national airspace system. 
Sincerely, Ed Bolen 
President and CEO 
National Business Aviation Association 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● General Aviation/Visual Flight Rules 
● Physical and Mental Health 

● Potential Increase In Fuel Burn and 
Emissions 
 
 

FAA Response for Comment #44 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
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(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
General Aviation/Visual Flight Rules: The commenter raises concerns that the impacts to general 
aviation and aircraft operating under Visual Flight Rules (VFR) were not considered in the Final 
Environmental Assessment. When operating outside certain categories of controlled airspace, aircraft 
operating under VFR are not required to be in contact with ATC. Because these aircraft operate at the 
pilot’s discretion and are often not required to file flight plans, the FAA has very limited information 
about these operations. Consequently, there is no known source for comprehensive route, altitude, 
aircraft type, and frequency information for VFR operations in the General Study Area. However, even 
if complete information were available for VFR operations, the proposed Denver Metroplex Project 
would not require any changes to routing or altitudes to accommodate these operations. If they could be 
modeled, they would use the same flight routes and altitudes under the No Action Alternative and the 
Preferred Action for the Denver Metroplex Project. Their operations would not be affected by the 
forecast conditions in 2019 (the proposed first year of implementation) and 2024 (five years after 
implementation) for either the No Action Alternative or the Preferred Action for the Denver Metroplex 
Project. Therefore, VFR aircraft were not included in the analysis. 
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Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Potential Increase In Fuel Burn and Emissions: The commenter raised a concern regarding aircraft 
emission. As described in Section 5.2.3 of the Final Environmental Assessment under the proposed 
Denver Metroplex Project there would be a slight increase in fuel burn (1.83 percent in 2019 and 1.85 
percent in 2024) when compared to the No Action Alternative. While increased fuel burn corresponds 
with an increase in emissions, operational changes that could result in an increase in fuel burn would 
occur at 3,000 feet AGL or above and would not result in an increase in ground concentrations. Any 
operational changes that could result in an increase in fuel burn would occur at or above 3,000 feet 
AGL. As discussed above, procedures above 3,000 feet AGL are considered a de minimis action, 
would have little if any effect on emissions and ground concentrations of criteria pollutants, and are 
presumed to conform to all applicable State Implementation Plans.( 72 Fed. Reg. 6641 (February 12, 
2007). 
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Comments-Responses 

Comment# 45   Submitted by: Boles, Grady 
Comment Received: Can not understand why the route to the NW from DIA has to go directly over 
south Boulder. There are times the jet noise is loud enough to interrupt outdoor conversations. It is 
apparent that this route could be shifted 2- 5 miles south and go over vacant land. Thank you. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #45 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
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procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 46   Submitted by: Bowen, Cristina 
Comment Received: I live/own a home in South Boulder and I hear airplanes ALL day long. This past 
summer I noted chunks of times (10- 15 minutes at a time) when I was outside AND inside where I 
heard multiple planes pass over. I submitted complaints and I could have done it all day long... Late, 
late at night...bit never stops. I called the Denver airport, Boulder airport and metro airport... and all 
said that they "just started" working together. All the private airports can send planes up whenever they 
want. NOT OK. Being so close to the flatirons means the planes make more noise. Noise pollution! 
Please put the route back over Rocky Flats aka as the Superfund site which shouldn't have houses on or 
near it nor people using the "open space" because of contamination. South Boulder shouldn't have to de 
with 200 flights a day. Please change the route. I will join a lawsuit if this route over my home 
continues. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● General Aviation/Visual Flight Rules 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
● West SIDs 
 
 

FAA Response for Comment #46 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
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970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
General Aviation/Visual Flight Rules: The commenter raises concerns that the impacts to general 
aviation and aircraft operating under Visual Flight Rules (VFR) were not considered in the Final 
Environmental Assessment. When operating outside certain categories of controlled airspace, aircraft 
operating under VFR are not required to be in contact with ATC. Because these aircraft operate at the 
pilot’s discretion and are often not required to file flight plans, the FAA has very limited information 
about these operations. Consequently, there is no known source for comprehensive route, altitude, 
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aircraft type, and frequency information for VFR operations in the General Study Area. However, even 
if complete information were available for VFR operations, the proposed Denver Metroplex Project 
would not require any changes to routing or altitudes to accommodate these operations. If they could be 
modeled, they would use the same flight routes and altitudes under the No Action Alternative and the 
Preferred Action for the Denver Metroplex Project. Their operations would not be affected by the 
forecast conditions in 2019 (the proposed first year of implementation) and 2024 (five years after 
implementation) for either the No Action Alternative or the Preferred Action for the Denver Metroplex 
Project. Therefore, VFR aircraft were not included in the analysis. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
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controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 47   Submitted by: Boyle, Natalie 
Comment Received: I am very concerned about aircraft noise and traffic over our neighborhood 
(Green Oaks) in Greenwood Village. Our neighborhood already has some aircraft noise, which is 
disturbing. If it increases, the appeal of the neighborhood will be negatively affected and home prices 
will suffer. We also have many horses in our neighborhood, and they will be negatively affected by an 
increase in aircraft noise and traffic 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Potential Increase in Aircraft Operations 
● Projected Changes in Aircraft Noise 
Exposure 

● Property Values 
 
 

FAA Response for Comment #47 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
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Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Property Values: The proposed Denver Metroplex Project involves air traffic control routing changes 
for airborne aircraft only; and does not involve land acquisition, physical disturbance, or construction 
activities. The determination of whether a proposed action may have a significant environmental 
impact under the National Environmental Policy ACT (NEPA) is made by considering the relevant 
environmental impact categories and comparing impact to the FAA’s thresholds of significance as 
outlined in FAA Order 1050.1F. The assessment of property values is not an environmental impact 
category as outlined in FAA Order 1050.1F. To the extent applicable, and as there are no significant 
impacts under noise or compatible land use, the proposed Denver Metroplex Project is compatible with 
existing and planned land uses, and the applicable regulations and policies of federal, state, and local 
agencies. A limited number of studies have attempted to measure the impact of aircraft noise on 
property values. Specific studies of the impact of noise at the Study Airports on real property values 
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have not been conducted and are not required. Studies conducted at other national airports have 
concluded that airport noise only has a slight impact on property values within the Day Night Average 
Sound Level 65 decibels or greater noise contour around airports. Additionally, comparison of older 
studies to more recent studies indicates that the impact was greater in the 1960s, when jet aircraft first 
entered the fleet. This decrease presumably is the result of stabilization of real estate markets following 
an initial adjustment to noisier jets, and of noise reduction in more modern Stage 3 or better aircraft. 
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Comments-Responses 

Comment# 48   Submitted by: BRANSON, BRIAN 
Comment Received: We do not want this drastic increase in air traffic over our county along this 
corridor. We live here and pay taxes to enjoy the quietness. 
 
Topics Identified in the Comment 

● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 

● West SIDs 
 
 

FAA Response for Comment #48 Topics 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
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equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
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and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 49   Submitted by: Brewer, Sharon 
Comment Received: I am very concerned about the increase in airplane traffic and associated noise 
with it.  It is especially annoying on some nights in the summer when I choose to have the windows 
open and I have to listen to planes take off every minute or so until past 10PM.  I had one very 
upsetting episode that I still don't quite understand.  Last July I was in my upstairs bathroom with the 
window open.  I heard a plane getting louder and louder.   I started to hear a whooshing  pulsing sound 
and I covered my ears  convinced that the plane was about to crash into my house.  The plane 
continued on and I noticed I had pain in my left ear.   It continued for weeks afterward and I still have 
ringing in that ear.     My dogs were extremely alarmed and I can only presume it was a very low 
fighter jet.  I have heard lots of loud fighter jets over the house  but never one like that!  I couldn't help 
wonder about the ear damage that could have been done to  a baby in a crib sleeping who couldn't 
cover his/her own ears.  There are many studies on how loud noise causes stress and damage to one's 
body.  We should not be exposed to that.  The area is too populated to have that number and types of 
planes right over our homes.  The military aircraft are especially a concern due to the fact that they do 
not have the same sound reduction equipment as commercial planes.   People in the military who work 
around those planes use ear protection for good reason.  Are we supposed to walk around Greenwood 
Village with noise cancelling headphones on??!! 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● Potential Increase in Aircraft Operations 

● Physical and Mental Health 
 
 

FAA Response for Comment #49 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
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Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
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Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
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Comments-Responses 

Comment# 50   Submitted by: Brock, Carol 
Comment Received: Citizens of south Boulder and other areas in southern Boulder County are 
regularly blasted by the roar of westbound departing jets from DIA flying at low levels above ground, 
fully loaded and at full throttle, climbing to cross the high mountains to the west. The loud disruptive 
noise from each flight is prolonged and amplified by echos off the rock cliffs west of the city. When 
spaced close together, the noise from one flight barely subsides when the approaching roar of the next 
one re-starts the cycle. The number of flights has (and will) increase, greatly increasing the noise 
impacts of these planes. Higher air temperatures reduces the lift for these planes, so the racket is much 
worse in warm to hot weather. Citizens have repeatedly appealed to the FAA to move the flight path 
several miles south from nature’s echo chamber, to the less populated, and historically used flight path 
over the Rocky Flats wildlife reserve. Such action would reduce the noise impacts for thousands of 
people unfortunate enough to find themselves under this current flight path. Conversations and requests 
were made in 2014, 2018 and 2019. In response, the final FAA Environmental Assessment for the 
Denver Nexgen project moves the official ZIMMR Standard Instrument Departure (SID) pathway 
approximately 2 nautical miles south of the “published FOOOT SID” flight path. This very minor 
change does not resolve the problem. The “published FOOOT SID” flight path exists mostly on paper 
as it was surreptitiously imposed and declared through FAA documents, and seldom used until its noisy 
impact was experienced in 2014. As the “published FOOOT SID” bisects the City of Boulder, its heavy 
use would immediately create an outcry. So planes have been traveling south of the FOOT SID and 
disturbing South Boulder residents enough that both the City of Boulder and Boulder County requested 
in a comment on the draft EA that the flight path be moved several miles south to alleviate the 
unsustainable noise impacts. The noise measurement studies defended by the FAA are suspect because 
they are computer-generated based on conditions of flat ground, with no obstructions, with aircraft 
moving at a steady speed at high levels above the ground — none of which reflect the actual 
experiences of citizens on the ground in Boulder. I request the FAA make arrangements to move the 
ZIMMR SID flight path an additional 2 to 3 miles south to correct the terrible noise impact created by 
their unwise past and present decisions. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Noise Modelling 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

● ZIMMR SID  
 
 

FAA Response for Comment #50 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
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concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Noise Modelling: The commenter raised concerns with the noise modelling methodology. The noise 
analysis of the Preferred Alternative compared to the No Action Alternative completed for the Final 
Environmental Assessment (EA) was prepared using the Aviation Environmental Design Tool (AEDT) 
version 2d, which is the FAA’s required noise model. The FAA uses AEDT to model noise for flight 
track changes over large areas to analyze noise associated with the No Action Alternative and the 
Denver Metroplex Project proposed action. The AEDT 2d modelling tool provides detailed modelling 
to evaluate the effects of high-altitude airspace changes from the ground level up to 18,000 feet Above 
Ground Level. The AEDT 2d model utilizes an extensive aircraft performance and sound level 
database that includes information on variations in sound attributed to different types of aircraft and 
aircraft engines, aircraft speed, climb and descent thrust, and the altitude along a route. Detailed terrain 
data was inputted into the AEDT 2d model, which accounts for the elevation of each grid point or 
population centroid when calculating the distance between the grid point and the aircraft. The aircraft 
noise analysis prepared for the Denver Metroplex Project Final EA was conducted in compliance with 
FAA Order 1050.1F. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
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operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
ZIMMR SID: The commenter requests that the FAA consider moving the flight path of the proposed 
ZIMMR (RNAV) SID southward from the location that was depicted at the workshops for the Draft 
Environmental Assessment. Based on the comments, the FAA completed a comprehensive analysis of 
the proposal to amend the flight procedure design of the proposed ZIMMR (RNAV) SID. The FAA 
modified the proposed ZIMMR (RNAV) SID by moving the location of the RALFI waypoint an 
additional 0.7 nautical miles to the south and east from the original location on the proposed ZIMMR 
(RNAV) SID. The new location of the RALFI waypoint creates a lateral shift of approximately 2.0 
nautical miles south of the location of the existing flight path of the published FOOOT (RNAV) SID 
procedure. The ZIMMR RNAV SID flight procedure will overfly north of the Gilpin County boundary. 
However, rapidly changing atmospheric conditions and convective activity over the Front Range may 
require air traffic control to build in a greater margin of safety to than the minimum separation 
standards for aircraft which may affect aircraft on the ZIMMR RNAV SID flight procedure. 
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Comments-Responses 

Comment# 51   Submitted by: Brown, Douglas 
Comment Received: I am the Airport Manager at the Vernal Regional Airport in Vernal Utah. We 
have daily service commercial flights to Denver daily. We are 100% supportive of improving flow of 
traffic in and out of Denver and hopefully creating less delays  ground holds and waiting for clearance 
in and out of DEN. Thank you very much 
 
Topics Identified in the Comment 

● No Concerns Identified 
 

 

FAA Response for Comment #51 Topics 
 
No Concerns Identified: Thank you for your comment. 
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Comments-Responses 

Comment# 52   Submitted by: BROWN, GARRY 
Comment Received: November 23 2019 
Dear Metroplex Project Administrators  
Please reconsider and reevaluate the air traffic patterns over Gilpin County. It is my understanding the 
change will have minimal impact to airline efficiency. However  concentrating air traffic over Gilpin 
County has a significant impact on the peace and tranquility that the residents have enjoyed in the past. 
Therefore  minimal airline benefits with maximum disruption over Gilpin County doesn't make sense. 
Please return air traffic patterns to a more distributed configuration therby reducing the impact to one 
area. 
Thank you  
Garry Brown 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #52 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 53   Submitted by: brown, j 
Comment Received: access denied last evening when tried to submit comments. 
 
Topics Identified in the Comment 

● Comment Period 
 

 

FAA Response for Comment #53 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
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Comments-Responses 

Comment# 54   Submitted by: Brown-Jones, Roberta 
Comment Received: I am all for conserving fuel on planes, particularly for environmental over 
economic reasons. However, the proposed Denver Metroplex Project sounds like it will really change 
the character of Gilpin County and will lower the quality of any wilderness, forest, and park experience 
in the area. I realize that some flights may need to fly over Gilpin, but if this plan funnels the vast 
majority of flights over our area, it will disrupt not only the human population, but also the many 
animals whose habitat is here. I don't think it's unreasonable to attempt to mitigate this by figuring out 
flight plans that are less destructive to existing, more pristine rural areas. 
 
Topics Identified in the Comment 

● Commercial Airlines Operations Costs 
● DOT Section 4(f) Resources 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #54 Topics 
 
Commercial Airlines Operations Costs: The purpose of the proposed Project is to address the 
problem of inefficiency of the existing aircraft flight procedures in the Denver Metroplex airspace. 
While fuel savings and/or a reduction in operating costs for commercial airlines may be  secondary 
benefits of implementing the proposed Denver Metroplex Project, it is not a part of the purpose and 
need for the Project. 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
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Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
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Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 55   Submitted by: Bryan, Wendy 
Comment Received: Unfortunately  these maps are not interactive and it is difficult to tell which SID 
departure route runs across Nederland.  The irony is that there are ZERO departures across Boulder.  
Nederland has been inundated with numerous flights that might not be at the appropriate altitude but 
you can't tell based upon the map on page 14 of the DEN PDF.  I should not have to hear planes every 
5-15 minutes flying across my Town every evening throughout the night. Should the flight path be 
fanned out so that Nederland only receives 25% of the  departures of that route? 
 
Topics Identified in the Comment 

● Altitude/Mean Sea Level 
● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 

● West SIDs 
 
 

FAA Response for Comment #55 Topics 
 
Altitude/Mean Sea Level: Airspace classes are defined by regulations in 14 CFR part 71. Class A 
airspace covers the highest altitudes of above 18,000 feet Mean Sea Level. Unless specially authorized, 
all aircraft in Class A airspace must operate under Instrument Flight Rules. Class B airspace generally 
includes airspace from the surface to 10,000 feet Mean Sea Level around the busiest airports and is 
individually tailored to contain all published instrument flight procedures for that airport. Class B 
airspace typically consists of a surface area around the airport and two or more layers that increase in 
size. Airspace altitudes are expressed in Mean Sea Level because it is a consistent measurement for 
aircraft flight operations, while Above Ground Level varies with the local terrain. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
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970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
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the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 56   Submitted by: Buchanan, Hillary 
Comment Received: Please do not move the flight path south of Nederland 2 miles. Keep the noise 
pollution over Nederland as here is already noise pollution in the town. Disturbing the peaceful 
National Forest that most of Gilpin is would be a shame. Let it be peaceful where it already is and loud 
where it already is. Thank you 
Hillary Buchanan 
 
Topics Identified in the Comment 

● DOT Section 4(f) Resources 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #56 Topics 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 



2 
 

reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 57   Submitted by: Buehmann, Dave 
Comment Received: Ever since the flight paths were changed in late 2018 - early 2019  the air traffic 
noise in Broomfield and North Westminster (144th & I-25) has increased dramatically. Please reroute 
the planes farther north to less populated areas.  Thank you. 
 
Topics Identified in the Comment 

● DEN Metroplex Has Not Been Implemented 
● Existing Arcraft Noise 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #57 Topics 
 
DEN Metroplex Has Not Been Implemented: The Proposed Action has not been implemented and 
will not be implemented until after the FAA has carefully and thoroughly considered the results of the 
Environmental Assessment (EA). The EA, prepared in accordance with the National Environmental 
Policy Act and FAA Order 1050.1E, documents the potential effects to the environment that may result 
from implementation of the Proposed Action. Per 40 C.F.R. § 1508.9, the EA provides the information 
and analysis for determining whether to prepare an Environmental Impact Statement or a Finding of No 
Significant Impact. Accordingly, any existing noise or air quality issues being experienced by the 
commenter cannot be attributed to the Denver Metroplex Project. The Proposed Action is not intended 
to address current noise or air quality issues associated with existing air traffic. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
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Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 58   Submitted by: Burcar, Sheree 
Comment Received: I am requesting that my personal information be withheld.  Thank you. 
 
As a 36 year resident of Louisville  CO  I am currently adversely impacted by the air flight noise 
pollution from DIA. 
The proposed Denver Metroplex flight routes show a substantial increase of flight traffic directly over 
the city of Louisville  which will result in a corresponding increase in air traffic noise pollution.  The 
current level of air flight noise is negatively impacting the quality of life of the residents and any 
increase in noise is unacceptable.  
I also wish to comment on the difficulty of obtaining and sifting through the EA documents.  The maps 
are inaccessible to those without Google Earth  myself included.  I had to obtain the maps from other 
residents.  Changes to current flight paths and proposed future flight path information is difficult to 
find in the EA.  A clear summary of the flight paths should be provided as residents cannot adequately 
assess the impacts to their communities without this information. 
Finally   due to the negative impacts of the proposed Denver Metroplex project to the city of Louisville 
and Boulder County  I request that the FAA reassess the proposed flight route options to reduce air 
traffic over Louisville and Boulder County. 
 
Topics Identified in the Comment 

● Draft EA Exhibits 
● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● Potential Increase in Aircraft Operations 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
● West SIDs 
● Withold Personal Identifying Information  
 
 

FAA Response for Comment #58 Topics 
 
Draft EA Exhibits: There is no special knowledge of the Adobe Acrobat program needed to review 
Exhibits 3-7 through 3-12. Instructions on how to use the various features made available in the 
exhibits are presented in a page layered on the left hand side of the exhibits. The instruction page can 
be deselected from the list of layers that is displayed by selecting the Adobe Acrobat icon for layered 
pages. Second, because of the size of the General Study Area and the likelihood that a reader may only 
be interested in procedures serving one or two airports, the various arrival and departure procedures 
included in the No Action Alternative (Exhibit 3-7 through 3-9) and the Proposed Action (Exhibit 3-10 
through 3-12) are grouped by the Air Traffic Control procedure type (conventional or Area 
Navigation), operation (arrival or departure), and airport. This allows a reader to easily focus on his or 
her own area of interest and turn on or off only those flight corridors they are interested in. Similarly, 
other map features, such as airport icons, federal and state park properties, and highways, can be turned 
on or off to allow the user to select and view the details he or she is interested in. Finally, the 
information shown in Exhibits 3-7 through 3-12 has also been made available in the Google Earth 
format located at: http://www.metroplexenvironmental.com/denver_metroplex/denver_docs.html 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
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associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
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equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
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Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
 
Withold Personal Identifying Information: Commenters were made aware of the following 
statement with their comment submission - "Please be aware that your name, address, phone number, 
email address, or other personal identifying information in your comment may be made publicly 
available at any time.  You may include in your comment a request to withhold your personal 
identifying information, however we cannot guarantee that we will be able to do so". 
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Comments-Responses 

Comment# 59   Submitted by: Cabrales, Cindy 
Comment Received: I'm very concerned that rerouting DIA traffic over Coal Creek Canyon will 
severely impact the peaceful enjoyment of our community. Please look carefully at the noise impacts to 
our community. This will affect not only residents living in the mountains but also city dwellers who 
escape to the mountains for peace and quiet. 
 
Topics Identified in the Comment 

● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 

● West SIDs 
 
 

FAA Response for Comment #59 Topics 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
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procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
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reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 60   Submitted by: Calebaugh, Janette 
Comment Received: I live in Coal Creak Canyon and was mortified to recently learn of the Denver 
Metroplex plan to change the flight path to make our area a main flight corridor. We moved to our 
property to get away from the noises of the city  to fresher air and to enjoy the beauty  animals and 
lifestyle of the mountains. I attended a meeting today in Gilpin County and heard from many residents 
already being effected by increased numbers of planes over their property. I will be joining them in 
their efforts to have the flight paths remain as is!! 
 
Topics Identified in the Comment 

● Potential Increase in Aircraft Operations 
● Purpose and Need of Project 
● West SIDs 

 
 

FAA Response for Comment #60 Topics 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
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of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 61   Submitted by: Callaghan, Kerry 
Comment Received: Your statistics about the Denver Metroplex contain gross inaccuracies and fail to 
address legitimate issues raised with respect to the impact of noise on children, schools and 
disadvantaged communities. I demand an Environmental Impact Statement that reflects genuine 
research and unbiased study into the impact of Denver Metroplex on human beings on the ground 
below airplanes. So far, the legitimate concerns and proven research done by citizens have fallen on 
deaf ears and have been disregarded by the FAA and/or sluffed off to airports who haven't got the 
authority or ability to change this plan. The FAA is totally responsible for the decisions for Denver 
Metroplex. Think of us as real people who will suffer terrible consequences daily, all day, for endless 
years if your program goes through as you plan. Think of this as if you and your family, personally will 
be affected by the pollution and stressful, nerve wracking noise of airplanes every minute of the day. 
STOP THIS PLAN from being implemented as you have it now. LISTEN to the people who will suffer 
from its implementation. CARE about us as you would your families, not as inconsequential pawns and 
puppets to play with. 
 
Topics Identified in the Comment 

● Children's Environmental Health and Safety 
● Environmental Justice 
● Level of NEPA Review 
● NEPA and FAA Order 1050.1F 
● Physical and Mental Health 

● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 
 
 

FAA Response for Comment #61 Topics 
 
Children's Environmental Health and Safety: Concerns were expressed over the long-term negative 
health impacts associated with inhalation of various pollutants, including fine particulate matter and its 
impact on children’s health and cognitive skills such as reading, memory and standardized test scores. 
Pursuant to Executive Order 13045, Protection of Children from Environmental Health Risks and 
Safety Risks, federal agencies are directed, as appropriate and consistent with the agency’s mission, to 
identify and assess environmental health and safety risks that may disproportionately affect children. 
Environmental health risks and safety risks are attributable to products or substances that a child is 
likely to come in contact with or ingest or other products they might use or be exposed to.   
   
As discussed in Section 5.2.1, changes associated with the proposed Denver Metroplex Project would 
occur at or above 3,000 feet Above Ground Level (AGL). Aircraft emissions above the mixing height 
do not have an effect on pollution concentrations at ground level. In addition, changes in air traffic 
procedures above 1,500 feet AGL and below the mixing height “would have little if any effect on 
emissions and ground concentrations.” (72 Fed. Reg. 6641 (February 12, 2007). Accordingly, there 
would be no increase in environmental health and safety risks that could disproportionately affect 
children. 
 
Environmental Justice: An environmental justice analysis considers the potential for impact on 
minority and low-income populations of the proposed Denver Metroplex Project as compared to the No 
Action Alternative. In weighing whether the proposed Denver Metroplex Project raises environmental 
justice concerns, the FAA considers whether a proposed action may have disproportionately high and 
adverse human health or environmental effects on minority and low-income populations. This analysis 
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draws on the findings of the other impact analyses, particularly noise, land use, and air quality. If these 
factors exist, there is not necessarily a significant impact; rather, the FAA must evaluate these factors 
in light of context and intensity to determine if there are significant impacts.   
   
Implementation of the proposed Denver Metroplex Project would not adversely affect air quality or 
land use within the General Study Area. Additionally, the results of the noise modelling analysis 
alternative indicate that changes in aircraft noise exposure would be below the threshold of significance 
when comparing the proposed Denver Metroplex Project and the No Action Alternative. As a result, 
there are no disproportionate impacts on minority, or low-income populations of the proposed Denver 
Metroplex Project as compared to the No Action Alternative. 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Level of NEPA Review: The FAA’s primary mission is to provide the safest, most efficient aerospace 
system in the world. National Environmental Policy Act (NEPA) compliance and other environmental 
responsibilities are integral components of that mission. The FAA is responsible for complying with 
the procedures and policies of NEPA and other environmental laws, regulations, and orders applicable 
to FAA actions. Under NEPA, the Federal Agencies are required to disclose to decision-makers and the 
interested public a clear and accurate description of the potential environmental impacts that could 
arise from proposed Federal actions. The FAA decision-making process must consider and disclose the 
potential impacts of a proposed action and its alternatives on the quality of the human environment.    
   
In meeting its NEPA obligations, the FAA should seek to achieve the policy objectives of 40 CFR § 
1500.2 to the fullest extent possible. Once the FAA determines that NEPA applies to a proposed action, 
it needs to decide on the appropriate level of review. The three levels of NEPA review are Categorical 
Exclusion (CATEX), Environmental Assessment (EA), and Environmental Impact Statement (EIS). An 
EA is a concise public document that briefly provides sufficient evidence and analysis for determining 
whether to prepare an Environmental Impact Statement (EIS) or a Finding of No Significant Impact 
(FONSI). The purpose of an EA is to determine whether a proposed action has the potential to 
significantly affect the human environment. Specifically, the Final EA for the proposed Denver 
Metroplex Project considered the potential effects on the environmental resource categories identified 
in FAA Order 1050.1F. The FAA uses the corresponding thresholds that serve as specific indicators of 
significant impact for some environmental impact categories.    
   
The FAA evaluated the Preferred Alternative and the No Action Alternative, as required under NEPA. 
The results of the analysis indicate that the Preferred Alternative would not exceed the thresholds of 
significance for any of the resource impact categories analyzed. The Final EA presents sufficient 
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evidence and analysis in determining that preparation of a FONSI is appropriate and that no EIS is 
required in accordance with NEPA. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
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equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 62   Submitted by: Carlon, Sheila 
Comment Received: I am writing in opposition to the proposed flight paths heading west out of 
Denver in the Metroplex plan to be implemented in March of 2020. There are several communities at 
altitude who have already complained and seen increased air traffic very close to their properties and 
houses. This frequent air traffic will travel over Open Space designated for wildlife and outdoor 
recreation and endanger animal and bird life let alone home owner's peace and quiet which is why 
people moved up to Gilpin County in the first place. Please re-evaluate your plan and spread out the air 
traffic as before. Sheila Carlon 
 
Topics Identified in the Comment 

● Biological Resources 
● DOT Section 4(f) Resources 
● Frequency of Aircraft Overflights 
● Potential Increase in Aircraft Operations 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
● West SIDs 
 
 

FAA Response for Comment #62 Topics 
 
Biological Resources: The greatest potential for impacts to wildlife species would result from wildlife 
strikes on avian and bat species at altitudes below 3,000 feet AGL. Changes to flight paths under the 
Preferred Alternative would primarily occur at or above 3,000 feet AGL. Therefore, the Preferred 
Alternative would not result in significant impacts to avian and bat species when compared with the No 
Action. The No Action would not involve changes to air traffic flows, land acquisition, construction, or 
other ground disturbance activities. Therefore, the No Action would not result in significant impacts to 
fish, wildlife, or plants. 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
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Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
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For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
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Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 63   Submitted by: Carney, Linda 
Comment Received: Your statistics about the Denver Metroplex contain gross inaccuracies and fail to 
address legitimate issues raised with respect to the impact of noise on children  schools and 
disadvantaged communities. I demand an Environmental Impact Statement that reflects genuine 
research and unbiased study into the impact of Denver Metroplex on human beings on the ground 
below airplanes.  So far  the legitimate concerns and proven research done by citizens have fallen on 
deaf ears and have been disregarded by the FAA and/or sluffed off to airports who haven't got the 
authority or ability to deal with this plan.  The FAA is totally responsible for the decisions for Denver 
Metroplex.  Think of us as real people who will suffer terrible consequences daily  all day  for endless 
years if your program goes through as you plan.  Think of this as if you and your family  personally 
will be affected by the pollution and stressful  nerve wracking noise of airplanes every minute of the 
day.  STOP THIS PLAN from being implemented. LISTEN to the people who will suffer from its 
implementation. CARE about us as sentient beings  not as pawns and puppets whose lives you can play 
with and thoughtlessly discard. 
 
I request that you withold my personal identifying information and that it NOT be made publicly 
available at any time. 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● Children's Environmental Health and Safety 
● Environmental Justice 
● Level of NEPA Review 
● Physical and Mental Health 

● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 
● Withold Personal Identifying Information  
 
 

FAA Response for Comment #63 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
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not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Children's Environmental Health and Safety: Concerns were expressed over the long-term negative 
health impacts associated with inhalation of various pollutants, including fine particulate matter and its 
impact on children’s health and cognitive skills such as reading, memory and standardized test scores. 
Pursuant to Executive Order 13045, Protection of Children from Environmental Health Risks and 
Safety Risks, federal agencies are directed, as appropriate and consistent with the agency’s mission, to 
identify and assess environmental health and safety risks that may disproportionately affect children. 
Environmental health risks and safety risks are attributable to products or substances that a child is 
likely to come in contact with or ingest or other products they might use or be exposed to.   
   
As discussed in Section 5.2.1, changes associated with the proposed Denver Metroplex Project would 
occur at or above 3,000 feet Above Ground Level (AGL). Aircraft emissions above the mixing height 
do not have an effect on pollution concentrations at ground level. In addition, changes in air traffic 
procedures above 1,500 feet AGL and below the mixing height “would have little if any effect on 
emissions and ground concentrations.” (72 Fed. Reg. 6641 (February 12, 2007). Accordingly, there 
would be no increase in environmental health and safety risks that could disproportionately affect 
children. 
 
Environmental Justice: An environmental justice analysis considers the potential for impact on 
minority and low-income populations of the proposed Denver Metroplex Project as compared to the No 
Action Alternative. In weighing whether the proposed Denver Metroplex Project raises environmental 
justice concerns, the FAA considers whether a proposed action may have disproportionately high and 
adverse human health or environmental effects on minority and low-income populations. This analysis 
draws on the findings of the other impact analyses, particularly noise, land use, and air quality. If these 
factors exist, there is not necessarily a significant impact; rather, the FAA must evaluate these factors 
in light of context and intensity to determine if there are significant impacts.   
   



3 
 

Implementation of the proposed Denver Metroplex Project would not adversely affect air quality or 
land use within the General Study Area. Additionally, the results of the noise modelling analysis 
alternative indicate that changes in aircraft noise exposure would be below the threshold of significance 
when comparing the proposed Denver Metroplex Project and the No Action Alternative. As a result, 
there are no disproportionate impacts on minority, or low-income populations of the proposed Denver 
Metroplex Project as compared to the No Action Alternative. 
 
Level of NEPA Review: The FAA’s primary mission is to provide the safest, most efficient aerospace 
system in the world. National Environmental Policy Act (NEPA) compliance and other environmental 
responsibilities are integral components of that mission. The FAA is responsible for complying with 
the procedures and policies of NEPA and other environmental laws, regulations, and orders applicable 
to FAA actions. Under NEPA, the Federal Agencies are required to disclose to decision-makers and the 
interested public a clear and accurate description of the potential environmental impacts that could 
arise from proposed Federal actions. The FAA decision-making process must consider and disclose the 
potential impacts of a proposed action and its alternatives on the quality of the human environment.    
   
In meeting its NEPA obligations, the FAA should seek to achieve the policy objectives of 40 CFR § 
1500.2 to the fullest extent possible. Once the FAA determines that NEPA applies to a proposed action, 
it needs to decide on the appropriate level of review. The three levels of NEPA review are Categorical 
Exclusion (CATEX), Environmental Assessment (EA), and Environmental Impact Statement (EIS). An 
EA is a concise public document that briefly provides sufficient evidence and analysis for determining 
whether to prepare an Environmental Impact Statement (EIS) or a Finding of No Significant Impact 
(FONSI). The purpose of an EA is to determine whether a proposed action has the potential to 
significantly affect the human environment. Specifically, the Final EA for the proposed Denver 
Metroplex Project considered the potential effects on the environmental resource categories identified 
in FAA Order 1050.1F. The FAA uses the corresponding thresholds that serve as specific indicators of 
significant impact for some environmental impact categories.    
   
The FAA evaluated the Preferred Alternative and the No Action Alternative, as required under NEPA. 
The results of the analysis indicate that the Preferred Alternative would not exceed the thresholds of 
significance for any of the resource impact categories analyzed. The Final EA presents sufficient 
evidence and analysis in determining that preparation of a FONSI is appropriate and that no EIS is 
required in accordance with NEPA. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
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modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
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of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Withold Personal Identifying Information: Commenters were made aware of the following 
statement with their comment submission - "Please be aware that your name, address, phone number, 
email address, or other personal identifying information in your comment may be made publicly 
available at any time.  You may include in your comment a request to withhold your personal 
identifying information, however we cannot guarantee that we will be able to do so". 
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Comments-Responses 

Comment# 64   Submitted by: Carr, Alfred 
Comment Received: I am concerned about plans for flight path over Indian Peaks. Noise pollution has 
an impact on humans, and especially wildlife. Please reconsider plans to disrupt the wilderness with 
constant overhead engine noise. Animals and humans need places to go where the unending noise of 
the modern world can fade into natural, serene beauty, stillness, and silence. Please reconsider your 
plans for air travel amidst the Metroplex. Thank you. 
 
Topics Identified in the Comment 

● Biological Resources 
● DOT Section 4(f) Resources 
● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
● West SIDs 
● ZIMMR SID  
 
 

FAA Response for Comment #64 Topics 
 
Biological Resources: The greatest potential for impacts to wildlife species would result from wildlife 
strikes on avian and bat species at altitudes below 3,000 feet AGL. Changes to flight paths under the 
Preferred Alternative would primarily occur at or above 3,000 feet AGL. Therefore, the Preferred 
Alternative would not result in significant impacts to avian and bat species when compared with the No 
Action. The No Action would not involve changes to air traffic flows, land acquisition, construction, or 
other ground disturbance activities. Therefore, the No Action would not result in significant impacts to 
fish, wildlife, or plants. 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
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modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
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reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
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on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
 
ZIMMR SID: The commenter requests that the FAA consider moving the flight path of the proposed 
ZIMMR (RNAV) SID southward from the location that was depicted at the workshops for the Draft 
Environmental Assessment. Based on the comments, the FAA completed a comprehensive analysis of 
the proposal to amend the flight procedure design of the proposed ZIMMR (RNAV) SID. The FAA 
modified the proposed ZIMMR (RNAV) SID by moving the location of the RALFI waypoint an 
additional 0.7 nautical miles to the south and east from the original location on the proposed ZIMMR 
(RNAV) SID. The new location of the RALFI waypoint creates a lateral shift of approximately 2.0 
nautical miles south of the location of the existing flight path of the published FOOOT (RNAV) SID 
procedure. The ZIMMR RNAV SID flight procedure will overfly north of the Gilpin County boundary. 
However, rapidly changing atmospheric conditions and convective activity over the Front Range may 
require air traffic control to build in a greater margin of safety to than the minimum separation 
standards for aircraft which may affect aircraft on the ZIMMR RNAV SID flight procedure. 
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Comments-Responses 

Comment# 65   Submitted by: Cech, Carol 
Comment Received: Placing departing aircraft on the same narrow light path  only 2 minutes between 
planes  is an unfair burden to those living or hiking below such a flight path.  For homeowners who can 
no longer enjoy backyards  the noise is no different than having a neighbor run a loud air conditioner 
non-stop just outside one's window when opening said window to reduce the need for A/C.  The new 
flight paths were implemented in about 2014  without review.  There was no noticeable or closely 
spaced air traffic over South Boulder before that.  After initial complaints from residents of South 
Boulder  not much has changed.  The FAA apparently refuses to consider the reverberation off the 
"amphitheater" created by natural features in South Boulder  or even the effect of higher elevation in 
general  and refuses to view Boulder Open Space and Mountain Parks space as the de facto national 
park and wildlife refuge it actually is.  The noise is a burden not only to homeowners in South Boulder 
but to hikers from all around Colorado and beyond. 
   I hereby request identifying information for this comment not be made publicly available at any time. 
 
Topics Identified in the Comment 

● DOT Section 4(f) Resources 
● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● NEPA and FAA Order 1050.1F 

● Purpose and Need of Project 
● Withold Personal Identifying Information  
 
 

FAA Response for Comment #65 Topics 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
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Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
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Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
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Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Withold Personal Identifying Information: Commenters were made aware of the following 
statement with their comment submission - "Please be aware that your name, address, phone number, 
email address, or other personal identifying information in your comment may be made publicly 
available at any time.  You may include in your comment a request to withhold your personal 
identifying information, however we cannot guarantee that we will be able to do so". 
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Comments-Responses 

Comment# 66   Submitted by: Chaffee, Monie 
Comment Received: Please withhold my personal identifying information. 
My husband and I moved to South Boulder 3 years ago  and we have never felt the jet noise has been 
either too loud or too frequent. We have been surprised that it is even an issue. 
 
Topics Identified in the Comment 

● Withold Personal Identifying Information  
● No Concerns Identified 

 
 

FAA Response for Comment #66 Topics 
 
Withold Personal Identifying Information: Commenters were made aware of the following 
statement with their comment submission - "Please be aware that your name, address, phone number, 
email address, or other personal identifying information in your comment may be made publicly 
available at any time.  You may include in your comment a request to withhold your personal 
identifying information, however we cannot guarantee that we will be able to do so". 
  
No Concerns Identified: Thank you for your comment. 
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Comments-Responses 

Comment# 67   Submitted by: Chair  Gilpin County Commissioners, Linda Isenhart 
Comment Received: This letter is in response to the FAA's Denver Metroplex Final Environmental 
Assessment (EA) and Errata dated November 13, 2019. The FAA has stated it does not intend to hold 
public workshops or a roundtable in Gilpin County because it is not required by NEPA. This is a clear 
breach of trust and not in keeping with the stated goal of the Metroplex Project to "involve the public, 
engage with communities, and give meaningful consideration to community concerns and views as we 
make aviation decisions that affect them." The Final EA appears to be the last opportunity the County 
has to comment on the changes to text, exhibits, tables, and appendices as well as comments related to 
Section 106 of the National Historic Preservation Act. The County has numerous concerns with the EA 
proposed action as it relates to significant impacts under NEPA. The county' s noise exposure, aircraft 
hazard exposure, and degradation of historical properties is of grave concern. The EA does not fully 
consider and evaluate the potential for permanent significant impacts to Gilpin County, wildlife, 
environment, historical assets or to its residents. The FAA failed to schedule a public input meeting in 
Gilpin County while surprisingly the proposed EA states one person in Boulder County caused the 
proposed routes to be pushed further south into Gilpin County. Further, the FAA has failed to facilitate 
a public workshop or roundtable with the County and its residents as part of this EA review or in any 
capacity at all. Avoiding explanation of the current and proposed future aircraft routes as described in 
the EA/Errata is not in the public's interest and is averse to appropriate public policy approaches. 
Public outreach in affected areas is a best practice and although not required, it puts Gilpin County at a 
disadvantage compared to communities like Boulder County where you chose to hold not one but three 
meetings. Comments from those meetings come at the expense of our quality of life. As noted above, 
the FAA has also changed routes based on input in a Boulder County meeting that had no basis in fact, 
but instead on preference. The FAA proposes to make changes to aircraft flights over Gilpin County 
which have not been accurately studied. Actual noise and its effects on threatened species, residents 
and our environment have not been collected and analyzed as to how Gilpin County will ultimately be 
impacted. The addition of noise generated by the concentrated flight paths will have a greater impact 
due to the low ambient noise level in our rural mountain community. Apparently, the FAA has adopted 
a public policy approach that damages wildlife, property and veterans with disabilities including 
residents with combat related PTSD without adequately studying the impacts of the proposed flight 
paths. Exhibit 4-6, in the Final EA meant to address Environmental Justice shows half of Gilpin 
County as having a low-income population, therefore it is very disturbing that you place an additional 
burden on an identified disadvantaged community. The FAA appears willing to gamble on potential 
future lawsuits to demonstrate damages instead of working with us to find suitable alternatives. How 
could one comment move a flight path from Boulder County and place it in Gilpin County and yet the 
collective voice shared by Gilpin County citizens is left unheard? 
 
Topics Identified in the Comment 

● Comment Period 
● DOT Section 4(f) Resources 
● Environmental Justice 
● Existing Arcraft Noise 
● Historical and Cultural Resources 

● Physical and Mental Health 
● Public Outreach/Public Involvement 
 
 

FAA Response for Comment #67 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
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procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
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The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Environmental Justice: An environmental justice analysis considers the potential for impact on 
minority and low-income populations of the proposed Denver Metroplex Project as compared to the No 
Action Alternative. In weighing whether the proposed Denver Metroplex Project raises environmental 
justice concerns, the FAA considers whether a proposed action may have disproportionately high and 
adverse human health or environmental effects on minority and low-income populations. This analysis 
draws on the findings of the other impact analyses, particularly noise, land use, and air quality. If these 
factors exist, there is not necessarily a significant impact; rather, the FAA must evaluate these factors 
in light of context and intensity to determine if there are significant impacts.   
   
Implementation of the proposed Denver Metroplex Project would not adversely affect air quality or 
land use within the General Study Area. Additionally, the results of the noise modelling analysis 
alternative indicate that changes in aircraft noise exposure would be below the threshold of significance 
when comparing the proposed Denver Metroplex Project and the No Action Alternative. As a result, 
there are no disproportionate impacts on minority, or low-income populations of the proposed Denver 
Metroplex Project as compared to the No Action Alternative. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
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https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Historical and Cultural Resources: The commenter mentioned the Environmental Assessment (EA) 
excludes the impact of noise at or below the Day Night Average Sound Level (DNL) of 65 decibels 
(dB) on noise sensitive areas, including historic and cultural properties. To comply with NEPA 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric; the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.    
   
However, the FAA recognizes that this standard may not be relevant to historical and cultural 
resources. As shown in Table 5-2, a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB 
increase in areas exposed to DNL 45 to 60 dB are considered reportable noise increases. In Section 5.6 
of the Final EA, the noise modelling analysis for the proposed Denver Metroplex Project indicated two 
areas of reportable noise grid points, which were investigated for the presence of historic and cultural 
properties. The FAA focused its efforts on identifying historic properties in the two areas of potential 
effect that could receive noise increases and considered the potential for overflight to introduce visual 
effects that could cause an alteration in the character of the historic property that qualify it for the 
National Register of Historic Places (National Register).  As depicted in Exhibit 5-2, the two areas are 
associated with the proposed aircraft flight procedures for Denver International Airport: the COORZ 
Area Navigation (RNAV) Standard Instrument Departure (SID) for westbound departures, the SLEEK 
(RNAV) SID for southbound departures.   
   
Under Section 106 of the National Historic Preservation Act, the FAA completed consultation with 
State and Local governments having jurisdiction or special expertise over historic and cultural 
resources. Additionally, the FAA entered into government-to-government consultation with forty-eight 
Native American Tribes having a legacy of occupation in the State of Colorado. Consultation with all 
of these parties did not identify any historic properties within the areas of potential effect for which a 
quiet setting is a characteristic that qualifies it for the National Register, and that therefore could be 
affected at the lower level of reportable noise exposure. The FAA also considered the potential for the 
introduction of visual elements that could diminish the integrity of the property’s historic features. We 
compared the proposed procedures with current flight tracks within the areas of potential effect, and 
determined that there would be no new areas overflown, and therefore no potential to introduce new 
visual elements. The proposed procedures would not introduce flight tracks over sensitive areas 
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changing any existing impacts on those historic properties and cultural resources. Consultation did not 
identify any traditional and cultural properties within the APE for which aircraft noise and/or aircraft 
overflights would have an effect on a historic property’s characteristics qualifying that property for the 
National Register. Therefore, the proposed Denver Metroplex Project would not have an adverse effect 
on historic properties. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
 



1 
 

Comments-Responses 

Comment# 68   Submitted by: Chair  Gilpin County Commissioners, Linda Isenhart 
Comment Received: Gilpin County requests the following: 1. FAA's commitment to stop designing 
new routes until community meetings have been held in Gilpin County; 2. Extend the 32-day comment 
period (please see the letter dated December 20, 2019, from the Gilpin County Historical Advisory 
Commission); 3. FAA's agreement to measure actual noise levels, perform related mapping and 
analysis and the impacts to our wildlife, people and historical sites. In addition, we support the FAA's 
abandonment of the Final EA with its proposed aircraft routes over Gilpin County all together so that 
the more appropriate and structured process of an Environmental Impact Statement may commence. 
Abandon this effort as it relates to airspace above Gilpin County and return the aircraft flight paths to 
2016 routes, as our community already had its fair disbursed share at that time. 
 
Topics Identified in the Comment 

● Comment Period 
● DOT Section 4(f) Resources 
● Historical and Cultural Resources 
● Level of NEPA Review 

● Noise Modelling Analysis 
● Public Outreach/Public Involvement 
 
 

FAA Response for Comment #68 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
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However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Historical and Cultural Resources: The commenter mentioned the Environmental Assessment (EA) 
excludes the impact of noise at or below the Day Night Average Sound Level (DNL) of 65 decibels 
(dB) on noise sensitive areas, including historic and cultural properties. To comply with NEPA 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric; the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
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Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.    
   
However, the FAA recognizes that this standard may not be relevant to historical and cultural 
resources. As shown in Table 5-2, a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB 
increase in areas exposed to DNL 45 to 60 dB are considered reportable noise increases. In Section 5.6 
of the Final EA, the noise modelling analysis for the proposed Denver Metroplex Project indicated two 
areas of reportable noise grid points, which were investigated for the presence of historic and cultural 
properties. The FAA focused its efforts on identifying historic properties in the two areas of potential 
effect that could receive noise increases and considered the potential for overflight to introduce visual 
effects that could cause an alteration in the character of the historic property that qualify it for the 
National Register of Historic Places (National Register).  As depicted in Exhibit 5-2, the two areas are 
associated with the proposed aircraft flight procedures for Denver International Airport: the COORZ 
Area Navigation (RNAV) Standard Instrument Departure (SID) for westbound departures, the SLEEK 
(RNAV) SID for southbound departures.   
   
Under Section 106 of the National Historic Preservation Act, the FAA completed consultation with 
State and Local governments having jurisdiction or special expertise over historic and cultural 
resources. Additionally, the FAA entered into government-to-government consultation with forty-eight 
Native American Tribes having a legacy of occupation in the State of Colorado. Consultation with all 
of these parties did not identify any historic properties within the areas of potential effect for which a 
quiet setting is a characteristic that qualifies it for the National Register, and that therefore could be 
affected at the lower level of reportable noise exposure. The FAA also considered the potential for the 
introduction of visual elements that could diminish the integrity of the property’s historic features. We 
compared the proposed procedures with current flight tracks within the areas of potential effect, and 
determined that there would be no new areas overflown, and therefore no potential to introduce new 
visual elements. The proposed procedures would not introduce flight tracks over sensitive areas 
changing any existing impacts on those historic properties and cultural resources. Consultation did not 
identify any traditional and cultural properties within the APE for which aircraft noise and/or aircraft 
overflights would have an effect on a historic property’s characteristics qualifying that property for the 
National Register. Therefore, the proposed Denver Metroplex Project would not have an adverse effect 
on historic properties. 
 
Level of NEPA Review: The FAA’s primary mission is to provide the safest, most efficient aerospace 
system in the world. National Environmental Policy Act (NEPA) compliance and other environmental 
responsibilities are integral components of that mission. The FAA is responsible for complying with 
the procedures and policies of NEPA and other environmental laws, regulations, and orders applicable 
to FAA actions. Under NEPA, the Federal Agencies are required to disclose to decision-makers and the 
interested public a clear and accurate description of the potential environmental impacts that could 
arise from proposed Federal actions. The FAA decision-making process must consider and disclose the 
potential impacts of a proposed action and its alternatives on the quality of the human environment.    
   
In meeting its NEPA obligations, the FAA should seek to achieve the policy objectives of 40 CFR § 
1500.2 to the fullest extent possible. Once the FAA determines that NEPA applies to a proposed action, 
it needs to decide on the appropriate level of review. The three levels of NEPA review are Categorical 
Exclusion (CATEX), Environmental Assessment (EA), and Environmental Impact Statement (EIS). An 
EA is a concise public document that briefly provides sufficient evidence and analysis for determining 
whether to prepare an Environmental Impact Statement (EIS) or a Finding of No Significant Impact 
(FONSI). The purpose of an EA is to determine whether a proposed action has the potential to 
significantly affect the human environment. Specifically, the Final EA for the proposed Denver 
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Metroplex Project considered the potential effects on the environmental resource categories identified 
in FAA Order 1050.1F. The FAA uses the corresponding thresholds that serve as specific indicators of 
significant impact for some environmental impact categories.    
   
The FAA evaluated the Preferred Alternative and the No Action Alternative, as required under NEPA. 
The results of the analysis indicate that the Preferred Alternative would not exceed the thresholds of 
significance for any of the resource impact categories analyzed. The Final EA presents sufficient 
evidence and analysis in determining that preparation of a FONSI is appropriate and that no EIS is 
required in accordance with NEPA. 
 
Noise Modelling Analysis: To comply with the National Environmental Policy Act (NEPA) 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric. DNL is the FAA’s primary metric used to establish a yearly day/night average of cumulative 
noise energy exposure of individuals to noise resulting from aviation activities. The noise analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR). IFR-filed aircraft activity was 
forecasted for the years 2019 and 2024 and used to model conditions under both the No Action 
Alternative and the Preferred Alternative.   
   
The FAA’s noise guidelines for compliance with NEPA define a significant impact as an increase of 
DNL1.5 dB in areas exposed to aircraft noise of DNL 65 and higher. Using these criteria, the noise 
analysis results indicate that the Preferred Alternative when compared to the No Action Alternative 
would not result in a DNL 1.5 dB or higher increase in sensitive areas exposed to DNL 65 dB or 
higher.     
   
The compatibility of noise sensitive land use is evaluated through comparison with the compatibility 
guidelines provided in 14 CFR Part 150, Appendix A, table 1. The guidelines focus on areas exposed to 
noise levels of DNL 65 dB and greater. However, the FAA recognizes that this standard may not be 
relevant to certain noise sensitive areas. As shown in Table 5-2, a 3 dB increase in areas exposed to 
DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 to 60 dB are considered reportable 
noise increases. The FAA prepared the noise modelling analysis of the proposed flight procedures to 
account the reportable noise criteria. Experience has indicated that DNL increases 5 dB or more at 
cumulative levels well below DNL 65 dB could be disturbing to people and become a source of public 
concern.    
   
The FAA identified three areas with lower levels of aircraft noise exposure, specifically, an increase of 
DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB.  Although this would result in a 
reportable aircraft noise exposure DNL 5 dB increase in areas exposed to DNL between 45 dB and 60 
dB, the project does not introduce noise that would affect the features, or attributes associated with the 
three areas that would adversely affect it. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 



5 
 

locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
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Comments-Responses 

Comment# 69   Submitted by: Chair  Gilpin County Historic Preservation Advisory Commission, 
Bret Johnson 
Comment Received: Re: FAA Denver Metroplex (DEN Metroplex) Final Environmental Assessment 
and Errata: Section 106 comments The Gilpin County Historic Preservation Advisory Commission 
provides the following comments regarding the Denver Metroplex project and its effect on our historic 
resources. Gilpin County is home to numerous individual historic properties and districts whose setting 
is dependent on the area’s peace and beauty, ranging from early 20th century vacation and recreational 
cabins and developments, to mining ghost towns and mountain ranches. While some of these have been 
identified in cultural resource surveys and have been listed on the National Register of Historic Places 
or as National Historic Landmarks, there are many more that have yet to be identified. We believe that 
the current proposed alternative, which routes additional aircraft from Boulder County into Gilpin 
County has an adverse effect on our historic resources, and that the FAA’s report does not adequately 
provide an assessment of this impact; in fact, the report completely ignores the requirements of Section 
106 review on the impact of the proposal on our historic resources. First, the Gilpin County Historic 
Preservation Advisory Commission (HAC), along with the Gilpin County Board of County 
Commissioners (BoCC), are both requesting “consulting party” status per the regulations of Section 
106 of the National Historic Preservation Act. Next, the HAC is requesting that a thorough review of 
the impact of the proposal on the county’s historic resources be completed per the requirements of 
Section 106. This request includes the following: a review of all National Register listed and eligible 
properties; soliciting comments from the County’s Historic Preservation Advisory Commission as to 
what other not-yet-identified historic resources may be impacted; an accurate study of the impact of 
noise and visual intrusions using metrics recommended by the National Park Service; inclusion of 
metrics that take into account the terrain and topography of Gilpin County; studies showing the impacts 
of alternative routes; and provision for adequate time for Gilpin County to review and comments on 
these findings. We are also providing comments on several flaws in the methodology and conclusions 
of the FAA's response to the requirements of Section 106. Flaws in Methodology, Evaluation, and 
Conclusions • Public involvement Per the FAA’s handbook on Section 106, the first step is “Initiate the 
Process,’ which includes a plan to involve the public and identifying consulting parties. This should 
occur prior to identifying historic properties. Without the input of consulting parties and relevant 
jurisdictions, how can the FAA possibly identify the extent of historic properties, particularly those not 
yet identified? Local preservation commissions, particularly those that have been recognized as 
Certified Local Governments, are the best source for information on potentially eligible historic 
properties that are not yet identified. The purpose of the Certified Local Government program is to 
establish a federal, state and local partnership for the purpose of preserving historic resources. This 
partnership includes notification of federal actions within a local jurisdiction. As Gilpin County is a 
Certified Local Government, we believe we should be a partner in reviewing the proposed actions of 
the FAA, and our advice on how to protect our historic resources should be solicited and heeded. 
footnote - 1) Categories of Section 106 discussed below are taken from the FAA’s Section 106 
Handbook: How to Assess the Effects of FAA Actions on Historic Properties under Section 106 of the 
National Historic Preservation Act, June 2015.. 
 
Topics Identified in the Comment 

● Historical and Cultural Resources 
● NEPA and FAA Order 1050.1F 
● Physical and Mental Health 
● Public Outreach/Public Involvement 

● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 
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FAA Response for Comment #69 Topics 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Historical and Cultural Resources: The commenter mentioned the Environmental Assessment (EA) 
excludes the impact of noise at or below the Day Night Average Sound Level (DNL) of 65 decibels 
(dB) on noise sensitive areas, including historic and cultural properties. To comply with NEPA 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric; the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.    
   
However, the FAA recognizes that this standard may not be relevant to historical and cultural 
resources. As shown in Table 5-2, a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB 
increase in areas exposed to DNL 45 to 60 dB are considered reportable noise increases. In Section 5.6 
of the Final EA, the noise modelling analysis for the proposed Denver Metroplex Project indicated two 
areas of reportable noise grid points, which were investigated for the presence of historic and cultural 
properties. The FAA focused its efforts on identifying historic properties in the two areas of potential 
effect that could receive noise increases and considered the potential for overflight to introduce visual 
effects that could cause an alteration in the character of the historic property that qualify it for the 
National Register of Historic Places (National Register).  As depicted in Exhibit 5-2, the two areas are 
associated with the proposed aircraft flight procedures for Denver International Airport: the COORZ 
Area Navigation (RNAV) Standard Instrument Departure (SID) for westbound departures, the SLEEK 
(RNAV) SID for southbound departures.   
   
Under Section 106 of the National Historic Preservation Act, the FAA completed consultation with 
State and Local governments having jurisdiction or special expertise over historic and cultural 
resources. Additionally, the FAA entered into government-to-government consultation with forty-eight 
Native American Tribes having a legacy of occupation in the State of Colorado. Consultation with all 
of these parties did not identify any historic properties within the areas of potential effect for which a 
quiet setting is a characteristic that qualifies it for the National Register, and that therefore could be 
affected at the lower level of reportable noise exposure. The FAA also considered the potential for the 
introduction of visual elements that could diminish the integrity of the property’s historic features. We 
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compared the proposed procedures with current flight tracks within the areas of potential effect, and 
determined that there would be no new areas overflown, and therefore no potential to introduce new 
visual elements. The proposed procedures would not introduce flight tracks over sensitive areas 
changing any existing impacts on those historic properties and cultural resources. Consultation did not 
identify any traditional and cultural properties within the APE for which aircraft noise and/or aircraft 
overflights would have an effect on a historic property’s characteristics qualifying that property for the 
National Register. Therefore, the proposed Denver Metroplex Project would not have an adverse effect 
on historic properties. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
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(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
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implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 70   Submitted by: Chair  Gilpin County Historic Preservation Advisory Commission, 
Bret Johnson 
Comment Received: The Colorado State Historic Preservation Office (SHPO), in at least two letters 
from 2019, requested that the FAA contact local governments with historic preservation commissions 
Gilpin County was on that list. Yet the FAA chose to contact only three government jurisdictions, 
when this project clearly impacts a much larger area. We believe the Area of Potential Effect should 
include Gilpin County, and that numerous historic properties in our jurisdiction were overlooked. Thus, 
the effect of the increased air traffic on historic resources was not correctly assessed. Second, using the 
NEPA method for contacting the public for historic and cultural resources, although technically 
allowable, is not a good faith effort to address impacts on these resources. This was pointed out by 
SHPO, and we concur. Those with knowledge and concern about the impact on historic resources 
would not expect to look in environmental assessment reports. We request additional time to review the 
DEN Metroplex project, once the FAA conducts a more thorough analysis that includes Gilpin 
County’s historic resources. • Identify historic properties Establish Area of Potential Effect (APE) The 
methodology of establishing the APE appears to be flawed in several ways, and the metrics to 
determine it is not defined. It appears to be based on noise impact, which in turn is based in DNL 
measurements (more comments on this under “Assess Effects). Furthermore, the FAA erroneously 
believes this is an indirect impact . Based on the proposed action that greatly increases the number of 
flights over Gilpin County, we believe the APE is incorrect, and that Gilpin County is clearly impacted 
by the preferred alternative that is proposed. Furthermore, the proposed change seems to be based on 
one comment from Boulder County, but the increased impact that resulted from this single comment 
does not appear to have been evaluated. Identify and Evaluate Historic Properties The report looks only 
at properties within the extremely limited APE, and also incorrectly looks at only those that already 
listed on the National Register of Historic Places; it does not include properties that are or may be 
eligible. This is a very significant oversight. Furthermore, in reviewing the extensive list of historic 
resources provided by the FAA (a list that appears to be designed to obfuscate information), there are 
both listed and eligible properties in Gilpin County that are not included. We request that Gilpin 
County’s historic resources be included in this list, both NRHP and NHL listed properties, as well as 
inventoried properties not yet listed. Our preservation commission can provide information on historic 
properties and potential historic district not yet inventoried, but we require 180 days to be able to 
complete this study. Once the list of historic properties is finalized, then the assessment of effects can 
take place. Determine if Historic Properties are Affected Since the FAA did not take into account any 
historic properties in Gilpin County, it is clearly impossible to “determine if historic properties are 
affected.” As noted above, once an accurate list of properties is prepared, we next request a map that 
shows the flight paths and reveals the increased number of flights as it affects Gilpin County (i.e. at a 
scale that is legible). Assess Effects In a letter from June 7, 2016, the National Park Service (NPS) 
provided the FAA with valuable information on the impact of sounds on historic and cultural resources. 
Most significantly, it was pointed out the NPS uses a different standard than those used by other 
agencies to determine if there is an impact. As the NPS is the only federal agency that is qualified to 
assess effects on historic resources, the FAA’s definition of “significant impact” is not relevant. 
According to the FAA, places that experience a current level of noise must be subjected to a higher 
number of DNLs before it considers that a “significant” impact. These metrics are furthermore 
established for cities and communities. A comparatively smaller noise increase in rural and natural 
areas, that depend upon quiet and solitude as part of the setting, results in a more substantive effect 
than the FAA’s metric. Furthermore, the mountainous terrain and topography need to be taken into 
account when reviewing the impact in Gilpin County, where noise reverberates and is amplified. 
footnote 2) Audible and visual effects are considered direct effects, as per the memo from the Advisory 
Council on Historic Preservation. 
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Topics Identified in the Comment 

● Historical and Cultural Resources 
● NEPA and FAA Order 1050.1F 
● Noise Modelling 
● Physical and Mental Health 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #70 Topics 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Historical and Cultural Resources: The commenter mentioned the Environmental Assessment (EA) 
excludes the impact of noise at or below the Day Night Average Sound Level (DNL) of 65 decibels 
(dB) on noise sensitive areas, including historic and cultural properties. To comply with NEPA 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric; the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.    
   
However, the FAA recognizes that this standard may not be relevant to historical and cultural 
resources. As shown in Table 5-2, a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB 
increase in areas exposed to DNL 45 to 60 dB are considered reportable noise increases. In Section 5.6 
of the Final EA, the noise modelling analysis for the proposed Denver Metroplex Project indicated two 
areas of reportable noise grid points, which were investigated for the presence of historic and cultural 
properties. The FAA focused its efforts on identifying historic properties in the two areas of potential 
effect that could receive noise increases and considered the potential for overflight to introduce visual 
effects that could cause an alteration in the character of the historic property that qualify it for the 
National Register of Historic Places (National Register).  As depicted in Exhibit 5-2, the two areas are 
associated with the proposed aircraft flight procedures for Denver International Airport: the COORZ 
Area Navigation (RNAV) Standard Instrument Departure (SID) for westbound departures, the SLEEK 
(RNAV) SID for southbound departures.   
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Under Section 106 of the National Historic Preservation Act, the FAA completed consultation with 
State and Local governments having jurisdiction or special expertise over historic and cultural 
resources. Additionally, the FAA entered into government-to-government consultation with forty-eight 
Native American Tribes having a legacy of occupation in the State of Colorado. Consultation with all 
of these parties did not identify any historic properties within the areas of potential effect for which a 
quiet setting is a characteristic that qualifies it for the National Register, and that therefore could be 
affected at the lower level of reportable noise exposure. The FAA also considered the potential for the 
introduction of visual elements that could diminish the integrity of the property’s historic features. We 
compared the proposed procedures with current flight tracks within the areas of potential effect, and 
determined that there would be no new areas overflown, and therefore no potential to introduce new 
visual elements. The proposed procedures would not introduce flight tracks over sensitive areas 
changing any existing impacts on those historic properties and cultural resources. Consultation did not 
identify any traditional and cultural properties within the APE for which aircraft noise and/or aircraft 
overflights would have an effect on a historic property’s characteristics qualifying that property for the 
National Register. Therefore, the proposed Denver Metroplex Project would not have an adverse effect 
on historic properties. 
 
Noise Modelling: The commenter raised concerns with the noise modelling methodology. The noise 
analysis of the Preferred Alternative compared to the No Action Alternative completed for the Final 
Environmental Assessment (EA) was prepared using the Aviation Environmental Design Tool (AEDT) 
version 2d, which is the FAA’s required noise model. The FAA uses AEDT to model noise for flight 
track changes over large areas to analyze noise associated with the No Action Alternative and the 
Denver Metroplex Project proposed action. The AEDT 2d modelling tool provides detailed modelling 
to evaluate the effects of high-altitude airspace changes from the ground level up to 18,000 feet Above 
Ground Level. The AEDT 2d model utilizes an extensive aircraft performance and sound level 
database that includes information on variations in sound attributed to different types of aircraft and 
aircraft engines, aircraft speed, climb and descent thrust, and the altitude along a route. Detailed terrain 
data was inputted into the AEDT 2d model, which accounts for the elevation of each grid point or 
population centroid when calculating the distance between the grid point and the aircraft. The aircraft 
noise analysis prepared for the Denver Metroplex Project Final EA was conducted in compliance with 
FAA Order 1050.1F. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
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equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
 



1 
 

Comments-Responses 

Comment# 71   Submitted by: Chair  Gilpin County Historic Preservation Advisory Commission, 
Bret Johnson 
Comment Received: More specifically, the Gilpin County HAC recommends that the FAA use the 
methodologies and metrics described in the NPS letter from June 6, 2016 to Marina Landis, FAA to 
determine the effect of noise on the historic properties in Gilpin County. As pointed out in that letter, 
the DNL metric alone is not adequate to capture other characteristics of noise exposure. The NPS 
provided additional guidance for characteristics to review in the acoustical analysis: This includes 
supplemental metrics, which include: • Sound exposure level (SEL) • Maximum sound level (L max) • 
Equivalent sound level (L eq) • Time above (TA) • Number above (e.g. number of events per day 
above natural ambient) • Time audible (with respect to natural ambient) Thus, in order to effectively 
evaluate the impact of noise on our historic resources, we request that alternative methodologies be 
used to determine the effect of the increased air traffic in the quiet soundscapes of Gilpin County. We 
further request that this analysis include a comparison with existing conditions as well as other 
alternatives, so that we can provide comment on the alternatives. Also, the FAA only reviewed effects 
on properties when “setting” was used in the integrity discussion of properties listed on the NRHP. 
Many of these nominations are quite old, and inadequately discuss the importance of setting. Instead, 
these properties should be reviewed by the more stringent standards used by the NPS today, where 
setting is more commonly discussed in the eligibility of properties. In Gilpin County, setting is a key 
aspect of eligibility for our historic properties, particularly for our historic vacation and recreational 
resources, our ghost towns, and our historic ranches. Furthermore, by focusing only on listed 
properties, instead of including eligible properties, the importance of setting in non-surveyed historic 
resources was not evaluated at all. A historic preservation professional, meeting requirements in 36 
C.F.R. 61, should review Gilpin County’s listed and eligible resources to determine the importance of 
setting. Finally, the method of assessing visual impacts was flawed. The FAA counted this as an impact 
only if there were new areas that had not been overflown in the past. It then determined that if an area 
had seen even a single flight in the past, there was “no potential to introduce new visual elements.” 
Clearly, this assessment is woefully inadequate to address a significant increase of air traffic, which in 
turn impacts the scenic views in the setting of our historic resources. We request information for Gilpin 
County that clearly reveals the current traffic numbers, the proposed traffic numbers, and the 
alternative numbers so we can provide informed comments. Report Format The information required 
by Section 106 is not presented in a manner that is consistent with the standards set forth by 36 CFR 
800.11(e). We agree with the Colorado SHPO that the information for historic resources should 
include: 1) A description of the undertaking, specifying the Federal involvement, and its area of 
potential effects, include photographs, maps and drawings; 2) A description of the steps taken to 
identify historic properties 3) A description of the affected historic properties, including information on 
the characteristics that qualify them for the National Register (not just NRHP listed properties) 4) A 
description of the undertaking’s effects on historic properties 5) An explanation of why the criteria of 
adverse effect were found applicable, or inapplicable, including any conditions of future actions to 
avoid, minimize or mitigate adverse effects. 6) Relevant comparisons of alternatives and how historical 
assets are affected. footnote 3) As noted by the Colorado SHPO, Google Maps street view is not an 
appropriate method to evaluate resources in our county, as the vast majority is not covered. This review 
will require both site visits and archival research. 
 
Topics Identified in the Comment 

● Historical and Cultural Resources 
● NEPA and FAA Order 1050.1F 
● Noise Modelling 

● Noise Modelling Analysis 
● Purpose and Need of Project 
● Supplemental Noise - NPS 
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FAA Response for Comment #71 Topics 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Historical and Cultural Resources: The commenter mentioned the Environmental Assessment (EA) 
excludes the impact of noise at or below the Day Night Average Sound Level (DNL) of 65 decibels 
(dB) on noise sensitive areas, including historic and cultural properties. To comply with NEPA 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric; the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.    
   
However, the FAA recognizes that this standard may not be relevant to historical and cultural 
resources. As shown in Table 5-2, a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB 
increase in areas exposed to DNL 45 to 60 dB are considered reportable noise increases. In Section 5.6 
of the Final EA, the noise modelling analysis for the proposed Denver Metroplex Project indicated two 
areas of reportable noise grid points, which were investigated for the presence of historic and cultural 
properties. The FAA focused its efforts on identifying historic properties in the two areas of potential 
effect that could receive noise increases and considered the potential for overflight to introduce visual 
effects that could cause an alteration in the character of the historic property that qualify it for the 
National Register of Historic Places (National Register).  As depicted in Exhibit 5-2, the two areas are 
associated with the proposed aircraft flight procedures for Denver International Airport: the COORZ 
Area Navigation (RNAV) Standard Instrument Departure (SID) for westbound departures, the SLEEK 
(RNAV) SID for southbound departures.   
   
Under Section 106 of the National Historic Preservation Act, the FAA completed consultation with 
State and Local governments having jurisdiction or special expertise over historic and cultural 
resources. Additionally, the FAA entered into government-to-government consultation with forty-eight 
Native American Tribes having a legacy of occupation in the State of Colorado. Consultation with all 
of these parties did not identify any historic properties within the areas of potential effect for which a 
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quiet setting is a characteristic that qualifies it for the National Register, and that therefore could be 
affected at the lower level of reportable noise exposure. The FAA also considered the potential for the 
introduction of visual elements that could diminish the integrity of the property’s historic features. We 
compared the proposed procedures with current flight tracks within the areas of potential effect, and 
determined that there would be no new areas overflown, and therefore no potential to introduce new 
visual elements. The proposed procedures would not introduce flight tracks over sensitive areas 
changing any existing impacts on those historic properties and cultural resources. Consultation did not 
identify any traditional and cultural properties within the APE for which aircraft noise and/or aircraft 
overflights would have an effect on a historic property’s characteristics qualifying that property for the 
National Register. Therefore, the proposed Denver Metroplex Project would not have an adverse effect 
on historic properties. 
 
Noise Modelling: The commenter raised concerns with the noise modelling methodology. The noise 
analysis of the Preferred Alternative compared to the No Action Alternative completed for the Final 
Environmental Assessment (EA) was prepared using the Aviation Environmental Design Tool (AEDT) 
version 2d, which is the FAA’s required noise model. The FAA uses AEDT to model noise for flight 
track changes over large areas to analyze noise associated with the No Action Alternative and the 
Denver Metroplex Project proposed action. The AEDT 2d modelling tool provides detailed modelling 
to evaluate the effects of high-altitude airspace changes from the ground level up to 18,000 feet Above 
Ground Level. The AEDT 2d model utilizes an extensive aircraft performance and sound level 
database that includes information on variations in sound attributed to different types of aircraft and 
aircraft engines, aircraft speed, climb and descent thrust, and the altitude along a route. Detailed terrain 
data was inputted into the AEDT 2d model, which accounts for the elevation of each grid point or 
population centroid when calculating the distance between the grid point and the aircraft. The aircraft 
noise analysis prepared for the Denver Metroplex Project Final EA was conducted in compliance with 
FAA Order 1050.1F. 
 
Noise Modelling Analysis: To comply with the National Environmental Policy Act (NEPA) 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric. DNL is the FAA’s primary metric used to establish a yearly day/night average of cumulative 
noise energy exposure of individuals to noise resulting from aviation activities. The noise analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR). IFR-filed aircraft activity was 
forecasted for the years 2019 and 2024 and used to model conditions under both the No Action 
Alternative and the Preferred Alternative.   
   
The FAA’s noise guidelines for compliance with NEPA define a significant impact as an increase of 
DNL1.5 dB in areas exposed to aircraft noise of DNL 65 and higher. Using these criteria, the noise 
analysis results indicate that the Preferred Alternative when compared to the No Action Alternative 
would not result in a DNL 1.5 dB or higher increase in sensitive areas exposed to DNL 65 dB or 
higher.     
   
The compatibility of noise sensitive land use is evaluated through comparison with the compatibility 
guidelines provided in 14 CFR Part 150, Appendix A, table 1. The guidelines focus on areas exposed to 
noise levels of DNL 65 dB and greater. However, the FAA recognizes that this standard may not be 
relevant to certain noise sensitive areas. As shown in Table 5-2, a 3 dB increase in areas exposed to 
DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 to 60 dB are considered reportable 
noise increases. The FAA prepared the noise modelling analysis of the proposed flight procedures to 
account the reportable noise criteria. Experience has indicated that DNL increases 5 dB or more at 
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cumulative levels well below DNL 65 dB could be disturbing to people and become a source of public 
concern.    
   
The FAA identified three areas with lower levels of aircraft noise exposure, specifically, an increase of 
DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB.  Although this would result in a 
reportable aircraft noise exposure DNL 5 dB increase in areas exposed to DNL between 45 dB and 60 
dB, the project does not introduce noise that would affect the features, or attributes associated with the 
three areas that would adversely affect it. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Supplemental Noise - NPS: The FAA consulted with U.S. National Park Service to address their 
inquiry for the use of supplemental noise metrics for the proposed Denver Metroplex Project. Through 
consultation, the FAA carefully considered the National Park Service request to evaluate changes in 
noise using supplemental metrics other than the Day Night Level (DNL), as was done in the 2012 
Environmental Assessment (EA) for the initial introduction of Area Navigation (RNAV) and Required 
Navigation Performance (RNP) flight procedures in the Denver metropolitan area. As stated in FAA 
Order 1050.F, FAA may supplement DNL analysis on a case-by-case basis to characterize specific 
noise impacts. Specifically, FAA will “consider the use of appropriate supplemental noise analysis 
when it identifies, within the study area of a proposed action or alternative(s), one or more Section 4(f) 
properties (including, but not limited to, noise sensitive areas within national parks; national wildlife 
and waterfowl refuges; and historic sites including traditional cultural properties) where a quiet setting 
is a generally recognized purpose and attribute.”    
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In consultation with the National Park Service and their staff for Rocky Mountain National Park, the 
FAA declined to conduct supplemental noise metrics for the Denver Metroplex project. Because the 
proposed Denver Metroplex Project involves incremental changes and refinements to existing flight 
procedures, and would not affect the number or type of aircraft overflying Rocky Mountain National 
Park, the FAA determined that further analysis using supplemental metrics would not produce 
meaningfully different results than the 2012 analysis, or inform the environmental analysis specific to 
this action. For the same reason, the FAA believes that an analysis of natural ambient sound conditions 
or visitor response to noise would not provide insight into the differences between the No Action and 
Preferred Alternative. The FAA did evaluate noise impacts below threshold of significance in 
accordance with FAA Order 1050.1F, including increases in noise of DNL 5 dB or higher at 
cumulative levels down to DNL 45 dB as is our practice for air traffic actions. The Noise Analysis 
Protocol is provided in Appendix I: Denver Metroplex Noise Technical Report of the Final EA. 
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Comments-Responses 

Comment# 72   Submitted by: Chair  Gilpin County Historic Preservation Advisory Commission, 
Bret Johnson 
Comment Received: Adverse Effect on Gilpin County’s Historic Resources Due to the flawed analysis 
and metrics used to determine effects, the APE, the incomplete list of historic resources, and the 
report’s unclear presentation of its findings, it is difficult to provide a full and adequate response to this 
massive project as it specifically relates to Gilpin County. We provide one example below where a 
quiet setting, chosen for its natural scenic beauty and solitude, is home to a nationally significant 
historic resource. Lincoln Hills was the preeminent historic African American resort of the segregation 
era in the Rocky Mountain West. It was a welcoming destination for vacationers with limited options 
for travel and leisure due to discrimination. In the early 20th century, African Americans were forced 
to create their own opportunities for safe travel and leisure due to segregation. The Lincoln Hills 
Development Company (LHDC) was formed in 1922 by two African American entrepreneurs to 
provide a safe haven for travelers. The LHDC promoted the development as being “nestled within the 
grandeur of the everlasting hills, bathed in perpetual sunshine and fragrant with the odors of wild 
flowers and the health giving pine forests. . .” Within the Lincoln Hills resort community, Winks 
Lodge (NRHP listed, and currently being reviewed as a National Historic Landmark) was a major 
destination in the Rocky Mountain West, and cabin lots within the development attracted African 
American owners from across the country. Lincoln Hills also contains three buildings in Camp 
Nizhoni, the first dedicated camp for African American girls in Colorado and one of the earliest in the 
nation. Lincoln Hills flourished because of the outdoor opportunities it offered in the Rocky Mountain 
West. The mountain experience includes the peaceful, quiet setting with an emphasis on the beautiful 
natural environment. Increased noise and visual impacts will be a clear and adverse effect on the setting 
of Lincoln Hills, and would negatively impact its eligibility for historic designation. The HAC is 
requesting 180 days to review the new impacts to Gilpin County’s historical assets after more 
information has been provided in the EA and/or Errata. If the county had received adequate notification 
of the public process with complete information, we would have informed you of these significant 
historic resources and the potential adverse effects. We request that this project be delayed until a 
corrected response by the FAA under the requirements of Section 106 can be prepared. Gilpin 
County’s historic resources should be adequately reported, and the effect of the proposal should be 
adequately evaluated by metrics that are relevant to historic properties. Gilpin County should then be 
provided time to prepare a response to the corrected report, and we are requesting “consulting party” 
status to ensure that we are notified of all actions in the future. 
 
Topics Identified in the Comment 

● Historical and Cultural Resources 
 

 

FAA Response for Comment #72 Topics 
 
Historical and Cultural Resources: The commenter mentioned the Environmental Assessment (EA) 
excludes the impact of noise at or below the Day Night Average Sound Level (DNL) of 65 decibels 
(dB) on noise sensitive areas, including historic and cultural properties. To comply with NEPA 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric; the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
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forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.    
   
However, the FAA recognizes that this standard may not be relevant to historical and cultural 
resources. As shown in Table 5-2, a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB 
increase in areas exposed to DNL 45 to 60 dB are considered reportable noise increases. In Section 5.6 
of the Final EA, the noise modelling analysis for the proposed Denver Metroplex Project indicated two 
areas of reportable noise grid points, which were investigated for the presence of historic and cultural 
properties. The FAA focused its efforts on identifying historic properties in the two areas of potential 
effect that could receive noise increases and considered the potential for overflight to introduce visual 
effects that could cause an alteration in the character of the historic property that qualify it for the 
National Register of Historic Places (National Register).  As depicted in Exhibit 5-2, the two areas are 
associated with the proposed aircraft flight procedures for Denver International Airport: the COORZ 
Area Navigation (RNAV) Standard Instrument Departure (SID) for westbound departures, the SLEEK 
(RNAV) SID for southbound departures.   
   
Under Section 106 of the National Historic Preservation Act, the FAA completed consultation with 
State and Local governments having jurisdiction or special expertise over historic and cultural 
resources. Additionally, the FAA entered into government-to-government consultation with forty-eight 
Native American Tribes having a legacy of occupation in the State of Colorado. Consultation with all 
of these parties did not identify any historic properties within the areas of potential effect for which a 
quiet setting is a characteristic that qualifies it for the National Register, and that therefore could be 
affected at the lower level of reportable noise exposure. The FAA also considered the potential for the 
introduction of visual elements that could diminish the integrity of the property’s historic features. We 
compared the proposed procedures with current flight tracks within the areas of potential effect, and 
determined that there would be no new areas overflown, and therefore no potential to introduce new 
visual elements. The proposed procedures would not introduce flight tracks over sensitive areas 
changing any existing impacts on those historic properties and cultural resources. Consultation did not 
identify any traditional and cultural properties within the APE for which aircraft noise and/or aircraft 
overflights would have an effect on a historic property’s characteristics qualifying that property for the 
National Register. Therefore, the proposed Denver Metroplex Project would not have an adverse effect 
on historic properties. 
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Comments-Responses 

Comment# 73   Submitted by: Chait, Ilan 
Comment Received: On many days the constant noise of air traffic is heavily degrading the quality of 
life. We live in the mountains to enjoy a quiet serene atmosphere and have to listen to jets all day even 
inside our homes. Please reroute traffic through other areas. Thanks 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● Physical and Mental Health 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
● West SIDs 
 
 

FAA Response for Comment #73 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
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Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
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Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
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SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 74   Submitted by: Champion, Richard 
Comment Received: To Whom It May Concern; 
Re: Town of Columbine Valley comments for 
the proposed Denver Metroplex- Final 
Environmental Assessment 
The Town of Columbine Valley, as a community that could be severely impacted by the FAA 
proposed Denver Metroplex NextGEN Project, is acutely interested in the proposed Project and 
its plans to redesign various flight paths for commercial and general aviation in the Denver 
Metro area, especially as the changes may lead to additional noise in our quiet community. We 
are disappointed by the fact that the FAA has completely ignored most comments presented to 
the FAA regarding the Draft Environmental Assessment ("EA") while proceeding unabated with 
pushing the DEN-Metroplex without any regard for the health, welfare, safety and quality oflife 
ofresidents living underneath the proposed flight paths. We stand by our original comments. 
Below is a recap of what the Town of Columbine Valley, as a stakeholder in this process 
considers to be the most salient points of disagreement with the FAA' s take on the Final EA and 
decision to issue a FONSI; 
A. Altitude Restriction. The FAA arbitrarily set 3,000 feet Above Ground Level (AGL) as 
the threshold to analyze all impacts studied in the EA. Only impacts above 3,000' AGL 
were considered in the EA; none below: 
o The FAA considered noise and air quality impacts only above 3,000' AGL but 
nothing below that threshold where people live, work and play. It is no wonder 
that the EA's conclusion " .. . that a Finding of No Significant Impact is 
appropriate." (page 1310). 
o Aircraft are vectored for the sole purpose of landing at a specific destination after 
departure; they do not simply disappear in midair while descending below 3,000 
feet AGL. 
o The 3,000' AGL has no basis in law or fact and was decided upon internally by 
the FAA without rationale. 
o As a result, all noise and air quality data is deeply flawed and unresponsive to the 
requirement under National Enviromnental Policy Act of 1969 as amended (Pub.L. 91-190, 42 U.S.C. 
4321-4347, January 1, 1970, as amended by Pub. L. 94-52, 
July 3, 1975, Pub. L. 94-83, August 9, 1975, and Pub. L. 97-258, § 4(b), Sept. 13, 
1982); and, FAA Order 1050.lF.B. BRNKO & PINNR Approaches. The FAA claims (page 1307) that 
it collaborated with 
the Colorado Aviation Business Association (CABA) and the National Business Aviation 
Association (NBAA) to develop two approaches. This is incorrect. 
o The FAA developed these approaches from day one and never deviated from that 
position despite opposition from pilots and both associations. 
C. Cumulative Impacts. The FAA consistently misapplies, misinterprets or ignores the 
definition of "cumulative impacts" as defined by NEPA. The FAA correctly identified 
spatial and temporal boundaries but ignores the spatial relationship between above and 
below 3,000 ' AGL or the temporal impacts over the 5-year and 20-year planning 
horizons. 
o There can be no disconnect between altitudes when aircraft are directed to certain 
waypoints and airports. What goes up must come down. 
o The above is best demonstrated by the replacement of the PUFFR approach with 
the BRNKO approach, which takes aircraft well north of its current position, 
adding nearly about 50 miles to the intended destination. The aircraft must then 
descend below 3,000' AGL over areas that have not been impacted by constant 
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overflight in the past, irrespective of frequency, which most likely will include the 
Town of Columbine Valley. 
o The FAA limited its temporal review using a 5-year planning horizon and then 
only looked at runways and modifications to parallel runways to determine 
impact. It completely failed to look at the 39 new gates at Denver International 
Airport (DEN) which it is funding to add capacity to the airport, meaning more 
aircraft or look at the significant impacts of the i 11 runway planned by the airport 
to add capacity. 
o The FAA also failed to look at the historic growth of DEN that corresponds to the 
FAA's own 20-year forecast, the 2019-2039 Aerospace Forecast, which shows an 
increase of approximately ±9,000 additional flights per year for the next five 
years, which comes out to ±45,000 aircraft by 2024. That is a significant increase 
in potential noise and emissions impacts. Over 20 years that adds nearly 180,000 
new flights in an out of Denver; without a doubt necessitating additional tweaks 
to Metroplex. Cumulative impacts require the FAA to address such impacts now. 
D. FAA Reauthorization Act of 2018 and Congressionally Mandated Studies. The 
President signed the FAA Reauthorization Act of 2018 into law on October 5, 2018, more 
than a year ago since the Final EA was published on November 18, 2019. Under Subtitle 
"D". Congress mandated a number of Metroplex related studies and actions. Since the 
DEN- Metroplex is not time sensitive, we requested a moratorium. The FAA responded 
that "the U.S. Congress did not place a moratorium in implementation of the proposed 
DEN-Metroplex"; however, the U.S. Congress also did not prohibit the FAA from 
voluntarily imposing a hold. It is assumed that the FAA does not wish to agree to a 
voluntary moratorium until the studies are completed; however, due to the passage oftime between the 
issuance of the Draft EA and the Final EA, the deadline for two 
important studies mandated by Congress related to aircraft noise expired. 
o By October 5, 2019, the FAA was required to submit to Congress pursuant to 
Sections 173 and 188 of Subtitle "D" two studies related to aircraft noise metrics 
and the 65 Day-Night Level (DNL) standard. It is unclear that these deliverables 
were submitted to Congress, yet these studies have a direct bearing on noise 
studies and the impact on humans exposed to aircraft noise. 
o Again, the health and welfare of citizens near airports should not have to take a 
backseat to the FAA attempting to rush changes to airspace usage when time is 
not of the essence. 
o The FAA should place a voluntary hold on the implementation of the DEN 
Metroplex until all studies are completed; and, 
o The FAA should be required to make public the studies ordered by Congress that 
were due on October 5, 2019. 
The Town of Columbine Valley provides the following comments as part of the EA Comment 
Phase for Denver Metroplex-NextGEN Project. 
1) The information made available on the FAA website concerning the Denver 
Metroplex Project is somewhat informative however the procedures and 
routings shown on the website are very general and only minimally 
demonstrate the potential impacts to the Town of Columbine Valley. In fact, 
we could only make an educated guess where the Town was located because 
of the general nature of the maps. The materials presented little to no 
information on low altitude routes or the cumulative effect of concentrated air 
traffic on any local communities. As a result of the redesign, matters of 
specific interest to the Town require significant extrapolation to project what 
impacts may occur. This lack of detail and transparency is not in keeping with 
the spirit of full disclosure required by your own rules. 
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2) As the FAA refines the preliminary Metroplex design, the Town encourages 
the FAA to coordinate with local communities on the development of the draft 
environmental assessment ("EA"), including the noise modeling that will be 
contained in the EA, the standards for determining significant impacts, the 
manner in which changes to low-altitude routes will be addressed in the study 
and any specific findings from the EA that may affect the Town. This is 
particularly important in consideration of the experiences of other 
communities that have completed a Metroplex redesign and the many reports 
of elevated noise complaints and lawsuits following the implementation of a 
redesign in other metropolitan areas; such as Seattle, Northern California, 
Phoenix, Los Angeles, Chicago, Baltimore and Washington DC. 
3) The Town reserves the right to forward additional comments concerning the 
Denver Metroplex Project once it receives supplementary information from 
the FAA.The Town of Columbine Valley, as part of the Preliminary Design Comment 
Phase for Denver Metroplex-NextGEN, requests this letter to be entered into 
the public comment record for the Project. Additionally, we request that any 
notices made to the public be forwarded to our offices at the following 
address: 
Town of Columbine Valley 
Attn: Mayor and Trustee Boyle 
2 Middlefield Road 
Columbine Valley, CO 80123 
The Town appreciates the opportunity to participate in the community outreach for the Denver 
Metroplex Project and encourages contact and outreach from the FAA as part of its EA process. 
Sincerely, 
Richard A. Champion 
Mayor 
Town of Columbine Valley 
Trustee Kathy Boyle 
JD McCrumb, Town Administrator 
Lee Schiller, Town Attorney 
Town of Columbine Valley Trustees 
 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● BRNKO STAR 
● Comment Period 
● Cumulative Impacts 
● FAA Reauthorization Act of 2018 
● Google Earth Files 
● NEPA and FAA Order 1050.1F 

● Noise Modelling 
● Physical and Mental Health 
● Public Outreach/Public Involvement 
● Projected Changes in Aircraft Noise 
Exposure 
 
 

FAA Response for Comment #74 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
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atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
BRNKO STAR: The workload for managing air traffic on the existing PUFFR (RNAV) STAR flight 
procedure is intensive for air traffic controllers as it requires them to maintain separation between 
aircraft arrivals at Centennial Airport and aircraft arrivals and departures at Denver International 
Airport. The workload intensity has been identified as a potential safety risk, notably during periods of 
heavy air traffic operations in the Denver area airspace. The FAA is proposing to replace the existing 
PUFFR (RNAV) STAR with the proposed BRNKO (RNAV) STAR to enhance safety and efficiency 
for air traffic flow from the north arriving to Centennial Airport. The BRNKO (RNAV) STAR was 
developed in collaboration with the user groups including National Business Aviation Association and 
the Colorado Aviation Business Association to meet all safety and efficiency requirements. 
Additionally, the proposed PINNR (RNAV) STAR was developed to accommodate arrivals from the 
north. 
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Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
Cumulative Impacts: Consideration of cumulative impacts applies to the impacts resulting from the 
implementation of the proposed Denver Metroplex Project combined with other actions. A cumulative 
impact is defined as an impact on the environment, which results from the incremental impact of the 
action when added to other past, present, and reasonably foreseeable future actions regardless of what 
agency (federal or non-federal) or person undertakes such other actions.   
   
Analyzing cumulative effects is considered within geographic (spatial) and time (temporal) boundaries. 
Reasonably foreseeable future actions refers to projects that would likely be completed before 2024 
and do not include those actions that are highly speculative or indefinite. The type of projects 
considered under the cumulative impact analysis were primarily limited to airfield projects, specifically 
projects that directly affect or involve runways and modifications to parallel taxiways. These type of 
projects may effect aircraft flight operations. A comprehensive search of the FAA Airport Capital 
Improvement Programs for the identified Study Airports yielded no substantive runway endpoint or 
elevation changes within the timeline horizons of the Final Environmental Assessment. The Preferred 
Alternative, when considered with other past, present, and reasonably foreseeable projects would not 
would not exceed the thresholds of significance for the resource categories analyzed in the Final 
Environmental Assessment. Therefore, no cumulative impacts would be anticipated. The No Action 
Alternative does not involve a proposed project that could contribute to the effects of past, present, or 
reasonably foreseeable projects. Therefore, no cumulative impacts would be anticipated under the No 
Action Alternative. 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
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FAA Reauthorization Act of 2018: The FAA Reauthorization Act of 2018 specifies congressionally 
mandated directives for which the FAA is responsible for completing at varied timelines.  In 
accordance with the congressionally mandated directives, the FAA will comply and adhere to the 
timelines. While the requested directives are being completed, the U.S. Congress did not place a 
moratorium on implementation of the proposed Denver Metroplex Project, or any Metroplex project. 
 
Google Earth Files: The FAA released information on the proposed Denver Metroplex Project in 
Google Earth format. This information is provided to allow the public to better understand the 
proposed procedures and the results of the noise analysis. These files can be downloaded from the 
project website at  
http://www.metroplexenvironmental.com/denver_metroplex/denver_docs.html. 
The information provided in Google Earth format includes the following: 
• The flight corridors for the No Action Alternative and the Proposed Action depicted in the exhibits in 
Chapter 3 of the Final Environmental Assessment (EA) 
• The AEDT model flight tracks used to complete the noise analysis prepared for the Final EA and to 
develop the flight corridors depicted in exhibits in Chapter 3 of the Final EA 
• The procedure route designs including waypoints 
• The results of the noise analysis for each grid point modeled under each scenario [i.e., Existing 
Conditions, No Action Alternative (2019 and 2024), and Proposed Action (2019 and 2024)]. As 
discussed in Section 5.1.2, three groups of points were modeled: 2010 Census block centroids, grid 
points at 0.5-nautical mile intervals located on a uniform grid that covers the entire General Study 
Area, and unique points representing Section 4(f) resources and historic sites listed on the National 
Register of Historic Places. 
Because of the size of the data presented, the files that present the flight corridors, flight tracks, and 
procedure routes are broken up by area: Centennial Airport (APA) only, Denver International Airport 
(DEN) only – East, DEN only – Northeast, DEN only – Northwest, DEN only Southeast, DEN only – 
Southwest, DEN only – West and non-APA Airport Satellites. More information on the noise analysis 
process, including development of the AEDT model flight tracks can be found in the Denver Metroplex 
Noise Technical Report, available at 
http://www.metroplexenvironmental.com/denver_metroplex/denver_docs.html The Google Earth 
application can be downloaded from https://www.google.com/earth/. Information on how to use 
Google Earth, including tutorials, is provided at https://www.google.com/earth/learn/. Please note that 
due to file size and depending the internet connection speed, the files may take some time to download 
into Google Earth. 
 
Noise Modelling: The commenter raised concerns with the noise modelling methodology. The noise 
analysis of the Preferred Alternative compared to the No Action Alternative completed for the Final 
Environmental Assessment (EA) was prepared using the Aviation Environmental Design Tool (AEDT) 
version 2d, which is the FAA’s required noise model. The FAA uses AEDT to model noise for flight 
track changes over large areas to analyze noise associated with the No Action Alternative and the 
Denver Metroplex Project proposed action. The AEDT 2d modelling tool provides detailed modelling 
to evaluate the effects of high-altitude airspace changes from the ground level up to 18,000 feet Above 
Ground Level. The AEDT 2d model utilizes an extensive aircraft performance and sound level 
database that includes information on variations in sound attributed to different types of aircraft and 
aircraft engines, aircraft speed, climb and descent thrust, and the altitude along a route. Detailed terrain 
data was inputted into the AEDT 2d model, which accounts for the elevation of each grid point or 
population centroid when calculating the distance between the grid point and the aircraft. The aircraft 
noise analysis prepared for the Denver Metroplex Project Final EA was conducted in compliance with 
FAA Order 1050.1F. 
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Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
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exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
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Comments-Responses 

Comment# 75   Submitted by: Chavez, Patricia 
Comment Received: The increase in noise because of airline traffic here in GIipin County is 
unacceptable!!!!!!!!! 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Potential Increase in Aircraft Operations 
● Purpose and Need of Project 

● West SIDs 
 
 

FAA Response for Comment #75 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
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or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
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Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 76   Submitted by: Christman, Laura 
Comment Received: To Whom It May Concern: 
The undersigned has read the Final Environmental Assessment and the responses to Public 
Comment set forth therein. 
Public Comment overwhelming requested that the FAA follow NEPA guidelines and issue a full 
Environmental Impact Statement. These objection letters listed a host of reasons, including 
without limitation, the fact that the Draft EA did not address the cumulative impact of noise 
and pollution on long established communities and schools never subjected in the past to 
significant aviation noise or particulate pollution. 
The Final Environmental Assessment is full of misrepresentations and omissions. One of the 
most significant is the failure to address health impacts generated by noise and pollution on 
children, disadvantaged neighborhoods and schools. The FAA expressly states that a safe base 
level of noise and health impacts on children has not been determined, addresses the impact 
on historic places, and then ignores the impact on schools. 
Again, the undersigned requests that a complete Environmental Impact Statement be prepared 
correcting the omissions and inaccuracies contained in the Environmental Assessment. 
Furthermore a full Environmental Impact Statement would determine the actual impact on the 
health of children and on the impact of noise on education in schools which will be within the 
new flight paths. Ignoring the impact of noise on schools is not in compliance with any FAA or 
NEPA regulations or guidelines. 
At one time noise and air pollution were simply deemed annoyances. That is no longer the 
case, studies including those conducted at the behest of the FAA show that noise and aviation 
generated air pollution have serious negative impacts on both health and education. A full 
NEPA Environmental Impact Statement is needed to determine if schools and communities that 
will for the first time have significant aviation flight paths overhead will suffer as a result. 
The FAA wants to rush the approval of the new flight paths for convenience purposes. The FAA 
has admitted that the current flight paths do not present a safety hazard to air travel. Our 
communities and schools are merely requesting that they be given the due consideration and 
protections afforded by and consistent with NEPA. The Final Environmental Assessment with 
its inaccuracies and omissions is an unbalanced, self- serving and disingenuous document. 
Respectfully submitted, 
Laura Jean Christman 
18 Cherry Lane Drive 
Cherry Hills Village, Colorado 80113 
 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● Children's Environmental Health and Safety 
● Cumulative Impacts 
● Environmental Justice 
● Historical and Cultural Resources 
● Level of NEPA Review 

● NEPA and FAA Order 1050.1F 
● Particulate Matter 
● Physical and Mental Health 
 
 

FAA Response for Comment #76 Topics 
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Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Children's Environmental Health and Safety: Concerns were expressed over the long-term negative 
health impacts associated with inhalation of various pollutants, including fine particulate matter and its 
impact on children’s health and cognitive skills such as reading, memory and standardized test scores. 
Pursuant to Executive Order 13045, Protection of Children from Environmental Health Risks and 
Safety Risks, federal agencies are directed, as appropriate and consistent with the agency’s mission, to 
identify and assess environmental health and safety risks that may disproportionately affect children. 
Environmental health risks and safety risks are attributable to products or substances that a child is 
likely to come in contact with or ingest or other products they might use or be exposed to.   
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As discussed in Section 5.2.1, changes associated with the proposed Denver Metroplex Project would 
occur at or above 3,000 feet Above Ground Level (AGL). Aircraft emissions above the mixing height 
do not have an effect on pollution concentrations at ground level. In addition, changes in air traffic 
procedures above 1,500 feet AGL and below the mixing height “would have little if any effect on 
emissions and ground concentrations.” (72 Fed. Reg. 6641 (February 12, 2007). Accordingly, there 
would be no increase in environmental health and safety risks that could disproportionately affect 
children. 
 
Cumulative Impacts: Consideration of cumulative impacts applies to the impacts resulting from the 
implementation of the proposed Denver Metroplex Project combined with other actions. A cumulative 
impact is defined as an impact on the environment, which results from the incremental impact of the 
action when added to other past, present, and reasonably foreseeable future actions regardless of what 
agency (federal or non-federal) or person undertakes such other actions.   
   
Analyzing cumulative effects is considered within geographic (spatial) and time (temporal) boundaries. 
Reasonably foreseeable future actions refers to projects that would likely be completed before 2024 
and do not include those actions that are highly speculative or indefinite. The type of projects 
considered under the cumulative impact analysis were primarily limited to airfield projects, specifically 
projects that directly affect or involve runways and modifications to parallel taxiways. These type of 
projects may effect aircraft flight operations. A comprehensive search of the FAA Airport Capital 
Improvement Programs for the identified Study Airports yielded no substantive runway endpoint or 
elevation changes within the timeline horizons of the Final Environmental Assessment. The Preferred 
Alternative, when considered with other past, present, and reasonably foreseeable projects would not 
would not exceed the thresholds of significance for the resource categories analyzed in the Final 
Environmental Assessment. Therefore, no cumulative impacts would be anticipated. The No Action 
Alternative does not involve a proposed project that could contribute to the effects of past, present, or 
reasonably foreseeable projects. Therefore, no cumulative impacts would be anticipated under the No 
Action Alternative. 
 
Environmental Justice: An environmental justice analysis considers the potential for impact on 
minority and low-income populations of the proposed Denver Metroplex Project as compared to the No 
Action Alternative. In weighing whether the proposed Denver Metroplex Project raises environmental 
justice concerns, the FAA considers whether a proposed action may have disproportionately high and 
adverse human health or environmental effects on minority and low-income populations. This analysis 
draws on the findings of the other impact analyses, particularly noise, land use, and air quality. If these 
factors exist, there is not necessarily a significant impact; rather, the FAA must evaluate these factors 
in light of context and intensity to determine if there are significant impacts.   
   
Implementation of the proposed Denver Metroplex Project would not adversely affect air quality or 
land use within the General Study Area. Additionally, the results of the noise modelling analysis 
alternative indicate that changes in aircraft noise exposure would be below the threshold of significance 
when comparing the proposed Denver Metroplex Project and the No Action Alternative. As a result, 
there are no disproportionate impacts on minority, or low-income populations of the proposed Denver 
Metroplex Project as compared to the No Action Alternative. 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
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required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Historical and Cultural Resources: The commenter mentioned the Environmental Assessment (EA) 
excludes the impact of noise at or below the Day Night Average Sound Level (DNL) of 65 decibels 
(dB) on noise sensitive areas, including historic and cultural properties. To comply with NEPA 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric; the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.    
   
However, the FAA recognizes that this standard may not be relevant to historical and cultural 
resources. As shown in Table 5-2, a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB 
increase in areas exposed to DNL 45 to 60 dB are considered reportable noise increases. In Section 5.6 
of the Final EA, the noise modelling analysis for the proposed Denver Metroplex Project indicated two 
areas of reportable noise grid points, which were investigated for the presence of historic and cultural 
properties. The FAA focused its efforts on identifying historic properties in the two areas of potential 
effect that could receive noise increases and considered the potential for overflight to introduce visual 
effects that could cause an alteration in the character of the historic property that qualify it for the 
National Register of Historic Places (National Register).  As depicted in Exhibit 5-2, the two areas are 
associated with the proposed aircraft flight procedures for Denver International Airport: the COORZ 
Area Navigation (RNAV) Standard Instrument Departure (SID) for westbound departures, the SLEEK 
(RNAV) SID for southbound departures.   
   
Under Section 106 of the National Historic Preservation Act, the FAA completed consultation with 
State and Local governments having jurisdiction or special expertise over historic and cultural 
resources. Additionally, the FAA entered into government-to-government consultation with forty-eight 
Native American Tribes having a legacy of occupation in the State of Colorado. Consultation with all 
of these parties did not identify any historic properties within the areas of potential effect for which a 
quiet setting is a characteristic that qualifies it for the National Register, and that therefore could be 
affected at the lower level of reportable noise exposure. The FAA also considered the potential for the 
introduction of visual elements that could diminish the integrity of the property’s historic features. We 
compared the proposed procedures with current flight tracks within the areas of potential effect, and 
determined that there would be no new areas overflown, and therefore no potential to introduce new 
visual elements. The proposed procedures would not introduce flight tracks over sensitive areas 
changing any existing impacts on those historic properties and cultural resources. Consultation did not 
identify any traditional and cultural properties within the APE for which aircraft noise and/or aircraft 
overflights would have an effect on a historic property’s characteristics qualifying that property for the 
National Register. Therefore, the proposed Denver Metroplex Project would not have an adverse effect 
on historic properties. 
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Level of NEPA Review: The FAA’s primary mission is to provide the safest, most efficient aerospace 
system in the world. National Environmental Policy Act (NEPA) compliance and other environmental 
responsibilities are integral components of that mission. The FAA is responsible for complying with 
the procedures and policies of NEPA and other environmental laws, regulations, and orders applicable 
to FAA actions. Under NEPA, the Federal Agencies are required to disclose to decision-makers and the 
interested public a clear and accurate description of the potential environmental impacts that could 
arise from proposed Federal actions. The FAA decision-making process must consider and disclose the 
potential impacts of a proposed action and its alternatives on the quality of the human environment.    
   
In meeting its NEPA obligations, the FAA should seek to achieve the policy objectives of 40 CFR § 
1500.2 to the fullest extent possible. Once the FAA determines that NEPA applies to a proposed action, 
it needs to decide on the appropriate level of review. The three levels of NEPA review are Categorical 
Exclusion (CATEX), Environmental Assessment (EA), and Environmental Impact Statement (EIS). An 
EA is a concise public document that briefly provides sufficient evidence and analysis for determining 
whether to prepare an Environmental Impact Statement (EIS) or a Finding of No Significant Impact 
(FONSI). The purpose of an EA is to determine whether a proposed action has the potential to 
significantly affect the human environment. Specifically, the Final EA for the proposed Denver 
Metroplex Project considered the potential effects on the environmental resource categories identified 
in FAA Order 1050.1F. The FAA uses the corresponding thresholds that serve as specific indicators of 
significant impact for some environmental impact categories.    
   
The FAA evaluated the Preferred Alternative and the No Action Alternative, as required under NEPA. 
The results of the analysis indicate that the Preferred Alternative would not exceed the thresholds of 
significance for any of the resource impact categories analyzed. The Final EA presents sufficient 
evidence and analysis in determining that preparation of a FONSI is appropriate and that no EIS is 
required in accordance with NEPA. 
 
Particulate Matter: The proposed Denver Metroplex Project would not result in accumulation of 
particulate matter or any other pollutant at ground level.  The proposed Denver Metroplex Project is a 
type of action that promotes the safe, orderly, and expeditious flow of aircraft traffic including airport, 
approach, departure and en route air traffic control, and therefore, is presumed to conform as emissions 
from this type of action is below the applicable de minimis levels.   
   
As discussed in Section 5.2.1 of the Final Environmental Assessment changes associated with 
proposed Denver Metroplex Project would occur at or above 3,000 feet above ground level (AGL). 
Any operational changes that could result in an increase in fuel burn would occur at 3,000 feet AGL or 
above and would not result in an increase in emissions and ground concentrations. The 3,000 feet AGL 
mixing height, identified in both the Environmental Protection Agency’s (EPA) General Conformity 
Regulations and in the FAA’s published list of presumed to conform actions, represents an annual 
national average. Aircraft emissions above the mixing height do not have an effect on pollution 
concentrations at ground level. In addition, changes in air traffic procedures above 1,500 feet AGL and 
below the mixing height “would have little if any effect on emissions and ground concentrations” (72 
Fed. Reg. 6641 (February 12, 2007)). 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
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health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
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Comments-Responses 

Comment# 77   Submitted by: Clarke, Cheryle 
Comment Received: This proposed plan is dangerous to the survival of wildlife inhabiting the 
Arapahoe National Forest. The FAA gave no thought to the savage effect on these animals. The FAA 
gave no thought to the impact on the residents of the affected area. This is not just an area where 
casinos are located. The nonstop noise, chemical contamination and and damage to the housing areas 
and camping facilities would render this area a wasteland. Stupid ideas, and this is one, can be fixed. 
The FAA needs to fix this now. Unilateral acts, such as this one, without consulting the impacted 
communities, cannot be allowed to stand. The FAA has a duty to contact communities that it plans 
decimate prior to issuing these edicts. The Arapahoe National Forest and the surrounding housing 
areas, campgrounds, and the defenseless animals who will die, along with the fragile eco-system that 
cannot be replaced must be a prime consideration. Rescind this plan immediately. 
 
Topics Identified in the Comment 

● DOT Section 4(f) Resources 
● Public Outreach/Public Involvement 

 
 

FAA Response for Comment #77 Topics 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
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Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
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Comments-Responses 

Comment# 78   Submitted by: Clavette, Brian 
Comment Received: This plan is absurd!   To funnel all air traffic over our area will unfairly subject 
us to non stop jet noise.  Keep the flights spread out so we catch a break between flights.  Share your 
noise with Boulder to the North.   This funneling unfairly subjects our rural canyon to the brunt of the 
air traffic noise.  Please reconsider as you are directly adversely affecting our quality of life 
 
Topics Identified in the Comment 

● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #78 Topics 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
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procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 79   Submitted by: Coffey, Brian 
Comment Received: I am very much against the proposed routes going over Nederland. We have live 
here for almost 3 years and love it except for one thing: the engine noise from the aircraft leaving DIA. 
There is an established flight path that goes almost directly overhead our house. The noise is quite 
noticeable and annoying at this elevation (8300ft). Please reroute to the south of Nederland where the 
population is less dense. You can make the route over Corona Pass like I used to fly when I was in the 
National Guard. Right now you have planes flying directly over Barker Reservoir and Rainbow lakes. 
Both of these harbor the drinking water watersheds for Boulder County. 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● Altitude/Mean Sea Level 
● Existing Arcraft Noise 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #79 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
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The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Altitude/Mean Sea Level: Airspace classes are defined by regulations in 14 CFR part 71. Class A 
airspace covers the highest altitudes of above 18,000 feet Mean Sea Level. Unless specially authorized, 
all aircraft in Class A airspace must operate under Instrument Flight Rules. Class B airspace generally 
includes airspace from the surface to 10,000 feet Mean Sea Level around the busiest airports and is 
individually tailored to contain all published instrument flight procedures for that airport. Class B 
airspace typically consists of a surface area around the airport and two or more layers that increase in 
size. Airspace altitudes are expressed in Mean Sea Level because it is a consistent measurement for 
aircraft flight operations, while Above Ground Level varies with the local terrain. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   



3 
 

Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 80   Submitted by: Colas, Mary 
Comment Received: We live in a quiet mountain area without traffic  noise  street lights or other loud 
noises....the aircraft traffic has already increased in the last few years and adding more will decrease 
the value of our quiet mountain community   as well as possibly affecting the wildlife we share this 
beautiful Canyon with.  
If it's not ok for Boulder  it's not ok for Coal Creek Canyon 
 
Topics Identified in the Comment 

● DOT Section 4(f) Resources 
● Potential Increase in Aircraft Operations 
● West SIDs 

 
 

FAA Response for Comment #80 Topics 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
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reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
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2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 81   Submitted by: Colgin, Sherill 
Comment Received: Bedtime the noise is loud. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 

● Sleep Disturbance/Speech Interference 
 
 

FAA Response for Comment #81 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
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Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
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Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Sleep Disturbance/Speech Interference: The commenter recommended calculating different types of 
supplemental noise metrics to explain sleep disturbance and/or speech interference. A benefit of 
supplemental noise metrics is to help the public reach a better understanding of potential noise impacts. 
If the noise modelling analysis indicates a potential significant impact, FAA Order 1050.1F 
recommends additional information related to the human response to noise that is appropriate for the 
specific proposal. Additional information may include supplemental metrics applicable to sleep 
disturbance and/or speech interference. Such supplemental noise analysis is not, by itself, a measure of 
adverse aircraft noise or significant aircraft noise impact. As discussed in Chapter 5 of the EA, the 
noise modeling analysis indicated that the proposed Denver Metroplex project would not result in 
changes to noise exposure that exceed the significant noise threshold for the forecasted years of 2019 
and 2024. Therefore, the use of optional supplemental noise metrics are not warranted because they not 
would help explain the potential for cumulative noise exposure. 
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Comments-Responses 

Comment# 82   Submitted by: Colwyn, David 
Comment Received: I live in South Boulder, and periodically notice flights passing over my 
neighborhood. My two year-old really likes watching the planes. Noise from the planes is absent or 
minimal, and I wouldn't even have thought about it except that some neighbors have complained 
bitterly about them. They haven't been able to explain what they dislike, simply that they "don't like 
them" and "flights should go over someplace else." Even if they did have some rational objection, I 
would still feel if that westbound flights from DIA have to pass over somewhere, it is reasonable for 
our neighborhood to have some share of the total. 
 
Topics Identified in the Comment 

● No Concerns Identified 
 

 

FAA Response for Comment #82 Topics 
 
No Concerns Identified: Thank you for your comment. 
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Comments-Responses 

Comment# 83   Submitted by: Comella, Vincent 
Comment Received: Reference: Rocky Mountain Metropolitan Airport (BJC) We have seen an 
exponential increase in flights (prop and jet) directly over our house. When we bought out house in 
2013 there were few flights. The airport has made several expansions to include jet traffic and recently 
added another flight school with an additional 100 aircraft. Sometimes we have loud aircraft passing 
over our house as many as 5 or six in a half-hour period at low altitude. We are affected inside the 
house and are unable to utilize our deck and patio space. It sounds like a war zone here and has created 
a living hell for us. Volunteer flight path adjustments have been ignored by the pilots. The planes fly 
over a school and two hospitals at low altitude. The pilots are in training and it is only a matter of time 
before one of these pilots makes a mistake or there is a mechanical failure resulting in a crash. This 
airport is completely surrounded by densely developed neighborhoods. The airport expansions I spoke 
of above were done without consultation or consideration of these neighborhoods. Please take 
appropriate action to invoke mandatory flight paths that do not place the planes over our 
neighborhoods. The cities of Louisville and Superior have hired consultants to provide 
recommendations to no avail. Sincerely, Vincent A. Comella 
 
Topics Identified in the Comment 

● Community Noise Roundtable 
● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● General Aviation/Visual Flight Rules 
● Public Outreach/Public Involvement 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #83 Topics 
 
Community Noise Roundtable: The FAA Advisory Circular AC No: 150/5050-4A, October 28, 2019, 
provides information on community/public involvement in airport planning.  The Advisory Circular is 
intended to advise airport sponsors, planners, and the public on the benefits of early public participation 
in airport planning, and the methods by which this participation may be achieved. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
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Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
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Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
General Aviation/Visual Flight Rules: The commenter raises concerns that the impacts to general 
aviation and aircraft operating under Visual Flight Rules (VFR) were not considered in the Final 
Environmental Assessment. When operating outside certain categories of controlled airspace, aircraft 
operating under VFR are not required to be in contact with ATC. Because these aircraft operate at the 
pilot’s discretion and are often not required to file flight plans, the FAA has very limited information 
about these operations. Consequently, there is no known source for comprehensive route, altitude, 
aircraft type, and frequency information for VFR operations in the General Study Area. However, even 
if complete information were available for VFR operations, the proposed Denver Metroplex Project 
would not require any changes to routing or altitudes to accommodate these operations. If they could be 
modeled, they would use the same flight routes and altitudes under the No Action Alternative and the 
Preferred Action for the Denver Metroplex Project. Their operations would not be affected by the 
forecast conditions in 2019 (the proposed first year of implementation) and 2024 (five years after 
implementation) for either the No Action Alternative or the Preferred Action for the Denver Metroplex 
Project. Therefore, VFR aircraft were not included in the analysis. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
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RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
 



1 
 

Comments-Responses 

Comment# 84   Submitted by: Conrath, Katie 
Comment Received: We completely disagree with this!  Also  it would have been a common courtesy 
to properly and timely inform the residents of Gilpin and Jefferson counties that the FAA is trying to 
implement this.  We had no warning.  This is extremely unprofessional.  We are not against flight paths  
but they need to be dispersed evenly.  And if they are not reducing the amount of flight (which we 
know they are not)  then the amount of carbon emissions is exactly the same  it is just concentrated 
over our particular area. 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● Potential Increase In Fuel Burn and 
Emissions 
● Public Outreach/Public Involvement 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
● West SIDs 
 
 

FAA Response for Comment #84 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
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The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Potential Increase In Fuel Burn and Emissions: The commenter raised a concern regarding aircraft 
emission. As described in Section 5.2.3 of the Final Environmental Assessment under the proposed 
Denver Metroplex Project there would be a slight increase in fuel burn (1.83 percent in 2019 and 1.85 
percent in 2024) when compared to the No Action Alternative. While increased fuel burn corresponds 
with an increase in emissions, operational changes that could result in an increase in fuel burn would 
occur at 3,000 feet AGL or above and would not result in an increase in ground concentrations. Any 
operational changes that could result in an increase in fuel burn would occur at or above 3,000 feet 
AGL. As discussed above, procedures above 3,000 feet AGL are considered a de minimis action, 
would have little if any effect on emissions and ground concentrations of criteria pollutants, and are 
presumed to conform to all applicable State Implementation Plans.( 72 Fed. Reg. 6641 (February 12, 
2007). 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 



3 
 

procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
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an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 85   Submitted by: Conyers, Danielle 
Comment Received: I am all for increasing efficiency and reducing carbon footprints  but people that 
live off 72 in the canyon moved here to escape the noise of the city. I for one take solace in the quite 
mountain atmosphere and do not want to be enjoying my coffee on my deck while looking out at the 
Indian Peaks and be disturbed by a passing commercial flight. 
 
In addition to the disturbance this will cause to the people of the canyon  I'm worried this added noise 
pollution will have an adverse affect on local wildlife. 
 
DIA was built so far east for a reason. Keep flight paths out of our canyons. 
 
Topics Identified in the Comment 

● DOT Section 4(f) Resources 
● Projected Changes in Aircraft Noise 
Exposure 

 
 

FAA Response for Comment #85 Topics 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
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a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
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for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
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Comments-Responses 

Comment# 86   Submitted by: Courtney, Jonathan 
Comment Received: I urge you to extend the public comment period for these changes. Affected 
communities in Gilpin and Jefferson County had no notice that a change was being considered. 
 
Topics Identified in the Comment 

● Comment Period 
● Public Outreach/Public Involvement 

 
 

FAA Response for Comment #86 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
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documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
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Comments-Responses 

Comment# 87   Submitted by: Cowherd, Bonnie 
Comment Received: I just left a meeting with my community members that was addressing the 
Environmental Assessment for the Denver Metroplex project.  Most of us in Gilpin County are just 
finding out about the new proposed traffic routes over our county.  This is because we were not 
included in the meetings held earlier this year. Considering the effects that this project has on our area  
I am very surprised that the FAA did not talk with those of us who live in Gilpin County.  Not one 
person at this meeting was in favor of the amount of air traffic that you are proposing.  No one believes 
that somebody else should have to deal with it all AND every voice that I heard agreed that it should be 
a shared burden as air traffic grows.  Establishing a corridor(s) that essentially puts back to back planes 
over Gilpin County will not only affect our natural environment in detrimental ways  it will cause harm 
to our wildlife and lead to the destruction of the beauty and peace of Golden Gate State Park and the 
James Peak Wilderness areas.  My husband and I moved to this area for the natural beauty and quiet 
that it affords its residents.  We do without local grocery stores or doctors or other "conveniences" that 
are on the Front Range.  It is well worth giving up those extras and we choose to do that.  However  we 
did not count on the FAA creating a plan that would be such a detriment to Gilpin County.  We are 
very willing to share the "load of air traffic increases."  However  it seems unfair and unreasonable to 
change traffic patterns so that only a few communities carry the whole load.  Please reconsider the 
paths and either keep the previous plan of the larger range of options for traveling west out of Denver  
or devise a new plan that is not so destructive to the environment of Gilpin County. 
 
Topics Identified in the Comment 

● DOT Section 4(f) Resources 
● Public Outreach/Public Involvement 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

● West SIDs 
 
 

FAA Response for Comment #87 Topics 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 



2 
 

Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
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from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
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The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 88   Submitted by: Cowherd, Tom 
Comment Received: My wife and I live in Gilpin County, Missouri Lakes Area, and moved here 6 !/2 
years ago to enjoy the Colorado mountain beauty and clean environment. We have just heard of your 
plan to change the flight patterns from DIA west. For a while, we had no issues with air traffic out of 
Denver. We recently have noticed an increase in traffic. We just attended a meeting at the Gilpin 
County community center to get information about the air traffic crossing our area. We understand that 
Gilpin County was left out of any informational meeting about what was going on. The meeting 
included representatives from our senator’s office and our county commissioner. The information we 
heard was that the FAA refused to extend the time for hearing comments from Gilpin County and that 
we had two days to respond. Obviously, this makes it pretty impossible for all Gilpin residents to share 
the concern we have for our county and how it will be affected by the new plan. The large group of 
people who were present at the meeting voiced their concern on finding ways to change your decision. 
We would ask you to send representatives to this area to discover the impact that the new western 
routes would have on our environment before implementing your plan. Our group hopes that in talking 
with your organization, we would be able to find a plan that seems equitable to all parties. It is our 
hope that we do not have to take stronger measures to be heard. Please help us with this issue. 
 
Topics Identified in the Comment 

● Comment Period 
● Potential Increase in Aircraft Operations 
● NEPA and FAA Order 1050.1F 
● Public Outreach/Public Involvement 

● Purpose and Need of Project 
● West SIDs 
 
 

FAA Response for Comment #88 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
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proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
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Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
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than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 89   Submitted by: cox, andrea 
Comment Received: I live in Gilping county and we are dealing with an increasing jet noise.  Gilpin is 
home to the James Peak Wilderness Area and Golden Gate Canyon State Park â€” both of which are 
treasured public lands that would be greatly disturbed by an increase in air traffic overhead. I request 
that you take the concerns of us constituents into account as you complete the Denver Metroplex 
project and consider the best flight paths.  It is unacceptable that our county has not been included in 
the conversations. 
 
Thank you. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Potential Increase in Aircraft Operations 
● Public Outreach/Public Involvement 

 
 

FAA Response for Comment #89 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
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303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
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Comments-Responses 

Comment# 90   Submitted by: Craviotto, Cathleen 
Comment Received: There seems to be excessive air traffic over our house at times. Is it possible to 
re-route to avoid this? 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #90 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 91   Submitted by: Crawford, Sue 
Comment Received: I've noticed more jets flying over Gilpin County in the last year or so. In the 
evening the traffic is nearly constant over my otherwise quiet mountain home. Very aggravating! Route 
jets up I-70 where there's already a lot of engine noise!! 
 
Topics Identified in the Comment 

● Frequency of Aircraft Overflights 
● Potential Increase in Aircraft Operations 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #91 Topics 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
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path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 92   Submitted by: Croft, Karri 
Comment Received: I'm extremely opposed to the Denver Metroplex project for Gilpin County. 
Please accept our County Commissioners' request for a meeting here. 
 
Topics Identified in the Comment 

● Public Outreach/Public Involvement 
 

 

FAA Response for Comment #92 Topics 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
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Comments-Responses 

Comment# 93   Submitted by: Croft, Karri 
Comment Received: Please reconsider the flight pattern over Gilpin county. We enjoy our peace and 
quite here in the mountains. 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #93 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 94   Submitted by: Cryer, Tom 
Comment Received: I've lived at the address above for close to 30 years. Overflight noise has never 
been greater. I might also say, why haven't I been educated on the reasons why? And, why has this 
happened? 
 
Topics Identified in the Comment 

● Potential Increase in Aircraft Operations 
● Public Outreach/Public Involvement 
● Projected Changes in Aircraft Noise 
Exposure 

● Purpose and Need of Project 
 
 

FAA Response for Comment #94 Topics 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
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effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
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Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
 



1 
 

Comments-Responses 

Comment# 95   Submitted by: Cummings, Patricia 
Comment Received: Please move the flight further South!  I am often frightened out of a deep sleep 
because the noise is so loud that it actually shakes my house.  I have had 6 surgeries for cancer  a blood 
clot and a thyroid tumor!  My healing has been greatly reduced by month and months or broken sleep.  
It takes quite a bit of time to go back to sleep after the startling fear that something horrible like an 
earthquake  tornado  etc has just hit my house! 
Thank you for your compassion  
Patricia 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Purpose and Need of Project 
● Sleep Disturbance/Speech Interference 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #95 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
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303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Sleep Disturbance/Speech Interference: The commenter recommended calculating different types of 
supplemental noise metrics to explain sleep disturbance and/or speech interference. A benefit of 
supplemental noise metrics is to help the public reach a better understanding of potential noise impacts. 
If the noise modelling analysis indicates a potential significant impact, FAA Order 1050.1F 
recommends additional information related to the human response to noise that is appropriate for the 
specific proposal. Additional information may include supplemental metrics applicable to sleep 
disturbance and/or speech interference. Such supplemental noise analysis is not, by itself, a measure of 
adverse aircraft noise or significant aircraft noise impact. As discussed in Chapter 5 of the EA, the 
noise modeling analysis indicated that the proposed Denver Metroplex project would not result in 
changes to noise exposure that exceed the significant noise threshold for the forecasted years of 2019 
and 2024. Therefore, the use of optional supplemental noise metrics are not warranted because they not 
would help explain the potential for cumulative noise exposure. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 96   Submitted by: Cummings, Ryan 
Comment Received: I am saddened to hear about this new plan. In the past 6 years I have grown to 
love Gilpin county. I purchased property up here to avoid the mayhem of down below  and have 
noticed an increase in air traffic recently. It is already no longer enjoyable to sit on my porch  with 
expansive views from Mount Evans to Longs peak. Planes make noise for about two minutes each. 
And sometimes there are planes every minute and a half. Sometimes  for hours there is an obnoxious 
ringing emigrating from the sky. Those times are set to increase. My house is set at 8 660â€™ 
sometimes these planes are so close I can almost read the tail numbers with my bare eyes. In the time it 
took as I wrote this comment  two planes have flown overhead. Please consider an alternative and do 
not move forward with this plan. 
 
Topics Identified in the Comment 

● Altitude/Mean Sea Level 
● Existing Arcraft Noise 
● Projected Changes in Aircraft Noise 
Exposure 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #96 Topics 
 
Altitude/Mean Sea Level: Airspace classes are defined by regulations in 14 CFR part 71. Class A 
airspace covers the highest altitudes of above 18,000 feet Mean Sea Level. Unless specially authorized, 
all aircraft in Class A airspace must operate under Instrument Flight Rules. Class B airspace generally 
includes airspace from the surface to 10,000 feet Mean Sea Level around the busiest airports and is 
individually tailored to contain all published instrument flight procedures for that airport. Class B 
airspace typically consists of a surface area around the airport and two or more layers that increase in 
size. Airspace altitudes are expressed in Mean Sea Level because it is a consistent measurement for 
aircraft flight operations, while Above Ground Level varies with the local terrain. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
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303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
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equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 97   Submitted by: Curlette, Diane 
Comment Received: Citizens of south Boulder and other areas in southern Boulder County are 
regularly blasted by the roar of westbound departing jets from DIA flying at low levels above ground, 
fully loaded and at full throttle, climbing to cross the high mountains to the west. The loud disruptive 
noise from each flight is prolonged and amplified by echos off the rock cliffs west of the city. When 
spaced close together, the noise from one flight barely subsides when the approaching roar of the next 
one re-starts the cycle. The number of flights has (and will) increase, greatly increasing the noise 
impacts of these planes. Higher air temperatures reduces the lift for these planes, so the racket is much 
worse in warm to hot weather. Citizens have repeatedly appealed to the FAA to move the flight path 
several miles south from nature’s echo chamber, to the less populated, and historically used flight path 
over the Rocky Flats wildlife reserve. Such action would reduce the noise impacts for thousands of 
people unfortunate enough to find themselves under this current flight path. Conversations and requests 
were made in 2014, 2018 and 2019. In response, the final FAA Environmental Assessment for the 
Denver Nexgen project moves the official ZIMMR Standard Instrument Departure (SID) pathway 
approximately 2 nautical miles south of the “published FOOOT SID” flight path. This very minor 
change does not resolve the problem. The “published FOOOT SID” flight path exists mostly on paper 
as it was surreptitiously imposed and declared through FAA documents, and seldom used until its noisy 
impact was experienced in 2014. As the “published FOOOT SID” bisects the City of Boulder, its heavy 
use would immediately create an outcry. So planes have been traveling south of the FOOT SID and 
disturbing South Boulder residents enough that both the City of Boulder and Boulder County requested 
in a comment on the draft EA that the flight path be moved several miles south to alleviate the 
unsustainable noise impacts. The noise measurement studies defended by the FAA are suspect because 
they are computer-generated based on conditions of flat ground, with no obstructions, with aircraft 
moving at a steady speed at high levels above the ground — none of which reflect the actual 
experiences of citizens on the ground in Boulder. I request the FAA make arrangements to move the 
ZIMMR SID flight path an additional 2 to 3 miles south to correct the terrible noise impact created by 
their unwise past and present decisions. 
 
Topics Identified in the Comment 

● DOT Section 4(f) Resources 
● Existing Arcraft Noise 
● Forecast/Future Operations 
● Frequency of Aircraft Overflights 
● Noise Modelling 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
● ZIMMR SID  
 
 

FAA Response for Comment #97 Topics 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
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that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
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has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Forecast/Future Operations: The purpose of the proposed Denver Metroplex Project, as described in 
Chapter 2 of the Final Environmental Assessment (EA), is to improve the efficiency of aircraft arrival 
and departure procedures and airspace utilization in the Denver Metroplex airspace. The FAA designed 
the metroplex initiative to optimize air traffic control (ATC) procedures and airspace on a regional 
scale. Optimized ATC procedures takes advantage of technological advances in navigation, such as 
Area Navigation (RNAV), while ensuring that aircraft not equipped to use RNAV flight procedures 
continue to have access to the National Airspace System. This approach addresses airspace congestion 
and other factors that reduce airspace efficiency in busy metroplex areas. The overall intent is to use 
limited airspace as efficiently as possible for congested metroplex areas.   
   
Aircraft flight schedules for the forecasted change in the number of aircraft operations at the Study 
Airports were prepared to support the aircraft noise analysis for the proposed Denver Metroplex Project 
Final EA. Three flight schedules were developed to represent the average annual day (AAD) flight 
activity at the Study Airports, corresponding to the years assessed for aircraft noise conditions and used 
to model future aircraft noise exposure. The AAD does not reflect a particular day, but is meant to 
represent a typical day over a period of a year. The forecast was based on the FAA’s 2018 Terminal 
Area Forecast (TAF), modified for 2019 and 2024 with additional details using previously identified 
arrival/departure times, aircraft types, and origin/destination information. The TAF is the official 
forecast of aviation activity at FAA facilities and is updated annually. The AAD flight schedules only 
include operations conducted by aircraft operating under Instrument Flight Rules (IFR) because the 
proposed Denver Metroplex Project involves the design of standard instrument arrival and departure 
procedures, which are only used by aircraft operating under IFR.    
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Based on the data in the TAF, there is an anticipated increase in average annual day air carrier traffic to 
Denver International Airport between the years 2019 and 2024. The proposed Denver Metroplex 
Project used the forecast data to model noise for 2019 and 2024 conditions. The noise modeling 
analysis indicated that the proposed Denver Metroplex project would not result in changes to noise 
exposure that exceed the significant noise threshold for the forecasted years of 2019 and 2024. More 
detail related to the development of the forecasts is provided in Appendix H: Denver Metroplex Flight 
Schedules Technical Report available on the Project website at 
http://www.metroplexenvironmental.com/denver_metroplex/denver_docs.html. 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Noise Modelling: The commenter raised concerns with the noise modelling methodology. The noise 
analysis of the Preferred Alternative compared to the No Action Alternative completed for the Final 
Environmental Assessment (EA) was prepared using the Aviation Environmental Design Tool (AEDT) 
version 2d, which is the FAA’s required noise model. The FAA uses AEDT to model noise for flight 



5 
 

track changes over large areas to analyze noise associated with the No Action Alternative and the 
Denver Metroplex Project proposed action. The AEDT 2d modelling tool provides detailed modelling 
to evaluate the effects of high-altitude airspace changes from the ground level up to 18,000 feet Above 
Ground Level. The AEDT 2d model utilizes an extensive aircraft performance and sound level 
database that includes information on variations in sound attributed to different types of aircraft and 
aircraft engines, aircraft speed, climb and descent thrust, and the altitude along a route. Detailed terrain 
data was inputted into the AEDT 2d model, which accounts for the elevation of each grid point or 
population centroid when calculating the distance between the grid point and the aircraft. The aircraft 
noise analysis prepared for the Denver Metroplex Project Final EA was conducted in compliance with 
FAA Order 1050.1F. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
ZIMMR SID: The commenter requests that the FAA consider moving the flight path of the proposed 
ZIMMR (RNAV) SID southward from the location that was depicted at the workshops for the Draft 
Environmental Assessment. Based on the comments, the FAA completed a comprehensive analysis of 
the proposal to amend the flight procedure design of the proposed ZIMMR (RNAV) SID. The FAA 
modified the proposed ZIMMR (RNAV) SID by moving the location of the RALFI waypoint an 
additional 0.7 nautical miles to the south and east from the original location on the proposed ZIMMR 
(RNAV) SID. The new location of the RALFI waypoint creates a lateral shift of approximately 2.0 
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nautical miles south of the location of the existing flight path of the published FOOOT (RNAV) SID 
procedure. The ZIMMR RNAV SID flight procedure will overfly north of the Gilpin County boundary. 
However, rapidly changing atmospheric conditions and convective activity over the Front Range may 
require air traffic control to build in a greater margin of safety to than the minimum separation 
standards for aircraft which may affect aircraft on the ZIMMR RNAV SID flight procedure. 
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Comments-Responses 

Comment# 98   Submitted by: Dahl, Stephanie 
Comment Received: Your statistics about the Denver Metroplex contain gross inaccuracies and fail to 
address legitimate issues raised with respect to the impact of noise on children, schools and 
disadvantaged communities. I have two young children who will be affected by this change, that is 
inappropriate and poorly researched. I demand an Environmental Impact Statement that reflects 
genuine research and unbiased study into the impact of Denver Metroplex on human beings on the 
ground below airplanes. So far, the legitimate concerns and proven research done by citizens have 
fallen on deaf ears and have been disregarded by the FAA and/or sluffed off to airports who haven't got 
the authority or ability to change this plan. The FAA is totally responsible for the decisions for Denver 
Metroplex. Think of us as real people who will suffer terrible consequences daily, all day, for endless 
years if your program goes through as you plan. Think of this as if you and your family, personally will 
be affected by the pollution and stressful, nerve wracking noise of airplanes every minute of the day. 
STOP THIS PLAN from being implemented as you have it now. LISTEN to the people who will suffer 
from its implementation. CARE about us as you would your families, not as inconsequential pawns and 
puppets to play with. 
 
Topics Identified in the Comment 

● Children's Environmental Health and Safety 
● Environmental Justice 
● Level of NEPA Review 
● Projected Changes in Aircraft Noise 
Exposure 

● Withold Personal Identifying Information  
 
 

FAA Response for Comment #98 Topics 
 
Children's Environmental Health and Safety: Concerns were expressed over the long-term negative 
health impacts associated with inhalation of various pollutants, including fine particulate matter and its 
impact on children’s health and cognitive skills such as reading, memory and standardized test scores. 
Pursuant to Executive Order 13045, Protection of Children from Environmental Health Risks and 
Safety Risks, federal agencies are directed, as appropriate and consistent with the agency’s mission, to 
identify and assess environmental health and safety risks that may disproportionately affect children. 
Environmental health risks and safety risks are attributable to products or substances that a child is 
likely to come in contact with or ingest or other products they might use or be exposed to.   
   
As discussed in Section 5.2.1, changes associated with the proposed Denver Metroplex Project would 
occur at or above 3,000 feet Above Ground Level (AGL). Aircraft emissions above the mixing height 
do not have an effect on pollution concentrations at ground level. In addition, changes in air traffic 
procedures above 1,500 feet AGL and below the mixing height “would have little if any effect on 
emissions and ground concentrations.” (72 Fed. Reg. 6641 (February 12, 2007). Accordingly, there 
would be no increase in environmental health and safety risks that could disproportionately affect 
children. 
 
Environmental Justice: An environmental justice analysis considers the potential for impact on 
minority and low-income populations of the proposed Denver Metroplex Project as compared to the No 
Action Alternative. In weighing whether the proposed Denver Metroplex Project raises environmental 
justice concerns, the FAA considers whether a proposed action may have disproportionately high and 
adverse human health or environmental effects on minority and low-income populations. This analysis 
draws on the findings of the other impact analyses, particularly noise, land use, and air quality. If these 
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factors exist, there is not necessarily a significant impact; rather, the FAA must evaluate these factors 
in light of context and intensity to determine if there are significant impacts.   
   
Implementation of the proposed Denver Metroplex Project would not adversely affect air quality or 
land use within the General Study Area. Additionally, the results of the noise modelling analysis 
alternative indicate that changes in aircraft noise exposure would be below the threshold of significance 
when comparing the proposed Denver Metroplex Project and the No Action Alternative. As a result, 
there are no disproportionate impacts on minority, or low-income populations of the proposed Denver 
Metroplex Project as compared to the No Action Alternative. 
 
Level of NEPA Review: The FAA’s primary mission is to provide the safest, most efficient aerospace 
system in the world. National Environmental Policy Act (NEPA) compliance and other environmental 
responsibilities are integral components of that mission. The FAA is responsible for complying with 
the procedures and policies of NEPA and other environmental laws, regulations, and orders applicable 
to FAA actions. Under NEPA, the Federal Agencies are required to disclose to decision-makers and the 
interested public a clear and accurate description of the potential environmental impacts that could 
arise from proposed Federal actions. The FAA decision-making process must consider and disclose the 
potential impacts of a proposed action and its alternatives on the quality of the human environment.    
   
In meeting its NEPA obligations, the FAA should seek to achieve the policy objectives of 40 CFR § 
1500.2 to the fullest extent possible. Once the FAA determines that NEPA applies to a proposed action, 
it needs to decide on the appropriate level of review. The three levels of NEPA review are Categorical 
Exclusion (CATEX), Environmental Assessment (EA), and Environmental Impact Statement (EIS). An 
EA is a concise public document that briefly provides sufficient evidence and analysis for determining 
whether to prepare an Environmental Impact Statement (EIS) or a Finding of No Significant Impact 
(FONSI). The purpose of an EA is to determine whether a proposed action has the potential to 
significantly affect the human environment. Specifically, the Final EA for the proposed Denver 
Metroplex Project considered the potential effects on the environmental resource categories identified 
in FAA Order 1050.1F. The FAA uses the corresponding thresholds that serve as specific indicators of 
significant impact for some environmental impact categories.    
   
The FAA evaluated the Preferred Alternative and the No Action Alternative, as required under NEPA. 
The results of the analysis indicate that the Preferred Alternative would not exceed the thresholds of 
significance for any of the resource impact categories analyzed. The Final EA presents sufficient 
evidence and analysis in determining that preparation of a FONSI is appropriate and that no EIS is 
required in accordance with NEPA. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
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exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Withold Personal Identifying Information: Commenters were made aware of the following 
statement with their comment submission - "Please be aware that your name, address, phone number, 
email address, or other personal identifying information in your comment may be made publicly 
available at any time.  You may include in your comment a request to withhold your personal 
identifying information, however we cannot guarantee that we will be able to do so". 
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Comments-Responses 

Comment# 99   Submitted by: Davenport, Darren 
Comment Received: I am protesting the implementation of the ZIMMR flight path.  Nederland and 
the southern Indian Peaks Wilderness Area and James Peak Wilderness Area is right in the middle of 
the concentrated traffic flight path and I can personally attest that it seriously degrades the noise 
environment regardless of the models used as I can hear them in my house which is very well insulated.  
Actual people measurements are the truth models and there is too much jet noise in the area due to 
ZIMMR.  I am not asking to eliminate the noise impact but please mitigate the impact by spreading out 
the impact especially to the north.  Apparently  the northern portion of the Indian Peaks Wilderness 
area and Rocky Mountain National Park rank higher in priority than the southern Indian Peaks 
Wilderness Area and James Peak Wilderness Area for no rationale reason.  Make it equitable and 
spread the impact. 
 
Sincerely  
Darren Davenport 
Nederland  CO 
 
Topics Identified in the Comment 

● DOT Section 4(f) Resources 
● Existing Arcraft Noise 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

● ZIMMR SID  
 
 

FAA Response for Comment #99 Topics 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
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historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
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Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
ZIMMR SID: The commenter requests that the FAA consider moving the flight path of the proposed 
ZIMMR (RNAV) SID southward from the location that was depicted at the workshops for the Draft 
Environmental Assessment. Based on the comments, the FAA completed a comprehensive analysis of 
the proposal to amend the flight procedure design of the proposed ZIMMR (RNAV) SID. The FAA 
modified the proposed ZIMMR (RNAV) SID by moving the location of the RALFI waypoint an 
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additional 0.7 nautical miles to the south and east from the original location on the proposed ZIMMR 
(RNAV) SID. The new location of the RALFI waypoint creates a lateral shift of approximately 2.0 
nautical miles south of the location of the existing flight path of the published FOOOT (RNAV) SID 
procedure. The ZIMMR RNAV SID flight procedure will overfly north of the Gilpin County boundary. 
However, rapidly changing atmospheric conditions and convective activity over the Front Range may 
require air traffic control to build in a greater margin of safety to than the minimum separation 
standards for aircraft which may affect aircraft on the ZIMMR RNAV SID flight procedure. 
 
 



1 
 

Comments-Responses 

Comment# 100   Submitted by: David, Harry 
Comment Received: I would encourage you to reconsider the proposed flight paths to the west of 
DIA. The impact on the region would be lessened if you were to spread the flight paths out rather than 
concentrating them. I say this having read the entire proposal and understanding that narrower flight 
paths are a goal. However, in the mountains where there is far less ambient noise, this will result in a 
very noticeable increase in noise levels. Thank you. 
 
Topics Identified in the Comment 

● Noise Modelling 
● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #100 Topics 
 
Noise Modelling: The commenter raised concerns with the noise modelling methodology. The noise 
analysis of the Preferred Alternative compared to the No Action Alternative completed for the Final 
Environmental Assessment (EA) was prepared using the Aviation Environmental Design Tool (AEDT) 
version 2d, which is the FAA’s required noise model. The FAA uses AEDT to model noise for flight 
track changes over large areas to analyze noise associated with the No Action Alternative and the 
Denver Metroplex Project proposed action. The AEDT 2d modelling tool provides detailed modelling 
to evaluate the effects of high-altitude airspace changes from the ground level up to 18,000 feet Above 
Ground Level. The AEDT 2d model utilizes an extensive aircraft performance and sound level 
database that includes information on variations in sound attributed to different types of aircraft and 
aircraft engines, aircraft speed, climb and descent thrust, and the altitude along a route. Detailed terrain 
data was inputted into the AEDT 2d model, which accounts for the elevation of each grid point or 
population centroid when calculating the distance between the grid point and the aircraft. The aircraft 
noise analysis prepared for the Denver Metroplex Project Final EA was conducted in compliance with 
FAA Order 1050.1F. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
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- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 101   Submitted by: Deardurff, Josh 
Comment Received: I am against the Metroplex FAA plan. We were never informed of this plan. 
 
Topics Identified in the Comment 

● Public Outreach/Public Involvement 
 

 

FAA Response for Comment #101 Topics 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
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Comments-Responses 

Comment# 102   Submitted by: Dellinger, Debora 
Comment Received: Please be so kind to address this flight pattern issue that will impact our property 
values  our 'quiet'  mountain community.  Our wildlife is being impacted  our environment and our 
nerves...we live in the mountain for the peace and quite it brings to daily life.  Routing aircraft over the 
!-70 corridor would make everyone involved look smart as it is already noisy - it also gives all aircraft 
pilots a clear visual going over the Rockies...I can not understand how this became such a hard issue 
for folds to figure out.  Why disturb our beautiful Rocky Mountain living and take revenue away from 
those of us that depend on quite mountain resorts and vacation travel that is brought in to our area.  
Thank you for your time to fix this issue. 
 
Topics Identified in the Comment 

● DOT Section 4(f) Resources 
● Existing Arcraft Noise 
● Forecast/Future Operations 

● Property Values 
 
 

FAA Response for Comment #102 Topics 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
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a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
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970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Forecast/Future Operations: The purpose of the proposed Denver Metroplex Project, as described in 
Chapter 2 of the Final Environmental Assessment (EA), is to improve the efficiency of aircraft arrival 
and departure procedures and airspace utilization in the Denver Metroplex airspace. The FAA designed 
the metroplex initiative to optimize air traffic control (ATC) procedures and airspace on a regional 
scale. Optimized ATC procedures takes advantage of technological advances in navigation, such as 
Area Navigation (RNAV), while ensuring that aircraft not equipped to use RNAV flight procedures 
continue to have access to the National Airspace System. This approach addresses airspace congestion 
and other factors that reduce airspace efficiency in busy metroplex areas. The overall intent is to use 
limited airspace as efficiently as possible for congested metroplex areas.   
   
Aircraft flight schedules for the forecasted change in the number of aircraft operations at the Study 
Airports were prepared to support the aircraft noise analysis for the proposed Denver Metroplex Project 
Final EA. Three flight schedules were developed to represent the average annual day (AAD) flight 
activity at the Study Airports, corresponding to the years assessed for aircraft noise conditions and used 
to model future aircraft noise exposure. The AAD does not reflect a particular day, but is meant to 
represent a typical day over a period of a year. The forecast was based on the FAA’s 2018 Terminal 
Area Forecast (TAF), modified for 2019 and 2024 with additional details using previously identified 
arrival/departure times, aircraft types, and origin/destination information. The TAF is the official 
forecast of aviation activity at FAA facilities and is updated annually. The AAD flight schedules only 
include operations conducted by aircraft operating under Instrument Flight Rules (IFR) because the 
proposed Denver Metroplex Project involves the design of standard instrument arrival and departure 
procedures, which are only used by aircraft operating under IFR.    
   
Based on the data in the TAF, there is an anticipated increase in average annual day air carrier traffic to 
Denver International Airport between the years 2019 and 2024. The proposed Denver Metroplex 
Project used the forecast data to model noise for 2019 and 2024 conditions. The noise modeling 
analysis indicated that the proposed Denver Metroplex project would not result in changes to noise 
exposure that exceed the significant noise threshold for the forecasted years of 2019 and 2024. More 
detail related to the development of the forecasts is provided in Appendix H: Denver Metroplex Flight 
Schedules Technical Report available on the Project website at 
http://www.metroplexenvironmental.com/denver_metroplex/denver_docs.html. 
 
Property Values: The proposed Denver Metroplex Project involves air traffic control routing changes 
for airborne aircraft only; and does not involve land acquisition, physical disturbance, or construction 
activities. The determination of whether a proposed action may have a significant environmental 
impact under the National Environmental Policy ACT (NEPA) is made by considering the relevant 
environmental impact categories and comparing impact to the FAA’s thresholds of significance as 
outlined in FAA Order 1050.1F. The assessment of property values is not an environmental impact 
category as outlined in FAA Order 1050.1F. To the extent applicable, and as there are no significant 
impacts under noise or compatible land use, the proposed Denver Metroplex Project is compatible with 
existing and planned land uses, and the applicable regulations and policies of federal, state, and local 
agencies. A limited number of studies have attempted to measure the impact of aircraft noise on 
property values. Specific studies of the impact of noise at the Study Airports on real property values 
have not been conducted and are not required. Studies conducted at other national airports have 
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concluded that airport noise only has a slight impact on property values within the Day Night Average 
Sound Level 65 decibels or greater noise contour around airports. Additionally, comparison of older 
studies to more recent studies indicates that the impact was greater in the 1960s, when jet aircraft first 
entered the fleet. This decrease presumably is the result of stabilization of real estate markets following 
an initial adjustment to noisier jets, and of noise reduction in more modern Stage 3 or better aircraft. 
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Comments-Responses 

Comment# 103   Submitted by: DeMeyer, Jeff 
Comment Received: Hi  I've been a South Boulder resident for 25 years and have really noticed a 
significant increase in volume of aircraft traffic over my neighborhood in the last few years. We do a 
lot of outdoor living and I would  appreciate a reduction if possible. Thanks! 
Jeff and Christy DeMeyer 
 
Topics Identified in the Comment 

● Potential Increase in Aircraft Operations 
 

 

FAA Response for Comment #103 Topics 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
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Comments-Responses 

Comment# 104   Submitted by: DeSplinter, Joseph 
Comment Received: There is an over abundance of flight paths over the area of Holly and Orchard. At 
times there are flights bound to or from DIA every 3 minutes. At the same time there can be jets and 
props departing from or landing at Centennial airport. That much air traffic in one area is inherently 
dangerous. It is obvious that all of these flight paths are designed to cause the planes to fly over the 
same space. Considering the origin of these flights, it is not necessary for all of these flights to fly over 
the same area. The flights to DIA could take a more direct path to DIA rather than flying to a point and 
then turning to fly over this area. The flights out of Centennial could easily make their path closer to 
the airport or further from the airport. 
 
Topics Identified in the Comment 

● East SIDs 
● Frequency of Aircraft Overflights 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #104 Topics 
 
East SIDs: The Draft EA Preferred Alternative East SIDs (EEONS, EMMY’s, EXTAN and EPKEE) 
have been removed from the Final EA Preferred Alternative due to changes in the FAA flight 
procedure design criteria, and changes in FAA air traffic control operating procedures. The FAA 
attempted to re-design the proposed procedures. However, in order for the re-designed procedures to 
meet the new design criteria, they did not meet the Purpose and Need for the proposed DEN Metroplex 
Project. Therefore, the revised Preferred Alternative carries forward those eastbound Area Navigation 
(RNAV) SID flight procedures that are noted in the No Action (EEONS, EMMYS, EXTAN, EPKEE). 
These SID flight procedures will remain in use. The No Action EPKEE SID will be modified in the en 
route structure above 18,000 feet above mean sea level (MSL) with a transition that ensures separation 
from the COUGAR military operations area special use airspace for safety. 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
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For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 105   Submitted by: DiTaranto, Chuck 
Comment Received: Currently there are well over 100 planes from DIA going directly over our home. 
There used to be around 27 when we bought it last year August 2018. This is unreasonable and I am 
not sure what has changed but it is unbearable. 
 
Topics Identified in the Comment 

● Potential Increase in Aircraft Operations 
 

 

FAA Response for Comment #105 Topics 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
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Comments-Responses 

Comment# 106   Submitted by: DiTaranto, Chuck 
Comment Received: When we bought our home in August 2018 there were approx 25 planes a day 
flying in close proximity over our home. This was acceptable. Since then there are now well over 100 
planes a day that fly directly over our home. Our quality of life has changed drastically and we are not 
sure why. Looking at the flight paths out of DIA there are several that go West and North. There seems 
either (1) or (2) ATC's that choose to fly an airplane directly over our home which many times it is 
every 5 minutes. Lined up like a train track going directly over our home all through the day and night. 
What has changed? It doesnt matter if the wind is from the West, North, North West Etc. Please Please 
Please, can someone please look into this and maybe route some of the aircraft either a little further 
North or South. It is so unbearable my family and I do not want to go outside anymore. From 6AM 
until 11PM there are airplanes going directly over our home all in line. Isnt there more airspace or 
paths that can be used to besides the one path that goes directly over our home every single day. Please 
help! I hope this concern and comment doesnt cause even more air traffic over our home. Thank you, 
Chuck DiTaranto 
 
Topics Identified in the Comment 

● Potential Increase in Aircraft Operations 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #106 Topics 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
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satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 107   Submitted by: Doctor, Brad 
Comment Received: DO NOT ROUTE AIR TRAFFIC OVER COAL CREEK CANYON. 
THOUSANDS OF PEOPLE LIVE IN THIS AREA. 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #107 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 108   Submitted by: Dodds, Deborah 
Comment Received: Planes start flying over south boulder about 2pm and again around 9-10pm.  In 
the summer with my windows open  it's disturbed my sleep numerous times.  In the afternoons it 
interrupts my time out on my patio - difficult to talk above the sound of the planes.  If you would have 
the planes take off further south and over Rocky Flats which is open space  we all would be happy 
campers.  Please have planes fly south of Boulder!!! 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #108 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
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Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 109   Submitted by: Donnelly, Elizabeth 
Comment Received: Please do not send jets through East Denver (Lowry) neighborhoods. I have been 
terribly affected by the sudden, dramatic influx of jets routing out of DIA to the south right outside my 
front door for the past 5 months. I have lived in my home for 16 years, and there have never been any 
outgoing aircraft, let alone the huge rush of large jets pulsing one right after the other with no warning, 
as early as 6 AM. There have been days with only 5 hrs of quiet space between late incoming and early 
outbound flights. There were no meetings or information at all about Denver Metroplex in this part of 
town; how could that be with such a major change in daily life with no communication at all? We 
deserve to be informed, just as if a stop light was being placed in front of our house, or a road 
widening; this is no different. I lived in Park Hill at the time citizens sued Stapleton Airport, resulting 
in the vote of the CO Assembly to close Stapleton and build DIA so these neighborhoods would be 
relieved of constant, loud jet noise. To have it return has been a shock, traumatic and very painful. 
Having constant jet noise is very disturbing and distressing to me and my familyd. There are 
elementary schools 2 blocks from my house, places of worship, medical facilities. Please do not do this 
here. There is massive open land around DIA to accommodate air traffic. DIA has won many awards 
for efficiency and customer satisfaction. This disruption and distress is not necessary. Our airport is 
already very efficient with plenty of land and space. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● NEPA and FAA Order 1050.1F 

● Public Outreach/Public Involvement 
 
 

FAA Response for Comment #109 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
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Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
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Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
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Comments-Responses 

Comment# 110   Submitted by: Dorman, Michelle 
Comment Received: You must cease and desist this potentially devastating action impacting our 
community! This "Metroplex" project will profoundly and negatively impact our livestock, our 
schools, our outdoor activities, our lives. Your "studies" are inaccurate. Your falsehoods are glaring in 
the environmental assessment and we stand at ready to fight the FAA. I am stunned and frightened by 
the impact of this potential action. We urge the FAA to abandon this aggressive action impacting our 
beloved community. 
 
Topics Identified in the Comment 

● Children's Environmental Health and Safety 
● DOT Section 4(f) Resources 
● Physical and Mental Health 

● Purpose and Need of Project 
 
 

FAA Response for Comment #110 Topics 
 
Children's Environmental Health and Safety: Concerns were expressed over the long-term negative 
health impacts associated with inhalation of various pollutants, including fine particulate matter and its 
impact on children’s health and cognitive skills such as reading, memory and standardized test scores. 
Pursuant to Executive Order 13045, Protection of Children from Environmental Health Risks and 
Safety Risks, federal agencies are directed, as appropriate and consistent with the agency’s mission, to 
identify and assess environmental health and safety risks that may disproportionately affect children. 
Environmental health risks and safety risks are attributable to products or substances that a child is 
likely to come in contact with or ingest or other products they might use or be exposed to.   
   
As discussed in Section 5.2.1, changes associated with the proposed Denver Metroplex Project would 
occur at or above 3,000 feet Above Ground Level (AGL). Aircraft emissions above the mixing height 
do not have an effect on pollution concentrations at ground level. In addition, changes in air traffic 
procedures above 1,500 feet AGL and below the mixing height “would have little if any effect on 
emissions and ground concentrations.” (72 Fed. Reg. 6641 (February 12, 2007). Accordingly, there 
would be no increase in environmental health and safety risks that could disproportionately affect 
children. 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
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Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
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analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 111   Submitted by: Doskocil, Dustin 
Comment Received: The proposed plan to rerout all incoming air traffic over Coal Creek Canyon will 
be detremantal to our and the sourrounding communities quality of life.  Not only air pollution but 
noise as well will be an issue for those living in this small but important community in Colorado.  We 
in the canyon hear every plane that flys overhead already due this being a quiet community and one of 
the last places on the front range where you can find a quiet place to live. For the sake of current and 
future generations of the residents  Please do not over congest the sky's above Coal Creek. 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● Physical and Mental Health 
● Projected Changes in Aircraft Noise 
Exposure 

● West SIDs 
 
 

FAA Response for Comment #111 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
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and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
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qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 112   Submitted by: Dratch, Lois 
Comment Received: I would request that private info is kept confidential. We have rented for 25 years 
@ 29493 Golden Gate Canyon and then managed to buy our property and have lived nearly 18 years in 
Gilpin County @ present address, which is 9 miles further west of original location. Our 37 yr old son 
is a Private Jet Pilot lives near Castle Rock and flies Lear Jets out of Centennial. He knows what a 
wind rotor is to pilots. Very dangerous area to fly up here. When so many more of the Commercial jets 
take off from DIA and need to gain altitude to fly over our foothill mountains & eventually more 
altitude to make it over the divide, with full fuel tanks, how will they guarantee not having a flight 
problem, not causing collisions, no crashes, or losses of life? Can you imagine the degree of 
Catastrophe that Full Fuel tanks could cause in a crash with our forested areas ? How are you going to 
get First Responders into a crash site if there is a crash? WHY not use the INTERSTATE HWY 
System as your regular flight pathway across the USA? At least each town that has emergency vehicles 
might be able to get to crash survivors before they perish. We have very luckily not had many mishaps 
in the past, but at the rate you are proposing to stack up the air traffic it is a lot more likely to happen. 
You talk about improving the Flights efficiency ratings. How come DIA is ranked number 4th in the 
world at the current time? I don't see a lot of room for improvement if we are #4. I think this Metroplex 
Plan for Denver is highly dangerous. Too many too close together is not smart at all. And to be flying 
over Natural Wilderness areas is just plain bad planning on the FAA's part.... There are several species 
of 'nearly' endangered birds of prey in this area that will be very disturbed from their natural habitats 
disrupting their lives and chances of viable offspring survivals. They will quickly become endangered 
species. Forested areas are often made into National or State Parks to help preserve the Wildlife, but 
your plans are not for their benefit, but their demise. I dread the day that a flight crashes and causes an 
immense Forest Fire that can not be put out quickly, but instead eats up millions of acres of trees. 
 
Topics Identified in the Comment 

● Aircraft Accidents 
● Biological Resources 
● DOT Section 4(f) Resources 
● Frequency of Aircraft Overflights 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
● Withold Personal Identifying Information  
 
 

FAA Response for Comment #112 Topics 
 
Aircraft Accidents: The National Transportation Safety Board (NTSB) is the Federal Agency 
responsible for the organization, conduct, and control of all civil aviation accident investigations and 
select incident investigations within the United States and its territories and possessions. Title 49 
U.S.C. §40113 grants the Federal Aviation Administration (FAA) Administrator the authority to 
conduct investigations concerning aviation safety.  Title 51 U.S.C §50917 grants the FAA authority to 
investigate commercial space launch mishaps. The FAA Order 8020.11 Aircraft Accident and Incident 
Notification, Investigation and Report, prescribes the FAA procedures and responsibilities for aircraft 
accident and incident notification, investigation and reporting. The FAA will ensure that all of the 
facts, conditions, and circumstances leading to an event are recorded and evaluated, and action is taken 
to prevent similar events to the extent practical and feasible. 
 
Biological Resources: The greatest potential for impacts to wildlife species would result from wildlife 
strikes on avian and bat species at altitudes below 3,000 feet AGL. Changes to flight paths under the 
Preferred Alternative would primarily occur at or above 3,000 feet AGL. Therefore, the Preferred 
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Alternative would not result in significant impacts to avian and bat species when compared with the No 
Action. The No Action would not involve changes to air traffic flows, land acquisition, construction, or 
other ground disturbance activities. Therefore, the No Action would not result in significant impacts to 
fish, wildlife, or plants. 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
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Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
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equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
Withold Personal Identifying Information: Commenters were made aware of the following 
statement with their comment submission - "Please be aware that your name, address, phone number, 
email address, or other personal identifying information in your comment may be made publicly 
available at any time.  You may include in your comment a request to withhold your personal 
identifying information, however we cannot guarantee that we will be able to do so". 
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Comments-Responses 

Comment# 113   Submitted by: Drevescraft, Jim 
Comment Received: Against new flight route 100%! The proposal will destroy the mountain land- and 
sound-scapes in an irreversible and inappropriate manner. People living in urban areas should be 
accustomed to greater sound volume.Mountain residents live here precisely to avoid that. Our home, on 
the edge of Boulder County and Gilpin Counties, already experiences plenty of jet noise. The proposed 
plan will exacerbate tihs and ruin a still somewhat pristine area. It is bad policy . 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Projected Changes in Aircraft Noise 
Exposure 

 
 

FAA Response for Comment #113 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
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Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
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Comments-Responses 

Comment# 114   Submitted by: Drouillard, Jacqueline 
Comment Received: Hello. I wanted to express my concern over the consolidation of flight patterns 
over our community (Coal Creek Canyon). I strongly believe that the burden of flight traffic should be 
shared with all that live on the front range. Our community is our pride. We live in a little slice of 
heaven. Away from the hustle and bustle of town. We enjoy our quiet and peaceful lifestyle and hope 
to maintain that. Please share the burden of flights on all and not just a few. Thank you for your time. 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
● West SIDs 

 
 

FAA Response for Comment #114 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 115   Submitted by: Drouillard, Thomas 
Comment Received: Greetings. I would like to voice my opposition to a flight pattern that routes a 
majority of Denver’s air traffic consistently over the same neighborhoods. Mountain communities in 
particular consist of individuals and families who have sought a quiet environment away from 
conveniences and amenities. Flight patterns that channel air traffic over these communities disrupt the 
very attribute that drew residents to the area in the first place. 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
● West SIDs 

 
 

FAA Response for Comment #115 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
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procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 116   Submitted by: Druckman, Howard 
Comment Received: This is the first I am hearing about the changes in DIA flight paths over my home 
I insist that the comment period be extended This may well affect the quite that was one reason I 
choose to live there Why change these now? All currently affected areas have adjusted and accepted 
the noise Who is benefiting? Profits?? 
 
Topics Identified in the Comment 

● Comment Period 
● Commercial Airlines Operations Costs 
● Public Outreach/Public Involvement 

● Purpose and Need of Project 
 
 

FAA Response for Comment #116 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
Commercial Airlines Operations Costs: The purpose of the proposed Project is to address the 
problem of inefficiency of the existing aircraft flight procedures in the Denver Metroplex airspace. 
While fuel savings and/or a reduction in operating costs for commercial airlines may be  secondary 
benefits of implementing the proposed Denver Metroplex Project, it is not a part of the purpose and 
need for the Project. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
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through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 117   Submitted by: Duffy, Patrick 
Comment Received: Please stop routing air traffic over gilpin county. This is a rural community that 
historically has been quiet and now im woken up by airplanes. I can usually not even hear my 
neighbors because its so rural and the air traffic noise change has been drastic. I didnt move into an 
airport so please remove the new air traffic noise pollution. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Sleep Disturbance/Speech Interference 

 
 

FAA Response for Comment #117 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
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Sleep Disturbance/Speech Interference: The commenter recommended calculating different types of 
supplemental noise metrics to explain sleep disturbance and/or speech interference. A benefit of 
supplemental noise metrics is to help the public reach a better understanding of potential noise impacts. 
If the noise modelling analysis indicates a potential significant impact, FAA Order 1050.1F 
recommends additional information related to the human response to noise that is appropriate for the 
specific proposal. Additional information may include supplemental metrics applicable to sleep 
disturbance and/or speech interference. Such supplemental noise analysis is not, by itself, a measure of 
adverse aircraft noise or significant aircraft noise impact. As discussed in Chapter 5 of the EA, the 
noise modeling analysis indicated that the proposed Denver Metroplex project would not result in 
changes to noise exposure that exceed the significant noise threshold for the forecasted years of 2019 
and 2024. Therefore, the use of optional supplemental noise metrics are not warranted because they not 
would help explain the potential for cumulative noise exposure. 
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Comments-Responses 

Comment# 118   Submitted by: Dufton, Chris 
Comment Received: I’d like to complain about the rerouting of flight traffic over the town of 
Nederland. I’ve lived here more than 15 years and can’t believe how close these planes are flying over 
our quiet mountain town. I walk my dog at night and see the lights on the plane lined up to fly over 
every 5 minutes. I feel like I’m living on a highway off ramp. IT WAS NEVER LIKE THIS!! I moved 
here for the quiet and put up with the inconvenience because I value the serenity. But this New flight 
pattern has changed everything. Why do they fly SO LOW? We’re at 8500 feet and I feel like they are 
right on top of me. I wouldn’t mind if they weren’t so loud! But in the evening I can barely be outside 
in my yard without getting angry. This is totally unfair and I consider it a public taking that has lower 
the value of my home. I understand that you think this is effecting the smallest amount of people 
because we are a rural community but we didn’t sign up for this. Stop the madness and move the flight 
lane away from Nederland. If that’s not possible get the plans higher so they are not so loud. If I 
wanted airport ambience I would have moved to Brighton and saved a lot of money. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● NEPA and FAA Order 1050.1F 
● Noise Modelling 
● Property Values 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #118 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
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Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Noise Modelling: The commenter raised concerns with the noise modelling methodology. The noise 
analysis of the Preferred Alternative compared to the No Action Alternative completed for the Final 
Environmental Assessment (EA) was prepared using the Aviation Environmental Design Tool (AEDT) 
version 2d, which is the FAA’s required noise model. The FAA uses AEDT to model noise for flight 
track changes over large areas to analyze noise associated with the No Action Alternative and the 
Denver Metroplex Project proposed action. The AEDT 2d modelling tool provides detailed modelling 
to evaluate the effects of high-altitude airspace changes from the ground level up to 18,000 feet Above 
Ground Level. The AEDT 2d model utilizes an extensive aircraft performance and sound level 
database that includes information on variations in sound attributed to different types of aircraft and 
aircraft engines, aircraft speed, climb and descent thrust, and the altitude along a route. Detailed terrain 
data was inputted into the AEDT 2d model, which accounts for the elevation of each grid point or 
population centroid when calculating the distance between the grid point and the aircraft. The aircraft 
noise analysis prepared for the Denver Metroplex Project Final EA was conducted in compliance with 
FAA Order 1050.1F. 
 
Property Values: The proposed Denver Metroplex Project involves air traffic control routing changes 
for airborne aircraft only; and does not involve land acquisition, physical disturbance, or construction 
activities. The determination of whether a proposed action may have a significant environmental 
impact under the National Environmental Policy ACT (NEPA) is made by considering the relevant 
environmental impact categories and comparing impact to the FAA’s thresholds of significance as 
outlined in FAA Order 1050.1F. The assessment of property values is not an environmental impact 
category as outlined in FAA Order 1050.1F. To the extent applicable, and as there are no significant 
impacts under noise or compatible land use, the proposed Denver Metroplex Project is compatible with 
existing and planned land uses, and the applicable regulations and policies of federal, state, and local 
agencies. A limited number of studies have attempted to measure the impact of aircraft noise on 
property values. Specific studies of the impact of noise at the Study Airports on real property values 
have not been conducted and are not required. Studies conducted at other national airports have 
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concluded that airport noise only has a slight impact on property values within the Day Night Average 
Sound Level 65 decibels or greater noise contour around airports. Additionally, comparison of older 
studies to more recent studies indicates that the impact was greater in the 1960s, when jet aircraft first 
entered the fleet. This decrease presumably is the result of stabilization of real estate markets following 
an initial adjustment to noisier jets, and of noise reduction in more modern Stage 3 or better aircraft. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 119   Submitted by: Dumph, Rebecca 
Comment Received: To whom it may concern: Thank you for allowing us the opportunity to express 
our opinion about the Denver Metroplex project. My husband and I live in Gilpin County and have 
noticed a pretty dramatic increase in air traffic noise above our cabin over the past couple of months. 
As two people who used every last dollar to build our dream home in a quiet mountain community, this 
new development has been heart breaking to say the least. I understand the need to route air traffic 
somewhere and definitely enjoy travelling by air, so I am understanding of the need to put together a 
plan that satisfies many different communities in Colorado. I do hope you take into consideration the 
fact that Gilpin County prides itself on a quiet, peaceful culture and many people have purposely 
purchased or built homes here to get away from city noise and pollution. At nearly 10K feet, my 
husband and I can clearly hear and see the air traffic and the natural structure of the mountains 
amplifies that noise beyond anything I experience when living only 30 miles from DIA before moving 
to get away from the jet noise. Ironic, isn't it? To save every dollar you can to move away from a 
particular nuisance in your life only to encounter that very nuisance again. I would laugh about it, but 
my heart is too heavy to do so. I'm happy to share the noise traffic burden with other communities 
because I do value my own peace and quiet so much, I do not think it is right to merely shift the burden 
to another community. However, I'm writing to ask you to please do whatever is in your power to help 
reduce the burden on this community. With kindness and understanding, Rebecca Dumph 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Public Outreach/Public Involvement 

 
 

FAA Response for Comment #119 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
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Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
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Comments-Responses 

Comment# 120   Submitted by: Edwards, Dana 
Comment Received: I am concerned about plans for flight path over Indian Peaks. Noise pollution has 
an impact on humans, and especially wildlife. Please reconsider plans to disrupt the wilderness with 
constant overhead engine noise. Animals and humans need places to go where the unending noise of 
the modern world can fade into natural, serene beauty, stillness, and silence. Please reconsider your 
plans for air travel amidst the Metroplex. Thank you. 
 
Topics Identified in the Comment 

● DOT Section 4(f) Resources 
● Projected Changes in Aircraft Noise 
Exposure 

 
 

FAA Response for Comment #120 Topics 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
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reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
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Comments-Responses 

Comment# 121   Submitted by: Elinsky, Kathy 
Comment Received: I oppose the rerouting of planes  Denver Metroplex project  over Coal Creek 
Canyon.  I have lived in CCC for 9 years  and moved here for the relative peace and quiet that this 
canyon provides.  Please do not reroute and increase the air traffic in our tranquil canyon. 
 
Sincerely  
 
Kathy H. Elinsky 
 
Topics Identified in the Comment 

● Potential Increase in Aircraft Operations 
● Purpose and Need of Project 
● West SIDs 

 
 

FAA Response for Comment #121 Topics 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
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Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 122   Submitted by: Engel, Bridget 
Comment Received: The plane noise has gotten very unreasonable in the last 2 years.  It feels like 
large commercial planes are flying directly over our house.  When they do  it is a frequent stream of 
them (approx 4-7 minutes apart) and they seem to be unusually low.  It is LOUD.  I cannot talk on the 
phone when I am on the patio.  It was not like this when we moved here  and had we wanted to listen to 
plane traffic  we would have moved east of Thornton.  We are very discouraged.    Please do something 
about this. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● Purpose and Need of Project 

 
 

FAA Response for Comment #122 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
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Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
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efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 123   Submitted by: Engel, Trenton 
Comment Received: I have lived in my neighborhood for over 14 years and  over the past few years  it 
has become evident that the flight path of airlines flying west from DIA has changed significantly.  It 
has become a noise pollutant.  Large commuter planes have been flying over our neighborhood as 
frequently as every 15 minutes  day and night  and the sound from their engines has become a 
nuisance.  I believe that there was supposed to be a noise restriction in place at the time when the 
airlines were permitted to begin flying over Adams County  and I do not believe that it has been 
enforced adequately.  The simplest answer for this issue would be to return the flight paths of the 
airlines to previous plans which did not have SO MANY planes flying over my neighborhood. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● Potential Increase in Aircraft Operations 
● 1988 Intergovernmental Agreement On A 
New Airport 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #123 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
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Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
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1988 Intergovernmental Agreement On A New Airport: The proposed Denver Metroplex Project 
offers an opportunity for the FAA to consider potential changes to flight procedures that may reduce 
impacts in the Noise Exposure Performance Standards (NEPS) areas covered by the 1988 
Intergovernmental Agreement (IGA) between Adams County and the City and County of Denver. The 
NEPS points were established through the 1988 IGA where each NEPS point has unique criteria for 
aircraft noise levels. However, the assessment by the FAA of the 1998 Intergovernmental Agreement 
(IGA) violating any laws or regulations is outside the scope of this project.   
   
The proposed Denver Metroplex Project flight procedures would involve Standard Terminal Arrival 
and Standard Instrument Departures that utilized satellite based navigation technology. The proposed 
flight procedures were designed to take into account the geographic location of the NEPS points. The 
Denver Metroplex Design & Implementation Team worked with Denver International Airport to 
support the 1988 IGA to minimize the likelihood of a noise level exceedance at the NEPS points. As 
part of the proposed procedure design process, Denver International Airport prepared an independent 
noise modelling analysis of the proposed Denver Metroplex flight procedures.  The results of their 
analysis indicated that the NEPS points would not reach a noise level exceedance. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 124   Submitted by: Engels, Ron 
Comment Received: Subject: Denver Metroplex EA and Errata 
Dear Sir or Madam: 
This letter is in response to the FAA' s Denver Metroplex Final Environmental 
Assessment (EA) and Errata dated November 13, 2019. 
The FAA has stated it does not intend to hold public workshops or a round table in 
Gilpin County because it is not required by NEPA. This is a clear breach of trust 
and not in keeping with the stated goal of the Metroplex Project to "involve the 
public, engage with communities, and give meaningful consideration to 
community concerns and views as we make aviation decisions that affect them." 
The Final EA appears to be the last opportunity the County has to comment on the 
changes to text, exhibits, tables, and appendices as well as comments related to 
Section 106 of the National Historic Preservation Act. 
The County has numerous concerns with the EA proposed action as it relates to 
significant impacts under NEPA. The county's noise exposure, aircraft hazard 
exposure, and degradation of historical properties is of grave concern. The EA does 
not fully consider and evaluate the potential for permanent significant impacts to 
Gilpin County, wildlife, environment, historical assets or to its residents. The FAA 
failed to schedule a public input meeting in Gilpin County while surprisingly the 
proposed EA states one person in Boulder County caused the proposed routes to 
be pushed further south into Gilpin County. Further, the FAA has failed to facilitate 
a public workshop or roundtable with the County and its residents as part of this 
EA review or in any capacity at all. 
Avoiding explanation of the current and proposed future aircraft routes as 
described in the EA/Errata is not in the public's interest and is averse to appropriate 
public policy approaches. Public outreach in affected areas is a best practice and 
although not required, it puts Gilpin County at a disadvantage compared to 
communities like Boulder County where you chose to hold not one but three 
meetings. Comments from those meetings come at the expense of our quality of 
life. As noted above, the FAA has also changed routes based on input in a Boulder 
County meeting that had no basis in fact, but instead on preference. 
The FAA proposes to make changes to aircraft flights over Gilpin County which have not been 
accurately studied. Ach1al noise and its effects on threatened species, residents and our environment 
have not been collected and analyzed as to how Gilpin County will ultimately be impacted . The 
addition of noise generated by the concentrated flight paths will have a greater impact due to the low 
ambient noise level in our ru ral mountain community. Apparently, the FAA has adopted a public 
policy approach that damages wildlife, property and veterans with disabilities including residents 
with combat related PTSD without adequately studying the impacts of the proposed flight paths. 
Exhibit 4-6, in the Final EA meant to address Environmental Justice shows half of Gilpin County as 
having a low-income population, therefore it is very disturbing that you place an additional burden 
on an identified disadvantaged community. The FAA appears willing to gamble on potential future 
lawsuits to demonstrate damages instead of working with us to find sui table alternatives. How could 
one comment move a flight path from Boulder County and place it in Gilpin County and yet the 
collective voice shared by Gilpin County citizens is left unheard? 
Gilpin County requests the following: 
J . FAA's commitment to stop designing new routes until community meetings have been held in 
Gilpin County; 
2. Extend the 32-day comment period (please see the letter dated December 20,2019, from the Gilpin 
County Historical Advisory Commission); 
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3. FAA's agreement to measure ach1al noise levels, perform related mapping and analysis and the 
impacts to our wildlife, people and historical sites. 
In addition, we support the FAA's abandonment of the Final EA with its proposed aircraft routes 
over Gilpin County all together so that the more appropriate and structured process of an 
Environmental Impact Statement may commence. Abandon this effort as it relates to airspace above 
Gilpin County and return the aircraft flight paths to 2016 routes, as our community already had its 
fair disbursed share at that time. 
Sincerely, 
Linda Isenhart   Gail Watson   Ron Engels    
Chair    Commissioner   Commissioner 
C: Stephen Dickson, FAA Administrator 
David Suomi, FAA Administrator, NW Mountain Reg ion 
Congressman Joe Neguse 
US Senator Cory Gardner 
US Senator Michael Bennet 
Senator Tammy Story 
House Speaker KC Becker 
 
 
Topics Identified in the Comment 

● Comment Period 
● DOT Section 4(f) Resources 
● Environmental Justice 
● Historical and Cultural Resources 
● Physical and Mental Health 
● Public Outreach/Public Involvement 

● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
● West SIDs 
 
 

FAA Response for Comment #124 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
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This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
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Environmental Justice: An environmental justice analysis considers the potential for impact on 
minority and low-income populations of the proposed Denver Metroplex Project as compared to the No 
Action Alternative. In weighing whether the proposed Denver Metroplex Project raises environmental 
justice concerns, the FAA considers whether a proposed action may have disproportionately high and 
adverse human health or environmental effects on minority and low-income populations. This analysis 
draws on the findings of the other impact analyses, particularly noise, land use, and air quality. If these 
factors exist, there is not necessarily a significant impact; rather, the FAA must evaluate these factors 
in light of context and intensity to determine if there are significant impacts.   
   
Implementation of the proposed Denver Metroplex Project would not adversely affect air quality or 
land use within the General Study Area. Additionally, the results of the noise modelling analysis 
alternative indicate that changes in aircraft noise exposure would be below the threshold of significance 
when comparing the proposed Denver Metroplex Project and the No Action Alternative. As a result, 
there are no disproportionate impacts on minority, or low-income populations of the proposed Denver 
Metroplex Project as compared to the No Action Alternative. 
 
Historical and Cultural Resources: The commenter mentioned the Environmental Assessment (EA) 
excludes the impact of noise at or below the Day Night Average Sound Level (DNL) of 65 decibels 
(dB) on noise sensitive areas, including historic and cultural properties. To comply with NEPA 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric; the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.    
   
However, the FAA recognizes that this standard may not be relevant to historical and cultural 
resources. As shown in Table 5-2, a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB 
increase in areas exposed to DNL 45 to 60 dB are considered reportable noise increases. In Section 5.6 
of the Final EA, the noise modelling analysis for the proposed Denver Metroplex Project indicated two 
areas of reportable noise grid points, which were investigated for the presence of historic and cultural 
properties. The FAA focused its efforts on identifying historic properties in the two areas of potential 
effect that could receive noise increases and considered the potential for overflight to introduce visual 
effects that could cause an alteration in the character of the historic property that qualify it for the 
National Register of Historic Places (National Register).  As depicted in Exhibit 5-2, the two areas are 
associated with the proposed aircraft flight procedures for Denver International Airport: the COORZ 
Area Navigation (RNAV) Standard Instrument Departure (SID) for westbound departures, the SLEEK 
(RNAV) SID for southbound departures.   
   
Under Section 106 of the National Historic Preservation Act, the FAA completed consultation with 
State and Local governments having jurisdiction or special expertise over historic and cultural 
resources. Additionally, the FAA entered into government-to-government consultation with forty-eight 
Native American Tribes having a legacy of occupation in the State of Colorado. Consultation with all 
of these parties did not identify any historic properties within the areas of potential effect for which a 
quiet setting is a characteristic that qualifies it for the National Register, and that therefore could be 
affected at the lower level of reportable noise exposure. The FAA also considered the potential for the 
introduction of visual elements that could diminish the integrity of the property’s historic features. We 
compared the proposed procedures with current flight tracks within the areas of potential effect, and 
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determined that there would be no new areas overflown, and therefore no potential to introduce new 
visual elements. The proposed procedures would not introduce flight tracks over sensitive areas 
changing any existing impacts on those historic properties and cultural resources. Consultation did not 
identify any traditional and cultural properties within the APE for which aircraft noise and/or aircraft 
overflights would have an effect on a historic property’s characteristics qualifying that property for the 
National Register. Therefore, the proposed Denver Metroplex Project would not have an adverse effect 
on historic properties. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
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(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
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implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 125   Submitted by: Engels, Ron 
Comment Received: Subject: Denver Metroplex EA and Errata 
Dear Sir or Madam: 
This letter is in response to the FAA' s Denver Metroplex Final Environmental 
Assessment (EA) and Errata dated November 13, 2019. 
The FAA has stated it does not intend to hold public workshops or a round table in 
Gilpin County because it is not required by NEPA. This is a clear breach of trust 
and not in keeping with the stated goal of the Metroplex Project to "involve the 
public, engage with communities, and give meaningful consideration to 
community concerns and views as we make aviation decisions that affect them." 
The Final EA appears to be the last opportunity the County has to comment on the 
changes to text, exhibits, tables, and appendices as well as comments related to 
Section 106 of the National Historic Preservation Act. 
The County has numerous concerns with the EA proposed action as it relates to 
significant impacts under NEPA. The county's noise exposure, aircraft hazard 
exposure, and degradation of historical properties is of grave concern. The EA does 
not fully consider and evaluate the potential for permanent significant impacts to 
Gilpin County, wildlife, environment, historical assets or to its residents. The FAA 
failed to schedule a public input meeting in Gilpin County while surprisingly the 
proposed EA states one person in Boulder County caused the proposed routes to 
be pushed further south into Gilpin County. Further, the FAA has failed to facilitate 
a public workshop or roundtable with the County and its residents as part of this 
EA review or in any capacity at all. 
Avoiding explanation of the current and proposed future aircraft routes as 
described in the EA/Errata is not in the public's interest and is averse to appropriate 
public policy approaches. Public outreach in affected areas is a best practice and 
although not required, it puts Gilpin County at a disadvantage compared to 
communities like Boulder County where you chose to hold not one but three 
meetings. Comments from those meetings come at the expense of our quality of 
life. As noted above, the FAA has also changed routes based on input in a Boulder 
County meeting that had no basis in fact, but instead on preference. 
The FAA proposes to make changes to aircraft flights over Gilpin County which have not been 
accurately studied. Ach1al noise and its effects on threatened species, residents and our environment 
have not been collected and analyzed as to how Gilpin County will ultimately be impacted . The 
addition of noise generated by the concentrated flight paths will have a greater impact due to the low 
ambient noise level in our ru ral mountain community. Apparently, the FAA has adopted a public 
policy approach that damages wildlife, property and veterans with disabilities including residents 
with combat related PTSD without adequately studying the impacts of the proposed flight paths. 
Exhibit 4-6, in the Final EA meant to address Environmental Justice shows half of Gilpin County as 
having a low-income population, therefore it is very disturbing that you place an additional burden 
on an identified disadvantaged community. The FAA appears willing to gamble on potential future 
lawsuits to demonstrate damages instead of working with us to find sui table alternatives. How could 
one comment move a flight path from Boulder County and place it in Gilpin County and yet the 
collective voice shared by Gilpin County citizens is left unheard? 
Gilpin County requests the following: 
J . FAA's commitment to stop designing new routes until community meetings have been held in 
Gilpin County; 
2. Extend the 32-day comment period (please see the letter dated December 20,2019, from the Gilpin 
County Historical Advisory Commission); 
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3. FAA's agreement to measure ach1al noise levels, perform related mapping and analysis and the 
impacts to our wildlife, people and historical sites. 
In addition, we support the FAA's abandonment of the Final EA with its proposed aircraft routes 
over Gilpin County all together so that the more appropriate and structured process of an 
Environmental Impact Statement may commence. Abandon this effort as it relates to airspace above 
Gilpin County and return the aircraft flight paths to 2016 routes, as our community already had its 
fair disbursed share at that time. 
Sincerely, 
Linda Isenhart   Gail Watson   Ron Engels    
Chair    Commissioner   Commissioner 
C: Stephen Dickson, FAA Administrator 
David Suomi, FAA Administrator, NW Mountain Reg ion 
Congressman Joe Neguse 
US Senator Cory Gardner 
US Senator Michael Bennet 
Senator Tammy Story 
House Speaker KC Becker 
 
 
Topics Identified in the Comment 

● Comment Period 
● DOT Section 4(f) Resources 
● Environmental Justice 
● Historical and Cultural Resources 
● Physical and Mental Health 
● Public Outreach/Public Involvement 

● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
● West SIDs 
 
 

FAA Response for Comment #125 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
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This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
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Environmental Justice: An environmental justice analysis considers the potential for impact on 
minority and low-income populations of the proposed Denver Metroplex Project as compared to the No 
Action Alternative. In weighing whether the proposed Denver Metroplex Project raises environmental 
justice concerns, the FAA considers whether a proposed action may have disproportionately high and 
adverse human health or environmental effects on minority and low-income populations. This analysis 
draws on the findings of the other impact analyses, particularly noise, land use, and air quality. If these 
factors exist, there is not necessarily a significant impact; rather, the FAA must evaluate these factors 
in light of context and intensity to determine if there are significant impacts.   
   
Implementation of the proposed Denver Metroplex Project would not adversely affect air quality or 
land use within the General Study Area. Additionally, the results of the noise modelling analysis 
alternative indicate that changes in aircraft noise exposure would be below the threshold of significance 
when comparing the proposed Denver Metroplex Project and the No Action Alternative. As a result, 
there are no disproportionate impacts on minority, or low-income populations of the proposed Denver 
Metroplex Project as compared to the No Action Alternative. 
 
Historical and Cultural Resources: The commenter mentioned the Environmental Assessment (EA) 
excludes the impact of noise at or below the Day Night Average Sound Level (DNL) of 65 decibels 
(dB) on noise sensitive areas, including historic and cultural properties. To comply with NEPA 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric; the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.    
   
However, the FAA recognizes that this standard may not be relevant to historical and cultural 
resources. As shown in Table 5-2, a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB 
increase in areas exposed to DNL 45 to 60 dB are considered reportable noise increases. In Section 5.6 
of the Final EA, the noise modelling analysis for the proposed Denver Metroplex Project indicated two 
areas of reportable noise grid points, which were investigated for the presence of historic and cultural 
properties. The FAA focused its efforts on identifying historic properties in the two areas of potential 
effect that could receive noise increases and considered the potential for overflight to introduce visual 
effects that could cause an alteration in the character of the historic property that qualify it for the 
National Register of Historic Places (National Register).  As depicted in Exhibit 5-2, the two areas are 
associated with the proposed aircraft flight procedures for Denver International Airport: the COORZ 
Area Navigation (RNAV) Standard Instrument Departure (SID) for westbound departures, the SLEEK 
(RNAV) SID for southbound departures.   
   
Under Section 106 of the National Historic Preservation Act, the FAA completed consultation with 
State and Local governments having jurisdiction or special expertise over historic and cultural 
resources. Additionally, the FAA entered into government-to-government consultation with forty-eight 
Native American Tribes having a legacy of occupation in the State of Colorado. Consultation with all 
of these parties did not identify any historic properties within the areas of potential effect for which a 
quiet setting is a characteristic that qualifies it for the National Register, and that therefore could be 
affected at the lower level of reportable noise exposure. The FAA also considered the potential for the 
introduction of visual elements that could diminish the integrity of the property’s historic features. We 
compared the proposed procedures with current flight tracks within the areas of potential effect, and 
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determined that there would be no new areas overflown, and therefore no potential to introduce new 
visual elements. The proposed procedures would not introduce flight tracks over sensitive areas 
changing any existing impacts on those historic properties and cultural resources. Consultation did not 
identify any traditional and cultural properties within the APE for which aircraft noise and/or aircraft 
overflights would have an effect on a historic property’s characteristics qualifying that property for the 
National Register. Therefore, the proposed Denver Metroplex Project would not have an adverse effect 
on historic properties. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
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(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
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implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 126   Submitted by: Eppelheimer, Steven 
Comment Received: This comment concerns the FAA Denver Metroplex Plan and its effects on 
Gilpin County.  Particularly disturbing to me is the shifting of the south Boulder ZIMMER  flight  path 
further south  and then west over the popular Golden Gate Canyon State Park  the spectacular James 
Peak Wilderness  and over the homes of the majority of residents who live in Gilpin County.  The 
James Peak Wilderness has already been receiving a concentration of air traffic since 2013  when the 
FAA began funneling air traffic there.   
 
Gilpin County was largely ignored during the input process for shifting the south Boulder flight path.  
The FAA held no meeting in Gilpin County to discuss the impacts on Gilpin County.  
 
South Boulder residents have a legitimate  complaint  but dumping the problem of one community onto 
another community is not a solution.  The problem was not solved; there was no compromise or 
attempt at one.  That doesn't seem like much of a plan. 
 
The Metroplex Plan does not adequately take into consideration the people on the ground or the 
Wilderness Areas and Parks that would be affected by concentrated flight paths.  As Colorado grows  
we must all share the burden of increased air traffic.  The Metroplex Plan should be scrapped  and 
flights should be dispersed as much as possible  not concentrated over Boulder or Gilpin Counties or 
any other area. 
 
Topics Identified in the Comment 

● NEPA and FAA Order 1050.1F 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

● West SIDs 
 
 

FAA Response for Comment #126 Topics 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 



2 
 

(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 



3 
 

ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 127   Submitted by: Falardeau, Karen 
Comment Received: Dear FAA  
Over Thanksgiving my son mentioned a report that listed the best city of each state to raise children. 
Superior was the best city for Colorado. However lately Rocky Mountain Metropolitan Airport has 
been eroding Superior's quality of life with noise  pollution  and low flights. I am asking  for reasons 
listed below  that the FAA reroute the Metroplex project further south than Superior. Please do not fly 
directly over us. 
 
Currently  we have been working with RMMA to address noise and pollution issues with flight schools 
and flying clubs flying loudly and low over our schools and homes.  In addition RMMA has been 
adding 737 and 757 passenger flights into this mix. Superior's quality of life is severely negatively 
affected. Children have both air and noise pollution over their schools and homes. 
Our citizens have complained for nearly 2 years. Superior hired airport consultants this summer. The 
contract ended with not much improvement - still flight schools and flying clubs flying over homes and 
schools  737s coming into and out of RMMA. Work remains to be done to bring health and safety back 
to Superior. 
 
With these issues with RMMA we are asking the FAA to not add to our already heavy airplane traffic 
by routing the Metroplex project directly over us. Please reroute the traffic further south of Superior. 
Respectfully  
Karen Falardeau 
Rock Creek 
Superior  CO 80027 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● Altitude/Mean Sea Level 
● Children's Environmental Health and Safety 
● Existing Arcraft Noise 
● General Aviation/Visual Flight Rules 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #127 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
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Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Altitude/Mean Sea Level: Airspace classes are defined by regulations in 14 CFR part 71. Class A 
airspace covers the highest altitudes of above 18,000 feet Mean Sea Level. Unless specially authorized, 
all aircraft in Class A airspace must operate under Instrument Flight Rules. Class B airspace generally 
includes airspace from the surface to 10,000 feet Mean Sea Level around the busiest airports and is 
individually tailored to contain all published instrument flight procedures for that airport. Class B 
airspace typically consists of a surface area around the airport and two or more layers that increase in 
size. Airspace altitudes are expressed in Mean Sea Level because it is a consistent measurement for 
aircraft flight operations, while Above Ground Level varies with the local terrain. 
 
Children's Environmental Health and Safety: Concerns were expressed over the long-term negative 
health impacts associated with inhalation of various pollutants, including fine particulate matter and its 
impact on children’s health and cognitive skills such as reading, memory and standardized test scores. 
Pursuant to Executive Order 13045, Protection of Children from Environmental Health Risks and 
Safety Risks, federal agencies are directed, as appropriate and consistent with the agency’s mission, to 
identify and assess environmental health and safety risks that may disproportionately affect children. 
Environmental health risks and safety risks are attributable to products or substances that a child is 
likely to come in contact with or ingest or other products they might use or be exposed to.   
   
As discussed in Section 5.2.1, changes associated with the proposed Denver Metroplex Project would 
occur at or above 3,000 feet Above Ground Level (AGL). Aircraft emissions above the mixing height 
do not have an effect on pollution concentrations at ground level. In addition, changes in air traffic 
procedures above 1,500 feet AGL and below the mixing height “would have little if any effect on 
emissions and ground concentrations.” (72 Fed. Reg. 6641 (February 12, 2007). Accordingly, there 
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would be no increase in environmental health and safety risks that could disproportionately affect 
children. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
General Aviation/Visual Flight Rules: The commenter raises concerns that the impacts to general 
aviation and aircraft operating under Visual Flight Rules (VFR) were not considered in the Final 
Environmental Assessment. When operating outside certain categories of controlled airspace, aircraft 
operating under VFR are not required to be in contact with ATC. Because these aircraft operate at the 
pilot’s discretion and are often not required to file flight plans, the FAA has very limited information 
about these operations. Consequently, there is no known source for comprehensive route, altitude, 
aircraft type, and frequency information for VFR operations in the General Study Area. However, even 
if complete information were available for VFR operations, the proposed Denver Metroplex Project 
would not require any changes to routing or altitudes to accommodate these operations. If they could be 
modeled, they would use the same flight routes and altitudes under the No Action Alternative and the 
Preferred Action for the Denver Metroplex Project. Their operations would not be affected by the 
forecast conditions in 2019 (the proposed first year of implementation) and 2024 (five years after 
implementation) for either the No Action Alternative or the Preferred Action for the Denver Metroplex 
Project. Therefore, VFR aircraft were not included in the analysis. 
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Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 128   Submitted by: Falardeau, Karen 
Comment Received: Work to Alleviate RMMA Noise  
From: William G. Falardeau (bill.falardeau@att.net)  
To: bill.falardeau@att.net  
Date: Saturday, December 7, 2019, 12:06 PM MST  
12/7 /19  
Dear FAA, Representative Neguse, Senator Story, Matt Gray, Boulder County Commissioners, Mayor 
Folsom, Trustees, and HOA Board,  
Yesterday, we learned that RMMA has agreed to the noise abatement policies presented by 
Representative Neguse, That is great news.  
Louisville and Superior residents are wanting to see the Roundtable of communities that the FAA is 
demanding for us to proceed on discussing flight paths. Louisville City Council and Superior Town 
Board have budgeted money for the help of consultants to work with the Roundtable and RMMA to 
address the issue of the majority of RMMA's flights occurring over Boulder County.  
This morning the Daily Camera added this article:  
httQs: LLwww. dai lycamera. comf 2019L 12f 06Lnew-flight-school-oQens-i n-broomfieldl  
Yes, another flight school starting this Monday. This school will also do maintenance on their Cessna 
172 fleet at RM.MA.  At the Semi-annual Tenant Meeting at RMMA this past Thursday night, there 
was absolutely no mention of this big news despite much discussion on the part of flight schools by 
residents of Superior.  Anslow did say that no flight pattern changes will occur within the 5 mile radius 
and the Roundtable will take at least 1 year to get going, involving the 9 municipalities was "painful", 
and in circles he basically said the Roundtable will achieve nothing.  
In addition tracking RMMA flights through Flightradar24 has been made more difficult. Tail numbers 
are blocked and flights appear to remain on the ground. Such changes make reporting problem planes 
impossible.  I wanted all our representatives, including the FAA, to see the difficulty we are having in 
trying to work with RMMA to achieve any results. 
Respectfully, Karen Falardeau Rock Creek Superior, CO 80027 
RMMA to Enact Suggested Noise Abatement Procedures Recommended by Congressman Neguse  
Washington D.C.- Today, Congressman Joe Neguse released the following comments in response to 
the Rocky Mountain Metropolitan Airport (RMMA) adopting noise abatement procedures in response 
to community concerns to lessen the impact of aircraft activity on adjacent neighborhoods.  
In September, Congressman Neguse hosted a listening town hall to hear constituents concerns over the 
aircraft noise. He also sent a letter to Rocky Mountain Metropolitan Airport to express these concerns 
and recommend potential procedures to alleviate the issues, including adopting a voluntary curfew, 
educating flight school operators and pilots about these procedures, and discussing the issues with local 
community members. The letter is available here.  
"After speaking with constituents across the district about the increase in aircraft noise pollution, I'm 
proud that adjustments are beginning to be implemented to assist with noise abatement around Rocky 
Mountain Metropolitan Airport," said Congressman Joe Neguse. "Constituents in Louisville and 
Superior who have lived in the area for many years have experienced a recent increase in daily flights, 
especially those that are directly above their homes. I'm glad we were able to champion their concerns 
and ensure procedures are put in place to help alleviate these issues, and I look forward to continuing to 
assist these communities as we work to reduce aircraft noise pollution."  
With community concerns in mind, airport tenants and airport staff worked together to develop 
voluntary noise abatement procedures that encourage arriving and departing pilots to take measures 
that may reduce noise without compromising safety. Some of these procedures include climbing as 
high as possible before departing the airport perimeter, avoiding low approaches, and overflying major 
road corridors and open space where possible. Another highlight is voluntary evening curfew from the 
flight schools beginning at 10:00 p.m., unless a pilot must operate after this for training requirements.  
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The updated noise abatement procedures will be published to pilots through signs at entrances onto the 
airfield, quarterly briefings with flight schools and their instructors, semi-annual tenant briefings, and 
continued publication and distribution of the voluntary noise abatement brochure.  
Congressman Neguse is continuing to work to hear from constituents about additional concerns and to 
work towards decreasing the impact of aircraft noise. 
 
 
Topics Identified in the Comment 

● Community Noise Roundtable 
● Out of Scope 
● Purpose and Need of Project 

 
 

FAA Response for Comment #128 Topics 
 
Community Noise Roundtable: The FAA Advisory Circular AC No: 150/5050-4A, October 28, 2019, 
provides information on community/public involvement in airport planning.  The Advisory Circular is 
intended to advise airport sponsors, planners, and the public on the benefits of early public participation 
in airport planning, and the methods by which this participation may be achieved. 
 
Out of Scope: The comment includes a unique request for changes that fall outside the scope of the 
purpose and need for the proposed Denver Metroplex Project. The purpose of the proposed Project is to 
address the problem of inefficiency of the existing aircraft flight procedures in the Denver Metroplex 
airspace. Chapter 2 of the Final Environmental Assessment presents the problem being addressed and 
describes what the FAA is trying to achieve with the proposed Denver Metroplex Project. 
Consequently, the requests would not meet the purpose and need proposed Denver Metroplex Project. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
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Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 129   Submitted by: Falardeau, Karen 
Comment Received: Dear FAA, Representative Neguse, Senator Story, Matt Gray, Boulder County 
Commissioners, 
Mayor Folsom, Trustees, and HOA Board, 
Dear FAA, Representative Neguse, Senator Story, Representative Gray, Boulder County 
Commissioners, Mayor Folsom, Trustees, HOA Board, 
Below are maps of how Superior is affected by the Metroplex project #1, the current flights 
over Superior #2 (blue lines are RMMA only, green DIA), current flights over Superior #3 
(blue lines RMMA only). 
Boulder CountY. and JeffCo "Hammered" bY. FAA Flight Path ProP-osal 
Source: httQ://www.metroplexenvironmental.com/denver metroglex/denver docs.html 
Boulder CountY- Pounded bY- Rocky Mountain Airport Operations 
Over Thanksgiving my son mentioned a report that listed the best city of each state to raise children. 
Superior was the best city for Colorado. However lately Rocky Mountain Metropolitan Airport has 
been 
eroding Superior's quality of life with noise, pollution, and low flights. I am asking, for reasons listed 
below, 
that the FAA reroute the Metroplex project further south than Superior. Please do not fly directly over 
us. 
Currently, we have been working with RMMA to address noise and pollution issues with flight schools 
and 
flying clubs flying loudly and low over our schools and homes. In addition RMMA has been adding 
737 and 
757 passenger flights into this mix. Superior's quality of life is severely negatively affected. Children 
h1:We 
both air and noise pollution over their schools and homes. 
'-- 
Our citizens have complained for nearly 2 years. Superior hired airport consultants this summer. The 
contract ended with not much improvement - still flight schools and flying clubs flying over over 
homes and 
schools, 737s coming into and out of RMMA. Work remains to be done to bring health and safety back 
to Superior. 
With these issues with RMMA we are asking the FAA to not add to our already heavy airplane traffic. 
Please 
reroute the Metroplex project to fly further south of Superior. 
Respectfully, 
Karen Falardeau 
Rock Creek 
Superior, CO 80027 
 
 
Topics Identified in the Comment 

● Public Outreach/Public Involvement 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #129 Topics 
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Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
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Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 130   Submitted by: Falconburg, Marv 
Comment Received: Thank you for the opportunity to review the referenced Denver Metroplex Final 
EA referral. The City of Brighton is supportive of the concept of the Metroplex and is excited about the 
opportunities the Metroplex will bring for the City and the region. The City must also ensure, however, 
that any potential negative impacts of the Metroplex be mitigated to protect the interests of the citizens 
of Brighton, the business community, and the environment. In that effort, the City of Brighton requests 
that all applicable local, state, and federal regulations and agreements be enforced with regard to noise 
impacts from aircraft. Specifically, the City of Brighton would like to ensure the enforcement of the 
terms and provisions of the Intergovernmental Agreement (IGA) between Denver and Adams County, 
dated April 21, 1988. (A copy of that IGA is attached.) Brighton requests that all of the noise standards 
contained within the IGA be enforced during the evaluation of flight paths to and from the Denver 
International Airport (DIA). In addition, Brighton asks that the “north landing arrival” pathway, which 
is directly over the City’s boundary be moved, so as not to be located directly over the City. Brighton is 
concerned about the potential increase of noise from landing planes exceeding the agreed upon noise 
levels described in the IGA. If the noise levels exceed the agreed upon parameters, this will have a 
negative impact on the quality of life in Brighton. Brighton is also concerned about the negative impact 
that locating a landing pathway directly above Brighton could have on the Bald Eagle population 
located in the eastern boundary of the City and around Barr Lake. Again, thank you for the opportunity 
to review the Denver Metroplex Final EA. 
 
Topics Identified in the Comment 

● DOT Section 4(f) Resources 
● Existing Arcraft Noise 
● 1988 Intergovernmental Agreement On A 
New Airport 
● NEPA and FAA Order 1050.1F 

● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #130 Topics 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
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from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
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Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
1988 Intergovernmental Agreement On A New Airport: The proposed Denver Metroplex Project 
offers an opportunity for the FAA to consider potential changes to flight procedures that may reduce 
impacts in the Noise Exposure Performance Standards (NEPS) areas covered by the 1988 
Intergovernmental Agreement (IGA) between Adams County and the City and County of Denver. The 
NEPS points were established through the 1988 IGA where each NEPS point has unique criteria for 
aircraft noise levels. However, the assessment by the FAA of the 1998 Intergovernmental Agreement 
(IGA) violating any laws or regulations is outside the scope of this project.   
   
The proposed Denver Metroplex Project flight procedures would involve Standard Terminal Arrival 
and Standard Instrument Departures that utilized satellite based navigation technology. The proposed 
flight procedures were designed to take into account the geographic location of the NEPS points. The 
Denver Metroplex Design & Implementation Team worked with Denver International Airport to 
support the 1988 IGA to minimize the likelihood of a noise level exceedance at the NEPS points. As 
part of the proposed procedure design process, Denver International Airport prepared an independent 
noise modelling analysis of the proposed Denver Metroplex flight procedures.  The results of their 
analysis indicated that the NEPS points would not reach a noise level exceedance. 
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Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
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general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 131   Submitted by: Fargo, David 
Comment Received: Please reconsider the Denver Metroplex Plan of increased air traffic over Gilpin 
County. Please return the plan to the fair distribution of 2 years ago.  
thank you  
David Fargo 
 
Topics Identified in the Comment 

● Potential Increase in Aircraft Operations 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

● West SIDs 
 
 

FAA Response for Comment #131 Topics 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
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implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
 
 



1 
 

Comments-Responses 

Comment# 132   Submitted by: Fargo, David 
Comment Received: Please stop the constant air traffic over 
Gilpin County. 
David Fargp 
 
Topics Identified in the Comment 

● Frequency of Aircraft Overflights 
● Purpose and Need of Project 

 
 

FAA Response for Comment #132 Topics 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
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Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 133   Submitted by: Feigenbaum, Phyllis 
Comment Received: My husband and I moved to Coal Creek Canyon 10 years ago, FOR PEACE 
AND QUIET. Please, I do not take that away from our mountain community! There must be something 
different that you can do, that must be done. Thank you. 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
 

 

FAA Response for Comment #133 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 134   Submitted by: Feuer, Jack 
Comment Received: a full Environmental Impact Statement needs be done as required by NEPA. 
 
Topics Identified in the Comment 

● Level of NEPA Review 
● NEPA and FAA Order 1050.1F 

 
 

FAA Response for Comment #134 Topics 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Level of NEPA Review: The FAA’s primary mission is to provide the safest, most efficient aerospace 
system in the world. National Environmental Policy Act (NEPA) compliance and other environmental 
responsibilities are integral components of that mission. The FAA is responsible for complying with 
the procedures and policies of NEPA and other environmental laws, regulations, and orders applicable 
to FAA actions. Under NEPA, the Federal Agencies are required to disclose to decision-makers and the 
interested public a clear and accurate description of the potential environmental impacts that could 
arise from proposed Federal actions. The FAA decision-making process must consider and disclose the 
potential impacts of a proposed action and its alternatives on the quality of the human environment.    
   
In meeting its NEPA obligations, the FAA should seek to achieve the policy objectives of 40 CFR § 
1500.2 to the fullest extent possible. Once the FAA determines that NEPA applies to a proposed action, 
it needs to decide on the appropriate level of review. The three levels of NEPA review are Categorical 
Exclusion (CATEX), Environmental Assessment (EA), and Environmental Impact Statement (EIS). An 
EA is a concise public document that briefly provides sufficient evidence and analysis for determining 
whether to prepare an Environmental Impact Statement (EIS) or a Finding of No Significant Impact 
(FONSI). The purpose of an EA is to determine whether a proposed action has the potential to 
significantly affect the human environment. Specifically, the Final EA for the proposed Denver 
Metroplex Project considered the potential effects on the environmental resource categories identified 
in FAA Order 1050.1F. The FAA uses the corresponding thresholds that serve as specific indicators of 
significant impact for some environmental impact categories.    
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The FAA evaluated the Preferred Alternative and the No Action Alternative, as required under NEPA. 
The results of the analysis indicate that the Preferred Alternative would not exceed the thresholds of 
significance for any of the resource impact categories analyzed. The Final EA presents sufficient 
evidence and analysis in determining that preparation of a FONSI is appropriate and that no EIS is 
required in accordance with NEPA. 
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Comments-Responses 

Comment# 135   Submitted by: Feuer, Marsha 
Comment Received: a full Environmental Impact Statement needs be done as required by NEPA. 
 
Topics Identified in the Comment 

● Level of NEPA Review 
● NEPA and FAA Order 1050.1F 

 
 

FAA Response for Comment #135 Topics 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Level of NEPA Review: The FAA’s primary mission is to provide the safest, most efficient aerospace 
system in the world. National Environmental Policy Act (NEPA) compliance and other environmental 
responsibilities are integral components of that mission. The FAA is responsible for complying with 
the procedures and policies of NEPA and other environmental laws, regulations, and orders applicable 
to FAA actions. Under NEPA, the Federal Agencies are required to disclose to decision-makers and the 
interested public a clear and accurate description of the potential environmental impacts that could 
arise from proposed Federal actions. The FAA decision-making process must consider and disclose the 
potential impacts of a proposed action and its alternatives on the quality of the human environment.    
   
In meeting its NEPA obligations, the FAA should seek to achieve the policy objectives of 40 CFR § 
1500.2 to the fullest extent possible. Once the FAA determines that NEPA applies to a proposed action, 
it needs to decide on the appropriate level of review. The three levels of NEPA review are Categorical 
Exclusion (CATEX), Environmental Assessment (EA), and Environmental Impact Statement (EIS). An 
EA is a concise public document that briefly provides sufficient evidence and analysis for determining 
whether to prepare an Environmental Impact Statement (EIS) or a Finding of No Significant Impact 
(FONSI). The purpose of an EA is to determine whether a proposed action has the potential to 
significantly affect the human environment. Specifically, the Final EA for the proposed Denver 
Metroplex Project considered the potential effects on the environmental resource categories identified 
in FAA Order 1050.1F. The FAA uses the corresponding thresholds that serve as specific indicators of 
significant impact for some environmental impact categories.    
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The FAA evaluated the Preferred Alternative and the No Action Alternative, as required under NEPA. 
The results of the analysis indicate that the Preferred Alternative would not exceed the thresholds of 
significance for any of the resource impact categories analyzed. The Final EA presents sufficient 
evidence and analysis in determining that preparation of a FONSI is appropriate and that no EIS is 
required in accordance with NEPA. 
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Comments-Responses 

Comment# 136   Submitted by: Feuer, Stephanie 
Comment Received: a full Environmental Impact Statement needs be done as required by NEPA. 
 
Topics Identified in the Comment 

● Level of NEPA Review 
● NEPA and FAA Order 1050.1F 

 
 

FAA Response for Comment #136 Topics 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Level of NEPA Review: The FAA’s primary mission is to provide the safest, most efficient aerospace 
system in the world. National Environmental Policy Act (NEPA) compliance and other environmental 
responsibilities are integral components of that mission. The FAA is responsible for complying with 
the procedures and policies of NEPA and other environmental laws, regulations, and orders applicable 
to FAA actions. Under NEPA, the Federal Agencies are required to disclose to decision-makers and the 
interested public a clear and accurate description of the potential environmental impacts that could 
arise from proposed Federal actions. The FAA decision-making process must consider and disclose the 
potential impacts of a proposed action and its alternatives on the quality of the human environment.    
   
In meeting its NEPA obligations, the FAA should seek to achieve the policy objectives of 40 CFR § 
1500.2 to the fullest extent possible. Once the FAA determines that NEPA applies to a proposed action, 
it needs to decide on the appropriate level of review. The three levels of NEPA review are Categorical 
Exclusion (CATEX), Environmental Assessment (EA), and Environmental Impact Statement (EIS). An 
EA is a concise public document that briefly provides sufficient evidence and analysis for determining 
whether to prepare an Environmental Impact Statement (EIS) or a Finding of No Significant Impact 
(FONSI). The purpose of an EA is to determine whether a proposed action has the potential to 
significantly affect the human environment. Specifically, the Final EA for the proposed Denver 
Metroplex Project considered the potential effects on the environmental resource categories identified 
in FAA Order 1050.1F. The FAA uses the corresponding thresholds that serve as specific indicators of 
significant impact for some environmental impact categories.    
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The FAA evaluated the Preferred Alternative and the No Action Alternative, as required under NEPA. 
The results of the analysis indicate that the Preferred Alternative would not exceed the thresholds of 
significance for any of the resource impact categories analyzed. The Final EA presents sufficient 
evidence and analysis in determining that preparation of a FONSI is appropriate and that no EIS is 
required in accordance with NEPA. 
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Comments-Responses 

Comment# 137   Submitted by: Fife, Jennifer 
Comment Received: We have lived in the same neighbourhood for the past 20 years. When we first 
moved here, there was hardly any airplane noise or airplane traffic. Now, we can sit in our backyard 
and watch them, one after another, flying far TOO low. In the house, we hear them continually. It 
appears that the routes that used to be farther south from us were moved in the past 20 years to a direct 
route right above us. It really makes being in our backyard unpleasant. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● Potential Increase in Aircraft Operations 

● Purpose and Need of Project 
 
 

FAA Response for Comment #137 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
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Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
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equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 138   Submitted by: Fischer, Cherissa 
Comment Received: I live in south boulder and have noticed a lot more airline noise over the past few 
years. It reflects really well off the taller rocky foothills in our area. Any way to spread out the 
"departure lanes" over a wider area so no single neighborhood gets pounded *all* the time?  The planes 
used to all go over Rocky Flats and that was much better in terms of population affected. Also  the 
foothills west of Rocky Flats are shorter  have houses further away from them  and are less rocky  so 
sound doesn't reverberate as much. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Potential Increase in Aircraft Operations 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #138 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
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https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 139   Submitted by: Floyd, Steven 
Comment Received: We are building our home at 11162 Skye Creeks Way  Golden  Colorado 
80403....This property is in Coal Creek Canyon adjacent to Gilpin County.  WE ARE STRONGLY 
OPPOSED TO THE NEW FAA PLAN THAT CONCENTRATES AIR TRAFFIC OVER THIS 
CORRIDOR !!! 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
● West SIDs 

 
 

FAA Response for Comment #139 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
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procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 140   Submitted by: Floyd, Steven 
Comment Received: We are building our home at 11162 Skye Creeks Way, Golden, Colorado 
80403....This property is in Coal Creek Canyon adjacent to Gilpin County. WE ARE STRONGLY 
OPPOSED TO THE NEW FAA PLAN THAT CONCENTRATES AIR TRAFFIC OVER THIS 
CORRIDOR !!! 
 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
● West SIDs 

 
 

FAA Response for Comment #140 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
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procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 141   Submitted by: Forrest, Jay 
Comment Received: The air traffic over Nederland does seem to be excessive. Diverting to the North 
a few miles going between Nederland and Lyons might be an option. Perhaps deviation every other day 
or so might work also. Thanks for listening. Ned dread overhead 
 
Topics Identified in the Comment 

● Frequency of Aircraft Overflights 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #141 Topics 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
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Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 142   Submitted by: Friedman, Norman 
Comment Received: a full Environmental Impact Statement needs be done as required by NEPA 
 
Topics Identified in the Comment 

● Level of NEPA Review 
● NEPA and FAA Order 1050.1F 

 
 

FAA Response for Comment #142 Topics 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Level of NEPA Review: The FAA’s primary mission is to provide the safest, most efficient aerospace 
system in the world. National Environmental Policy Act (NEPA) compliance and other environmental 
responsibilities are integral components of that mission. The FAA is responsible for complying with 
the procedures and policies of NEPA and other environmental laws, regulations, and orders applicable 
to FAA actions. Under NEPA, the Federal Agencies are required to disclose to decision-makers and the 
interested public a clear and accurate description of the potential environmental impacts that could 
arise from proposed Federal actions. The FAA decision-making process must consider and disclose the 
potential impacts of a proposed action and its alternatives on the quality of the human environment.    
   
In meeting its NEPA obligations, the FAA should seek to achieve the policy objectives of 40 CFR § 
1500.2 to the fullest extent possible. Once the FAA determines that NEPA applies to a proposed action, 
it needs to decide on the appropriate level of review. The three levels of NEPA review are Categorical 
Exclusion (CATEX), Environmental Assessment (EA), and Environmental Impact Statement (EIS). An 
EA is a concise public document that briefly provides sufficient evidence and analysis for determining 
whether to prepare an Environmental Impact Statement (EIS) or a Finding of No Significant Impact 
(FONSI). The purpose of an EA is to determine whether a proposed action has the potential to 
significantly affect the human environment. Specifically, the Final EA for the proposed Denver 
Metroplex Project considered the potential effects on the environmental resource categories identified 
in FAA Order 1050.1F. The FAA uses the corresponding thresholds that serve as specific indicators of 
significant impact for some environmental impact categories.    
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The FAA evaluated the Preferred Alternative and the No Action Alternative, as required under NEPA. 
The results of the analysis indicate that the Preferred Alternative would not exceed the thresholds of 
significance for any of the resource impact categories analyzed. The Final EA presents sufficient 
evidence and analysis in determining that preparation of a FONSI is appropriate and that no EIS is 
required in accordance with NEPA. 
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Comments-Responses 

Comment# 143   Submitted by: Friis, Lise 
Comment Received: A resident since 2012 of unincorporated Black Hawk in Gilpin County  Colorado  
I am submitting the following for inclusion into the Public Comments period just opened up through 
December 20  2019. 
 
The residents here (numbering 6 000 in Gilpin Co. and 10 000 plus in surrounding Mountain areas) live 
between 7 000 and 11 000 feet elevation. Our home is located at 8700' off of S. Beaver Creek Rd. 
between Highways 72 and 119. In the past year  jet airplane traffic over our home has increased by 20 
times or more. It has become unbearable and unacceptable. Not only are the residents who live here 
year-round disturbed  including humans and extraordinary populations of wildlife  but tourists and 
visitors are greatly affected as well. Boulder County recently led a successful fight to divert air traffic 
above. Most of Boulder County is around 5 000 feet elevation. We are nearly double that elevation  not 
including the mountains along the Continental Divide â€“ many at 13 000 and up to 14 000 feet. 
 
Our area gets a large percentage of Colorado's visitor/tourist traffic along the "Peak to Peak Highway" 
(72 and 119) which runs between Black Hawk/Central City Casino and Historic areas (20 000 visitors 
daily)  through Golden Gate Canyon State Park (3rd most visited State Park in Colorado)  through 
James Peak Wilderness  the Eldora Ski Resort  the Historic town of Nederland  and beyond to Estes 
Park â€“ Highway 119 is the main alternative to the front range to get to Rocky Mountain National 
Park. 
 
The proposed Metroplex plan funnels traffic directly over our heads here. The already enormous 
increase within the past year has planes rattling our windows and disturbing our mountain peace. Most 
of us here choose this  in lieu of long commutes of at least an hour each way to our jobs  shopping  and 
nearly everything else. 
 
In August  I documented numerous flights one night  averaging 20 seconds apart at the beginning and 
then every minute or two throughout the night. At this time  someone else posted on local social media 
regarding this  and the forming of a group against this traffic and the proposed further increases directly 
above us.  
I first began recording instances of frequent jet traffic in August 2019  although I noticed increases as 
much as 1 year earlier. I also keep track of flights on FlightRadar24.com. In September  I joined a local 
group researching this issue in Gilpin County  GRRift  and learned that our community was not 
notified of the Public Comment period ending June 2019. I appreciate the re-opening for public 
comments at this time. 
 
If there is any way to have jets circle over the flat areas towards  Kansas before re-routing West over us 
that would help tremendously. We are not saying NO jet traffic  we just want it HIGHER and more 
SPREAD OUT North & South over the Continental Divide. 
 
We are organized  and would greatly appreciate an IN-PERSON meeting here in Gilpin County so that 
you can hear and see what we are experiencing as well as discuss the issue face-to-face. Our county 
Commissioners are completely on board with us as well as our congressional representative  Joe 
Neguse  and an organized group of hundreds of our citizens. We would like you to please carefully 
consider a scientific study on the impact of the noise we hear and experience at the high altitudes at 
which we live and share our home with countless visitors - both human and wildlife. 
 
Thank you. 
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Topics Identified in the Comment 

● Comment Period 
● Frequency of Aircraft Overflights 
● Historical and Cultural Resources 
● Potential Increase in Aircraft Operations 
● Public Outreach/Public Involvement 
● Purpose and Need of Project 

● Separation of Aircraft 
● Suggestions to Change Air Traffic Patterns 
● West SIDs 
 
 

FAA Response for Comment #143 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
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To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Historical and Cultural Resources: The commenter mentioned the Environmental Assessment (EA) 
excludes the impact of noise at or below the Day Night Average Sound Level (DNL) of 65 decibels 
(dB) on noise sensitive areas, including historic and cultural properties. To comply with NEPA 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric; the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.    
   
However, the FAA recognizes that this standard may not be relevant to historical and cultural 
resources. As shown in Table 5-2, a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB 
increase in areas exposed to DNL 45 to 60 dB are considered reportable noise increases. In Section 5.6 
of the Final EA, the noise modelling analysis for the proposed Denver Metroplex Project indicated two 
areas of reportable noise grid points, which were investigated for the presence of historic and cultural 
properties. The FAA focused its efforts on identifying historic properties in the two areas of potential 
effect that could receive noise increases and considered the potential for overflight to introduce visual 
effects that could cause an alteration in the character of the historic property that qualify it for the 
National Register of Historic Places (National Register).  As depicted in Exhibit 5-2, the two areas are 
associated with the proposed aircraft flight procedures for Denver International Airport: the COORZ 
Area Navigation (RNAV) Standard Instrument Departure (SID) for westbound departures, the SLEEK 
(RNAV) SID for southbound departures.   
   
Under Section 106 of the National Historic Preservation Act, the FAA completed consultation with 
State and Local governments having jurisdiction or special expertise over historic and cultural 
resources. Additionally, the FAA entered into government-to-government consultation with forty-eight 
Native American Tribes having a legacy of occupation in the State of Colorado. Consultation with all 
of these parties did not identify any historic properties within the areas of potential effect for which a 
quiet setting is a characteristic that qualifies it for the National Register, and that therefore could be 
affected at the lower level of reportable noise exposure. The FAA also considered the potential for the 
introduction of visual elements that could diminish the integrity of the property’s historic features. We 
compared the proposed procedures with current flight tracks within the areas of potential effect, and 
determined that there would be no new areas overflown, and therefore no potential to introduce new 
visual elements. The proposed procedures would not introduce flight tracks over sensitive areas 
changing any existing impacts on those historic properties and cultural resources. Consultation did not 
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identify any traditional and cultural properties within the APE for which aircraft noise and/or aircraft 
overflights would have an effect on a historic property’s characteristics qualifying that property for the 
National Register. Therefore, the proposed Denver Metroplex Project would not have an adverse effect 
on historic properties. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
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procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Separation of Aircraft: The commenter requested information whether the proposed procedures 
would help maintain separation between the commercial carrier arrivals at Denver International Airport 
and the aircraft operating under Visual Flight Rules below the Class B controlled airspace (Class B 
airspace). Controlled airspace is a generic term that covers the different classifications of airspace and 
defined dimensions within which air traffic control service is provided to flights in accordance with the 
airspace classification. Class B airspace is established solely to define the airspace in which all aircraft 
are subject to operating rules and pilot and equipment requirements specified in 14 CFR Section 
91.131. An air traffic control clearance is required for all aircraft to operate in Class B airspace, and all 
aircraft so cleared receive separation services from other aircraft operating within the airspace and 
known traffic operating outside the Class B Airspace. The proposed Denver Metroplex Project 
Standard Terminal Arrival fight procedures that would serve Denver International Airport are designed 
to stay within the Class B airspace after entering. Additionally, there is no required minimum 
separation standard from published flight procedures and non-Class B airspace. The proposed Denver 
Metroplex Project does not include proposed changes to the Class B airspace associated with Denver 
International Airport. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
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Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 144   Submitted by: Frimel, Jim 
Comment Received: I was recently informed and made aware of the Denver Metroplex Project, which 
determines flight paths and increased air traffic over the town and nearby mountain communities of 
Nederland, Colorado. Please consider other routes and alternatives that don't impact Nederland and its 
surrounding air space with commercial air traffic and especially increased noise from any jet traffic. I 
don't want to hear jet traffic, it is noise pollution ! Thank You 
 
Topics Identified in the Comment 

● Potential Increase in Aircraft Operations 
● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #144 Topics 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
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National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 145   Submitted by: Fuller, Karla 
Comment Received: I disagree strongly with this plan. I disagree for a number of reasons. First, there 
is very little to support this plan. Based on the numbers provided by the FAA, the plan is projected to 
save 600,000 gallons of fuel. This number is based on the data from 2015. That same year, there were 
approximately 981,120 flights to and from DIA. The plan would have saved an estimated 0.7 gallons of 
fuel/flight. Given that a 737 uses 7,000 gallons to fly from NYC to LAX, this is 1% of 1% savings. 
This equates to 7 pounds less per flight. If every passenger used the bathroom prior to boarding, the 
airline industry would see 5 times that savings. So, there is very little reason to go to this plan. 
However, the reasons against this plan are numerous. First, the plan calls for routing aircraft constantly 
over the Wilderness area. James Peak Wilderness is directly in the flight path. We do not allow any 
motorized or mechanized vehicles in the Wilderness. This includes bikes, wheelbarrows, game carts, 
ATV’s, snowmobiles, hang gliders and drones. The idea is to keep the Wilderness wild; to preserve an 
area free from all manmade noise for anyone to go and enjoy the peace and solitude. Why then, would 
the FAA think that placing a highway in the air above the Wilderness is a good idea? This plan would 
destroy that peace. Surrounding the Wilderness is the National Forests. The Arapahoe and Roosevelt 
National Forests are also in this path. These national treasures also provide areas of peace and solitude, 
but are not as restricted as the Wilderness. The unique shape of the mountains and valleys in the area, 
echo and amplify the sound of the aircraft to the point that you can no longer talk or hear the animals 
and nature sounds in the forest. The FAA has not conducted actual testing on the ground to see how 
loud the aircraft are in given areas and impact to wildlife. I live in the middle of the forest on mining 
claims. I have been in the area for 20 years. The aircraft noise has recently increase 4-5x what it was in 
prior years. There are times of the day where one plane’s noise is still audible and another is already 
starting. And this is constant for over an hour. This means that you are unable to hear the sounds of the 
forest and nature. The loud planes throttling their engines as they climb make it impossible to carry on 
a conversation. With this noise, it also makes it impossible to hear noises, such as the squirrels. Why 
would any one care? Well, the squirrels chatter at any large animal moving through the woods. The last 
several times I have seen large predators, like bear, it is because I heard the squirrels chattering. 
Without the ability to hear those noises, the forest becomes a much more dangerous place. There have 
not been any studies as to how the noises from the aircraft affect the different wildlife species. Many 
species require the ability to communicate, and the aircraft are potentially preventing that. This is 
especially important to many species of birds. Another disappointing fact, is that the FAA never came 
to Gilpin county to discuss the proposed changes. They went to areas that would be positively affected 
and garnered support for the plan, but never came to the area that would be most affected. They had 
meetings in these areas and met with and listened to people there. But, in the areas that would be most 
affected by the plan, they merely mailed a copy of the proposal to the public library. Of course, if you 
went to a community and told them that they would see a decrease in noise and air traffic, they would 
be all for that plan. However, to get a true idea of the how well received the plan would be, the FAA 
needed to come to our community as well. I’m sure, that on paper, this looks ideal. This is a less 
populated area, and therefore, fewer people are affected. There are three reasons that this area is less 
populated. One, we are further from town and the conveniences of such town. We have chosen this 
lifestyle and made sacrifices so as to not have the noise from the town. One of these noises is the noise 
from the aircraft. We do not have grocery stores, hospitals, theaters, nail salons, etc. We have made the 
sacrifices to have one thing, peace and quiet. However, others who enjoy all the other amenities of 
town, have decided they don’t want the noise that comes from living in town, and are forcing their 
noise on us. I myself, live nearly 50 miles (by air) from the airport. I live so far away, that I can’t even 
get power from town. I have to generate all my own power, water, etc. It is a hard life, but I do it so 
that I can have peace and quiet. Now, my house is directly under one of the flight paths. Two, the area 
is less populated due to local laws. Due to lack of water, land cannot be subdivided into lots less than 
35 acres unless it was done before the law went into effect nearly 50 years ago. Larger lots, fewer 
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houses. Three, and the most important, as outlined above, much of Gilpin County is public lands. That 
means, while there are a few of us that will suffer constantly, everyone is losing something. All the 
public lands are our lands as a nation. Anyone can go and enjoy these land, but we are all the losers if 
the FAA puts a high volume of constant aircraft in condensed area as proposed. Other reasons against 
this plan is the stress that the constant noise creates. Not only are local wildlife affected, but also the 
people. I personally work as a firefighter for a large suburban fire department. I have heard and seen 
things that I cannot forget. I need the quiet to get away from it all. The job has afflicted me with 
insomnia and the aircraft directly over my house not only make it hard to sleep, they have also woken 
me up in the middle of the night. I have given up many amenities to be able to go somewhere peaceful 
and quiet, and now that is all threatened by this plan. While it would be great if we had zero air traffic, 
that is not realistic. However, requiring us to take all the air traffic is not fair and equitable. There is no 
study to show that the areas under these flight plans will not see increase pollution and higher incidents 
of illness and disease. The FAA (or an environmental group) needs to study what the concentrated air 
traffic and constant fuel usage condensed into a small area will do for the air quality and pollutants in 
the area. Perhaps this is like the fire service. When I started over 25 years ago, we had no idea how 
many chemicals could be absorbed into the body through the skin. Now, we know that all these 
chemicals are leading to firefighters having much higher incidents of nearly every type of cancer. Can 
the FAA prove that living under one of these flight paths will not cause the same result for us? Or will 
it be, that over time, we discover that we are at much higher risk for cancer and other environmental 
diseases. And finally, in addition to the chemical pollution, what is the long term lasting effects of 
noise pollution on a group of people? Will the constant overhead noise lead to more migraines, PTSD, 
insomnia, depression, and even suicides? I am not the only one that has come to the area in search of 
peace. Something that we had until this change was proposed. In conclusion, I have found very little 
evidence showing that this new plan actually improves anything or solves an identified problem. 
However, there is a preponderance of evidence that suggests this plan is less than ideal and probably 
harmful. 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● Commercial Airlines Operations Costs 
● DOT Section 4(f) Resources 
● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 

● Noise Modelling 
● Physical and Mental Health 
● Public Outreach/Public Involvement 
 
 

FAA Response for Comment #145 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
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regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Commercial Airlines Operations Costs: The purpose of the proposed Project is to address the 
problem of inefficiency of the existing aircraft flight procedures in the Denver Metroplex airspace. 
While fuel savings and/or a reduction in operating costs for commercial airlines may be  secondary 
benefits of implementing the proposed Denver Metroplex Project, it is not a part of the purpose and 
need for the Project. 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
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downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
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Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
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includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Noise Modelling: The commenter raised concerns with the noise modelling methodology. The noise 
analysis of the Preferred Alternative compared to the No Action Alternative completed for the Final 
Environmental Assessment (EA) was prepared using the Aviation Environmental Design Tool (AEDT) 
version 2d, which is the FAA’s required noise model. The FAA uses AEDT to model noise for flight 
track changes over large areas to analyze noise associated with the No Action Alternative and the 
Denver Metroplex Project proposed action. The AEDT 2d modelling tool provides detailed modelling 
to evaluate the effects of high-altitude airspace changes from the ground level up to 18,000 feet Above 
Ground Level. The AEDT 2d model utilizes an extensive aircraft performance and sound level 
database that includes information on variations in sound attributed to different types of aircraft and 
aircraft engines, aircraft speed, climb and descent thrust, and the altitude along a route. Detailed terrain 
data was inputted into the AEDT 2d model, which accounts for the elevation of each grid point or 
population centroid when calculating the distance between the grid point and the aircraft. The aircraft 
noise analysis prepared for the Denver Metroplex Project Final EA was conducted in compliance with 
FAA Order 1050.1F. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
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with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
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Comments-Responses 

Comment# 146   Submitted by: Furnace, Paula 
Comment Received: Sending this after that date because NO ONE notified canyon residents of this 
happening to allow public comments. This makes NO sense and needs to be open longer and advertised 
for public comments. This WILL disrupt our peaceful canyon life with no concern for impact on 
homes, quality of life and animals. Do NOT consolidate air traffic into a single path. There are many 
other approaches. 
 
Topics Identified in the Comment 

● Comment Period 
● DOT Section 4(f) Resources 
● Physical and Mental Health 

● Public Outreach/Public Involvement 
 
 

FAA Response for Comment #146 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
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Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
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regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
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Comments-Responses 

Comment# 147   Submitted by: G, Anonymous 
Comment Received: (Request to withhold personal identifying information) Having lived for years 
under the DFW approach path and for many more years in the EFD vicinity  our family moved to 
Gilpin County to avoid the noise of modern air traffic.  Unfortunately  the existing DEN flight patterns 
still interrupt the solitude for which we invested our retirement  and the proposed LONGZ and FLATI 
patterns appear to increase the noise that sends wildlife scurrying and makes all human conversations 
pause.  Boulder and Denver areas are already established urban centers; Please do not allow their 
expansion to influence our rural areas. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Potential Increase in Aircraft Operations 
● Projected Changes in Aircraft Noise 
Exposure 

● Withold Personal Identifying Information  
 
 

FAA Response for Comment #147 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
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303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Withold Personal Identifying Information: Commenters were made aware of the following 
statement with their comment submission - "Please be aware that your name, address, phone number, 
email address, or other personal identifying information in your comment may be made publicly 
available at any time.  You may include in your comment a request to withhold your personal 
identifying information, however we cannot guarantee that we will be able to do so". 
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Comments-Responses 

Comment# 148   Submitted by: GAMUEDA, Jesse 
Comment Received: To whom it may concern; Regarding the new route proposals from the FAA. If 
what I am reading is correct the FAA's proposal would add another 20 - 50 miles to the routing for the 
arrivals. Already the routes that exist bring down aircraft to a lower altitude which already puts our 
aircraft on certain missions incapable to make it to destination airports without a fuel stop. The older 
routes kept the business aviation aircraft higher and fuel burn was never an issue. Now if there is 
weather at the destination airports KBJC, KAPA we are hampered with the lengthened and lowered 
routes that were just changed a few years back. DUNNN2 is the perfect example. Already Center starts 
the descent around 200 miles out. To add another 50 miles to these routings would cause much more of 
a fuel burn. I would at least the opportunity to show the board who approves the new routing evidence 
through CABA or current flight departments that have been against this for a while. I don't believe that 
this is to much to ask due to the fact that there are many flight departments and charter operators that 
vehemently oppose the proposal. I appreciate and thank you in advance! Jesse Gamueda 
 
Topics Identified in the Comment 

● BRNKO STAR 
● Potential Increase In Fuel Burn and 
Emissions 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #148 Topics 
 
BRNKO STAR: The workload for managing air traffic on the existing PUFFR (RNAV) STAR flight 
procedure is intensive for air traffic controllers as it requires them to maintain separation between 
aircraft arrivals at Centennial Airport and aircraft arrivals and departures at Denver International 
Airport. The workload intensity has been identified as a potential safety risk, notably during periods of 
heavy air traffic operations in the Denver area airspace. The FAA is proposing to replace the existing 
PUFFR (RNAV) STAR with the proposed BRNKO (RNAV) STAR to enhance safety and efficiency 
for air traffic flow from the north arriving to Centennial Airport. The BRNKO (RNAV) STAR was 
developed in collaboration with the user groups including National Business Aviation Association and 
the Colorado Aviation Business Association to meet all safety and efficiency requirements. 
Additionally, the proposed PINNR (RNAV) STAR was developed to accommodate arrivals from the 
north. 
 
Potential Increase In Fuel Burn and Emissions: The commenter raised a concern regarding aircraft 
emission. As described in Section 5.2.3 of the Final Environmental Assessment under the proposed 
Denver Metroplex Project there would be a slight increase in fuel burn (1.83 percent in 2019 and 1.85 
percent in 2024) when compared to the No Action Alternative. While increased fuel burn corresponds 
with an increase in emissions, operational changes that could result in an increase in fuel burn would 
occur at 3,000 feet AGL or above and would not result in an increase in ground concentrations. Any 
operational changes that could result in an increase in fuel burn would occur at or above 3,000 feet 
AGL. As discussed above, procedures above 3,000 feet AGL are considered a de minimis action, 
would have little if any effect on emissions and ground concentrations of criteria pollutants, and are 
presumed to conform to all applicable State Implementation Plans.( 72 Fed. Reg. 6641 (February 12, 
2007). 
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Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 149   Submitted by: Garcia, Rudy 
Comment Received: Our lives are defined  in part  by how we choose to live them and "where" we 
choose to live.  Those of us who live in Gilpin County chose to live in this rural mountain community 
precisely because it is rural  and because of the peaceful  quiet environment.   
 
We are not so naive as to believe that we are devoid of environmental impacts - noise  light  vibrations 
and other extraneous irritants and pollutants.  We recognize that we live in world where the "comforts" 
of technology sometimes brings the "burdens" of consequences.  I also recognize that skies cannot be 
cleared simply to satisfy the wishes of all.   
 
What I do know  however  is that  in a democratic society  "ALL" members of our society must be 
allowed to participate in a decision-making process that will impact their lives for as long as they live 
in the community that will be impacted by 'government' policy and rule-making.   
It is unfair and singularly peculiar that the FAA has decided that the "community" of Gilpin County has 
been chosen as the community over which virtually all air traffic traveling east and west  in this sector  
will be directed.  It is not a rhetorical question to ask  why it is that Gilpin County residents must bear 
the entirety of local air traffic flying over the Denver area front-range?  Who did we piss off?   
 
My own view is that the "entire" front-range community must share in this environmental burden.  It is 
not unreasonable to ask how planners consciously decided that  without mitigation  a single-path for air 
traffic would not cause severe environmental impacts - particularly noise impact/pollution.   The FAA  
a regulatory agency in our democratic society  must ensure that â€œallâ€� citizens have an opportunity 
to give voice to the decisions being made on our behalf and that will certainly adversely impact our 
lives.  We are simply exercising our rights as citizens when we admonish FAA officials about our right 
to participate in this rule-making process. 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● Public Outreach/Public Involvement 
● Projected Changes in Aircraft Noise 
Exposure 

● West SIDs 
 
 

FAA Response for Comment #149 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
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are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
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documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
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specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 150   Submitted by: Gardner, Deb 
Comment Received: On behalf of the Boulder City Council and the Board of Boulder County 
Commissioners we are writing to request that 
the period of public comment for the Denver Metroplex Final Environmental Assessment (EA) be 
extended to January 
31, 2020. 
In our prior comment letter of June 6, 2019 on this matter, we expressed a number of concerns 
regarding the draft 
Environmental Assessment. Our preliminary analysis of the Final EA indicates that while some 
account was taken of 
our concerns and those of our constituents, significantly increased noise impacts remain a likely 
outcome of the 
changes proposed in the Final EA. Given the complexity of the issues at hand and the impact these 
proposed changes 
would have on our constituents and our community's quality of life, the current 30-day comment period 
ending on 
December 20, 2019 is entirely inadequate for a full and reasonable analysis to be completed and 
provided to the FAA. 
Thank you for your consideration for this request. 
Sincerely, 
Sam Weaver 
Mayor, City of Boulder 
Elise Jones 
Chair, Board of Boulder County Commissioners 
Deb Gardner 
Vice-Chair, Board of Boulder County Commissioners 
Matt Jones 
Boulder County Commissioner 
 
 
Topics Identified in the Comment 

● Comment Period 
● Projected Changes in Aircraft Noise 
Exposure 

 
 

FAA Response for Comment #150 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
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related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
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Comments-Responses 

Comment# 151   Submitted by: Garner, Dawn 
Comment Received: I live near the Rocky Mountain airport in Broomfield, CO and the amount of air 
traffic due has 
increased considerably since I first moved here 8 years ago. The main concern for myself and many of 
my 
neighbors is the constant circling overhead at lower altitudes by the pilot training schools. If there was 
a way to 
move this circling to a less populated area that would be much appreciated. 
 
Topics Identified in the Comment 

● Altitude/Mean Sea Level 
● General Aviation/Visual Flight Rules 
● Purpose and Need of Project 

 
 

FAA Response for Comment #151 Topics 
 
Altitude/Mean Sea Level: Airspace classes are defined by regulations in 14 CFR part 71. Class A 
airspace covers the highest altitudes of above 18,000 feet Mean Sea Level. Unless specially authorized, 
all aircraft in Class A airspace must operate under Instrument Flight Rules. Class B airspace generally 
includes airspace from the surface to 10,000 feet Mean Sea Level around the busiest airports and is 
individually tailored to contain all published instrument flight procedures for that airport. Class B 
airspace typically consists of a surface area around the airport and two or more layers that increase in 
size. Airspace altitudes are expressed in Mean Sea Level because it is a consistent measurement for 
aircraft flight operations, while Above Ground Level varies with the local terrain. 
 
General Aviation/Visual Flight Rules: The commenter raises concerns that the impacts to general 
aviation and aircraft operating under Visual Flight Rules (VFR) were not considered in the Final 
Environmental Assessment. When operating outside certain categories of controlled airspace, aircraft 
operating under VFR are not required to be in contact with ATC. Because these aircraft operate at the 
pilot’s discretion and are often not required to file flight plans, the FAA has very limited information 
about these operations. Consequently, there is no known source for comprehensive route, altitude, 
aircraft type, and frequency information for VFR operations in the General Study Area. However, even 
if complete information were available for VFR operations, the proposed Denver Metroplex Project 
would not require any changes to routing or altitudes to accommodate these operations. If they could be 
modeled, they would use the same flight routes and altitudes under the No Action Alternative and the 
Preferred Action for the Denver Metroplex Project. Their operations would not be affected by the 
forecast conditions in 2019 (the proposed first year of implementation) and 2024 (five years after 
implementation) for either the No Action Alternative or the Preferred Action for the Denver Metroplex 
Project. Therefore, VFR aircraft were not included in the analysis. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
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The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 152   Submitted by: Gebhart, Pauline 
Comment Received: PLEASE re-route all air traffic away from south Boulder if you go S just a bit the 
air traffic can go over an un populated area  the noise from the air traffic in south boulder is amplified 
by the flatirons so sounds A LOT LOUDER than normal  I hope you will take my comment and all my 
neighbored into consideration . Thank you 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
● West SIDs 

 
 

FAA Response for Comment #152 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 153   Submitted by: Gebhart, Pauline 
Comment Received: Please move the flight path of west bound flights from Denver to over rocky 
flats,about 5 miles S of boulder , where no one lives and the sound will not be amplified by the 
flatirons. TX Pauline 
 
Topics Identified in the Comment 

● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #153 Topics 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
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(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 154   Submitted by: Gee, Jennifer 
Comment Received: We invested in our mountain home  near Nederland  in order to get away from 
the noise and busyness of the Front Range.  Over the last 2 years  the air traffic has significantly 
increased (Reference flight path ZIMMR).  Now  we have frequent flight noise over our house and 
neighborhood  which is as much or more than our previous home in the Lafayette-Boulder Metro area.  
Additionally  when we try to enjoy a peaceful night sky  it is cluttered with overhead plane lights and 
noise.  Sitting outside in the evening  we typically see and hear 7-10 planes within half-hour time 
spans.  On cloudy days  the planes seem to fly at lower elevations  making the noise even louder.  My 
husband and I work from home  in order to avoid the mountain communte.  Therefore  we hear planes 
all day.  For instance  3 planes flew over while writing this comment.  We are not alone in this 
disturbance and join our neighbors to share our complaints.  The current flight patterns interfere with 
the the peaceful Colorado mountains that we invested in to call our home.  Thank you for your 
consideration in adjusting flight patterns to minimize disturbances. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● Potential Increase in Aircraft Operations 

 
 

FAA Response for Comment #154 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
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970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
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applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
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Comments-Responses 

Comment# 155   Submitted by: Geels, Scott 
Comment Received: It is my understanding that a number of flight paths are being re-routed to go 
over Nederland - my nearest town  and the town where I work.   
 
Most of us moved to the mountains to get away from the noise of cities  and we are not happy with this 
flight-path adajustment. 
 
Given the relatively low population density of the area (and proportionally low flight usage of the 
residents)  this is a huge equity issue.  Basically  we are being asked to bear the brunt of the noise 
problems  and get very little of the benefit of additional air travel. 
 
Please reconsider the flight paths to travel over less populated areas  and not over the heart of my 
hometown. 
 
Thanks- 
Scott Geels 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #155 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
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http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 156   Submitted by: Gerbore, Carly 
Comment Received: Due to the increased noise. This will not only effect our current peace and quiet 
but will also effect our home and property value. We absolutely disagree with moving air traffic from 
it's current location. We specifically purchased this property for the peace and quiet. 
 
Topics Identified in the Comment 

● Projected Changes in Aircraft Noise 
Exposure 
● Property Values 

● Sleep Disturbance/Speech Interference 
 
 

FAA Response for Comment #156 Topics 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Property Values: The proposed Denver Metroplex Project involves air traffic control routing changes 
for airborne aircraft only; and does not involve land acquisition, physical disturbance, or construction 
activities. The determination of whether a proposed action may have a significant environmental 
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impact under the National Environmental Policy ACT (NEPA) is made by considering the relevant 
environmental impact categories and comparing impact to the FAA’s thresholds of significance as 
outlined in FAA Order 1050.1F. The assessment of property values is not an environmental impact 
category as outlined in FAA Order 1050.1F. To the extent applicable, and as there are no significant 
impacts under noise or compatible land use, the proposed Denver Metroplex Project is compatible with 
existing and planned land uses, and the applicable regulations and policies of federal, state, and local 
agencies. A limited number of studies have attempted to measure the impact of aircraft noise on 
property values. Specific studies of the impact of noise at the Study Airports on real property values 
have not been conducted and are not required. Studies conducted at other national airports have 
concluded that airport noise only has a slight impact on property values within the Day Night Average 
Sound Level 65 decibels or greater noise contour around airports. Additionally, comparison of older 
studies to more recent studies indicates that the impact was greater in the 1960s, when jet aircraft first 
entered the fleet. This decrease presumably is the result of stabilization of real estate markets following 
an initial adjustment to noisier jets, and of noise reduction in more modern Stage 3 or better aircraft. 
 
Sleep Disturbance/Speech Interference: The commenter recommended calculating different types of 
supplemental noise metrics to explain sleep disturbance and/or speech interference. A benefit of 
supplemental noise metrics is to help the public reach a better understanding of potential noise impacts. 
If the noise modelling analysis indicates a potential significant impact, FAA Order 1050.1F 
recommends additional information related to the human response to noise that is appropriate for the 
specific proposal. Additional information may include supplemental metrics applicable to sleep 
disturbance and/or speech interference. Such supplemental noise analysis is not, by itself, a measure of 
adverse aircraft noise or significant aircraft noise impact. As discussed in Chapter 5 of the EA, the 
noise modeling analysis indicated that the proposed Denver Metroplex project would not result in 
changes to noise exposure that exceed the significant noise threshold for the forecasted years of 2019 
and 2024. Therefore, the use of optional supplemental noise metrics are not warranted because they not 
would help explain the potential for cumulative noise exposure. 
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Comments-Responses 

Comment# 157   Submitted by: Gewirtz, Gabrielle 
Comment Received: This is in regards to the Denver METROPLEX plan.  
 
I live in Gilpin County (Rollinsville) with a view of the divide from our home. We moved here (From 
NYC) for peace and quiet and to be close to nature. Since we have come (2011) the increase in air 
traffic over our area has increased significantly; we see and hear planes over our area.  
 
Our home is located near the tracks of the train that goes through the Moffat tunnel - noise which we 
accepted as part of our location - as it is not constant. But to have the noise from the planes - which are 
more constant  is just not acceptable. 
 
Besides the impact of our own peace of mind  what about the impact of the noise on specifically the 
owls and the eagles  not mention the other abundant aviary wild life? What about the thousands and 
thousand of people who come through the James Peak  Indian Peaks  Roosevelt National Forrest  
Golden State Park  etc - they come for quiet  to get away from noise  to immerse themselves in nature - 
and this will all be taken away.  
 
To top it off  our canyons (72 and Boulder canyon) our links to Boulder and to Denver are in major 
construction projects -  which has significantly effected a lot of folks (and businesses) up here. Then 
the addition of air traffic noise on top of the frustration of trying to deal with driving down the 
canyons? Gilpin county is getting the short end of the stick - big time.  
 
Please reconsider.  
 
Cities are centers for noise - the mountains are supposed to be centers for quiet. There has to be some 
other route for these planes then our small county. 
 
Thank you. 
 
Topics Identified in the Comment 

● DOT Section 4(f) Resources 
● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 

● Potential Increase in Aircraft Operations 
 
 

FAA Response for Comment #157 Topics 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
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that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 



3 
 

has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
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Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
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Comments-Responses 

Comment# 158   Submitted by: Gilbert, Sherri 
Comment Received: I am writing to oppose the propose flight path over Gilpin County CO. I 
understand why Boulder doesn't want this either BUT Boulder the noise pollution would be much less 
noticeable in the city versus our peaceful mountains.  We are 4000 ft and therefore 4000 ft closer to the 
noise.  In Newport Beach the jets head west over the ocean before turning back east and making noise - 
so there is no reason that can't happen here.  Thanks. 
 
Topics Identified in the Comment 

● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

● West SIDs 
 
 

FAA Response for Comment #158 Topics 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
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Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
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SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 159   Submitted by: Gilpinite, Local 
Comment Received: Noise pollution is distracting and disappointing. Having flight paths that spread 
over a larger area will cause everyone a small amount of noise pollution  where as having flight paths 
over a small area will cause a much greater disturbance to a smaller population. This could lead to 
emotional and physical health issues. Please spread out the flight paths so that everyone can continue to 
enjoy the noise pollution together. It is hardly noticed when it is just a few planes a day  but  if it is 
dozens or more it will be a huge annoyance. 
 
Topics Identified in the Comment 

● Physical and Mental Health 
● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
● West SIDs 
 
 

FAA Response for Comment #159 Topics 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
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- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
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procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 160   Submitted by: goldstein, colin 
Comment Received: Putting the new FAA flight path directly above S. Boulder and my home not only 
daily disturbs thousands of people but also lowers our property values and therefore the cities tax 
revenues. With all the un or barely habited space S. of us   like Rocky Flats  I have to think that this is 
terrible planning & management & implementation. Please move the flight path somewhere else   
where it effects less people and our peace of mind 
 
Topics Identified in the Comment 

● Property Values 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #160 Topics 
 
Property Values: The proposed Denver Metroplex Project involves air traffic control routing changes 
for airborne aircraft only; and does not involve land acquisition, physical disturbance, or construction 
activities. The determination of whether a proposed action may have a significant environmental 
impact under the National Environmental Policy ACT (NEPA) is made by considering the relevant 
environmental impact categories and comparing impact to the FAA’s thresholds of significance as 
outlined in FAA Order 1050.1F. The assessment of property values is not an environmental impact 
category as outlined in FAA Order 1050.1F. To the extent applicable, and as there are no significant 
impacts under noise or compatible land use, the proposed Denver Metroplex Project is compatible with 
existing and planned land uses, and the applicable regulations and policies of federal, state, and local 
agencies. A limited number of studies have attempted to measure the impact of aircraft noise on 
property values. Specific studies of the impact of noise at the Study Airports on real property values 
have not been conducted and are not required. Studies conducted at other national airports have 
concluded that airport noise only has a slight impact on property values within the Day Night Average 
Sound Level 65 decibels or greater noise contour around airports. Additionally, comparison of older 
studies to more recent studies indicates that the impact was greater in the 1960s, when jet aircraft first 
entered the fleet. This decrease presumably is the result of stabilization of real estate markets following 
an initial adjustment to noisier jets, and of noise reduction in more modern Stage 3 or better aircraft. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
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use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 161   Submitted by: Goldstein, Erica 
Comment Received: I attempt to fall aslee each night to the sound of loud planes and my daughter and 
me get woken up every morning. It has a large negative impact on my life and mental health on a daily 
basis. The flatiron mountains seem to catch and reverberate the sound right back on our neighborhood  
and the mountains right there are so much closer to neighborhood homes than any further south. The 
noise is significantly heightened because of the flatirons and large numbers of people have a major 
negative effect. A few miles south  not only are there less home  but the mountains don't go up so 
sharply right behind the homes reverberating the sound. I beg and implore you to move the route south. 
It's literally ruining my quality of life and my and my young daughters ability to sleep. 
Thank you  
 
Erica 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Physical and Mental Health 
● Purpose and Need of Project 
● Sleep Disturbance/Speech Interference 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #161 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
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970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Sleep Disturbance/Speech Interference: The commenter recommended calculating different types of 
supplemental noise metrics to explain sleep disturbance and/or speech interference. A benefit of 
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supplemental noise metrics is to help the public reach a better understanding of potential noise impacts. 
If the noise modelling analysis indicates a potential significant impact, FAA Order 1050.1F 
recommends additional information related to the human response to noise that is appropriate for the 
specific proposal. Additional information may include supplemental metrics applicable to sleep 
disturbance and/or speech interference. Such supplemental noise analysis is not, by itself, a measure of 
adverse aircraft noise or significant aircraft noise impact. As discussed in Chapter 5 of the EA, the 
noise modeling analysis indicated that the proposed Denver Metroplex project would not result in 
changes to noise exposure that exceed the significant noise threshold for the forecasted years of 2019 
and 2024. Therefore, the use of optional supplemental noise metrics are not warranted because they not 
would help explain the potential for cumulative noise exposure. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 162   Submitted by: Gonzales, donald 
Comment Received: As a life long resident of a house 3 blocks from Mile High Stadium  I am very 
concerned with the small engine planes carrying advertising banners  which accompany any stadium 
event with a significant crowd.  These planes fly over approximately every 3-4 minutes at a low 
altitude  with their loud droning motors  and they certainly have a negative effect on our neighborhoods 
quality of life  particularly when the weather is nice enough to have our windows open. 
 
While I am all for small businesses  I don't understand how the advertisement of marijuana and other 
products can trump the neighbors quality of life.  I have brought this issue to Council in Denver  and 
they tell me it is an FAA regulated business.  Therefore I say to ban these noisy airplanes from outdoor 
venues such as Mile High Stadium and Coors Field.   
 
This summer  in 2019  we had a Garth Brooks event at the Stadium where they actually filmed the 
concert from a helicopter  which flew very low over my house every minute or two.  I have seen the 
advertisement for the footage.  I now know what my Marine uncle experienced in Vietnam.  It was 
loud  annoying and actually drowned out my TV.  Had I known  I would have deserted the 
neighborhood.  I'm afraid more of these type exposures could be in our future. 
 
Many of my neighbors concur with my assessment of the stadium advertising by airplane banner.  I 
hope you will seriously consider a ban on this worthless advertising.  Thank you. 
 
Topics Identified in the Comment 

● Flight Standards 
● Out of Scope 
● Purpose and Need of Project 

 
 

FAA Response for Comment #162 Topics 
 
Flight Standards: There are lines of business and staff offices within the Federal Aviation 
Administration (FAA), all of which have major operational or program responsibilities.  The FAA 
Aviation Safety line of business sets standards and certifies aircraft, airmen, and facilities, Within FAA 
Aviation Safety, the Flight Standards Service promotes safe air transportation by setting the standards 
for certification and oversight of airmen, air operators, air agencies, and designees. When a noise 
source is determined to be from a reckless or dangerously low flying civil aircraft, the appropriate 
Flight Standards District Office (FSDO) should be contacted. The FSDO’s are responsible for the 
certification, surveillance, and certificate management of all non-14 CFR Part 121 air carriers, air 
operators, airmen, and air agencies. Website and contact information for each FSDO can be found at: 
https://www.faa.gov/about/office_org/headquarters_offices/avs/offices/afx/afg 
 
Out of Scope: The comment includes a unique request for changes that fall outside the scope of the 
purpose and need for the proposed Denver Metroplex Project. The purpose of the proposed Project is to 
address the problem of inefficiency of the existing aircraft flight procedures in the Denver Metroplex 
airspace. Chapter 2 of the Final Environmental Assessment presents the problem being addressed and 
describes what the FAA is trying to achieve with the proposed Denver Metroplex Project. 
Consequently, the requests would not meet the purpose and need proposed Denver Metroplex Project. 
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Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 163   Submitted by: Goodrich, Cynthia 
Comment Received: Very, very, very against and concerned about your plan to re-route air traffic over 
Coal Creek Canyon and Gilpin County. 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
● West SIDs 

 
 

FAA Response for Comment #163 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
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flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 164   Submitted by: Gordon, Sean 
Comment Received: The wilderness areas along the continental divide are some of the most beautiful 
natural spaces that we have access to. Unfortunately those natural spaces are disturbed nearly every 
hike by jet noises. It seems to me that it would make sense to route the jet noises over heavily 
trafficked areas like the i-70 corridor rather than over the divide where there are national forests and 
wilderness areas. 
 
Topics Identified in the Comment 

● DOT Section 4(f) Resources 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #164 Topics 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
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reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 165   Submitted by: Gosman, Diane 
Comment Received: Please withhold my personal identifying info. I, along with many residents of 
Rock Creek, Superior and Louisville, who already are in the rapidly increasing overflights of RMMA 
(BJC) are disappointed by the increased overflights from DIA. We live 45 minutes away by car from 
RMMA and have several hours a day and particularly at night that sound like nonstop thunder. We do 
not have the benefit of IGA (Inter-government Agreements) like Adams County and Denver that route 
DIA aircraft around them due to fines. These overflights should be dispersed evenly among the Denver 
metro area and sent north of Boulder in less populated areas. This Final EA is too difficult to access the 
info to see what changes if any were made from the Draft EA. I cannot pull up the info on my 
computer, and you would have to spend hours trying to figure out. I know residents of Superior (Rock 
Creek) and Louisville who have tried with limited success. Despite what the FAA stated, this info was 
not made available at many libraries, and Louisville Library was excluded. Extending the comment 
period as multiple elected officials was not done, nor briefing to their offices (Neguse and Bennet 
requested) so they could properly inform constituents. The FAA released the Final EA months late and 
during the holidays when those on the ground are busy and unaware. How fair is it to live tens of miles 
from DIA and to be so impacted by the noise from the westbound overflights? Inside my home it 
sounds like nonstop thunder at times from 7:20 p.m. - 10:45 p.m. at night. I have to turn up my TV at 
times. The FAA will continue to be sued by multiple cities over the Metroplex projects. The Denver 
project is going ahead with March 2020 implementation no matter what comments those on the ground 
make. All to do the airlines bidding and save $1.8 million in fuel costs? The ongoing Boeing 737 Max 
debacle and Boeing's relationship with the FAA shows a federal agency in need of change. The 
Metroplex projects and their implementation and "community engagement" highlight continued 
problems. 
 
Topics Identified in the Comment 

● Comment Period 
● Commercial Airlines Operations Costs 
● Potential Increase in Aircraft Operations 
● 1988 Intergovernmental Agreement On A 
New Airport 
● Public Outreach/Public Involvement 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
● Withold Personal Identifying Information  
 
 

FAA Response for Comment #165 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
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Commercial Airlines Operations Costs: The purpose of the proposed Project is to address the 
problem of inefficiency of the existing aircraft flight procedures in the Denver Metroplex airspace. 
While fuel savings and/or a reduction in operating costs for commercial airlines may be  secondary 
benefits of implementing the proposed Denver Metroplex Project, it is not a part of the purpose and 
need for the Project. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
1988 Intergovernmental Agreement On A New Airport: The proposed Denver Metroplex Project 
offers an opportunity for the FAA to consider potential changes to flight procedures that may reduce 
impacts in the Noise Exposure Performance Standards (NEPS) areas covered by the 1988 
Intergovernmental Agreement (IGA) between Adams County and the City and County of Denver. The 
NEPS points were established through the 1988 IGA where each NEPS point has unique criteria for 
aircraft noise levels. However, the assessment by the FAA of the 1998 Intergovernmental Agreement 
(IGA) violating any laws or regulations is outside the scope of this project.   
   
The proposed Denver Metroplex Project flight procedures would involve Standard Terminal Arrival 
and Standard Instrument Departures that utilized satellite based navigation technology. The proposed 
flight procedures were designed to take into account the geographic location of the NEPS points. The 
Denver Metroplex Design & Implementation Team worked with Denver International Airport to 
support the 1988 IGA to minimize the likelihood of a noise level exceedance at the NEPS points. As 
part of the proposed procedure design process, Denver International Airport prepared an independent 
noise modelling analysis of the proposed Denver Metroplex flight procedures.  The results of their 
analysis indicated that the NEPS points would not reach a noise level exceedance. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
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Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
Withold Personal Identifying Information: Commenters were made aware of the following 
statement with their comment submission - "Please be aware that your name, address, phone number, 
email address, or other personal identifying information in your comment may be made publicly 
available at any time.  You may include in your comment a request to withhold your personal 
identifying information, however we cannot guarantee that we will be able to do so". 
  
 



1 
 

Comments-Responses 

Comment# 166   Submitted by: Gregg, Jessica 
Comment Received: I live on Thorodin Mountain and the air traffic at times is so low we are unable to 
hear each other 2 feet apart. And its not every now and then either  at least once a week for an hour we 
will have jets overhead every 30 seconds. If this new plan will be increasing the air traffic over Gilpin 
County  we will be unable to talk while outside. It's completely unacceptable  we moved to the middle 
of nowhere to live in peace and quiet  i didn't buy a house next to DIA  i live on 80 acres of national 
forest.  Spread the air traffic out fairly and make the planes fly higher. 
 
Topics Identified in the Comment 

● Altitude/Mean Sea Level 
● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #166 Topics 
 
Altitude/Mean Sea Level: Airspace classes are defined by regulations in 14 CFR part 71. Class A 
airspace covers the highest altitudes of above 18,000 feet Mean Sea Level. Unless specially authorized, 
all aircraft in Class A airspace must operate under Instrument Flight Rules. Class B airspace generally 
includes airspace from the surface to 10,000 feet Mean Sea Level around the busiest airports and is 
individually tailored to contain all published instrument flight procedures for that airport. Class B 
airspace typically consists of a surface area around the airport and two or more layers that increase in 
size. Airspace altitudes are expressed in Mean Sea Level because it is a consistent measurement for 
aircraft flight operations, while Above Ground Level varies with the local terrain. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
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970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
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procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 167   Submitted by: Griffin, Frank 
Comment Received: My name is Frank Griffin, I have a home in coal creek canyon. I strongly object 
to the proposed changes to the Denver metroplex flight plans. This would change the current 
widespread minor inconvenience to a major life impact to a smaller but not inconsiderable number of 
people. The combination of flight pattern changes directly over the two canyons along with lower flight 
elevations would make the noise pollution a hazard to wildlife and the health of many people. Please 
consider this before approving these changes 
 
Topics Identified in the Comment 

● DOT Section 4(f) Resources 
● Physical and Mental Health 
● Projected Changes in Aircraft Noise 
Exposure 

 
 

FAA Response for Comment #167 Topics 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
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proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
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changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
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Comments-Responses 

Comment# 168   Submitted by: Grimm, Robert 
Comment Received: I am against consolidation of air-traffic corridors over northern Jefferson County 
Colorado without sufficient time for community input. Frankly I do not understand why this is 
necessary in the modern era that allows aircraft to be better dispersed. 
 
Topics Identified in the Comment 

● Public Outreach/Public Involvement 
 

 

FAA Response for Comment #168 Topics 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
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Comments-Responses 

Comment# 169   Submitted by: Gustafson, Scott 
Comment Received: I'm not bothered at all with the airplane traffic in my neighborhood. 
 
Topics Identified in the Comment 

● No Concerns Identified 
 

 

FAA Response for Comment #169 Topics 
 
No Concerns Identified: Thank you for your comment. 
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Comments-Responses 

Comment# 170   Submitted by: Hall, Richard 
Comment Received: To Whom It May Concern; 
Thank you very much for allowing the opportunity to comment on the Final EA for the DEN 
Metroplex. 
I am the Chief Pilot for Dish Network LLC, flying a Gulfstream GS00 and a Challenger 300 both 
nationally 
and internationally. I have over 23,000 hours of PIC time and have been flying into Colorado airspace 
for 
50 years, including traversing the Colorado Rocky Mountains. 
While I cannot comment on many of the aspects of the DEN-Metroplex, I did want to comment on the 
proposed BRNKO and PINNR approaches. As a user of the PUFFR approach into Centennial Airport, 
the 
proposed BRNKO STAR that takes our company aircraft along the foothills of the Colorado Rocky 
Mountains is highly problematic for the following reasons: 
At the proposed altitudes, aircraft will not only have to deal with the inversion layer for as much 
as 30-50 NM that invariably makes arrivals into Denver airspace uncomfortable for passengers, 
due to orographic nature of the Rockies, better known as the "Denver Vortex" by seasoned 
meteorologists, can cause severe downdrafts and high velocity winds sometimes in exceeding 
Category I hurricane force winds. This not only places great stress on airframes but more 
importantly put passengers and crews into grave danger. NOAA maintains a permanent weather 
station in the area for a reason! 
Because of the flat cut-out in western part of the Class Bravo airspace for DEN, a narrow VFR 
corridor is created which, weather permitting, is frequently used by small aircraft lacking Mode 
Sor talking to ATC, traveling in either direction and at the same altitude as fast movers now 
forced to use BRNKO. This creates an inherently dangerous situation regardless of IFR traffic 
maintaining contact inside Bravo. 
The current PUFFR route takes aircraft arriving from the east directly over DEN into Centennial 
Airport. BRNKO, as proposed, vectors aircraft as far north as Ft. Collins towards the foothills of 
the Rocky Mountains before being allowed to turn south along the foothills. This procedure 
adds as much as 50+ NM to the flight before the aircraft is permitted to turn east again for an 
approach into Centennial Airport. This needlessly adds fuel burn, time and carbon emission in 
addition to the points raised above. 
Our company has attempted to be a good neighbor respecting the quality of life of residents, 
including ourselves, while we conduct domestic and international business flights. The proposed 
STARS would take us over communities that typically have not seen business jets flying at 
altitudes at or below 3,000' AGL over their neighborhoods. With ADS-B, and tracking programs 
such as Flight Aware and others, some company aircraft have been tagged by citizens filing noise 
complaints directly to the CEO or COO. These unintended consequences come at a price and the 
FAA needs to be cognizant of those consequences. 
Finally, our pilot's organization and individual pilots have suggested using the DUNNN approach 
as an alternative, which was not considered in the DEN-Metroplex. This would be far more 
preferential over BRNKO and allows traffic to seamlessly interface on less congested routes. 
Thank you very much for your time and consideration in reviewing these comments before 
implementing the DEN-Metroplex, and please do not hesitate to contact me at 
Richard.hall@meridianaviation.net shouid you have any concerns or questions. 
Sincerely, 
Richard Hall 
Chief 
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Topics Identified in the Comment 

● Altitude/Mean Sea Level 
● BRNKO STAR 
● General Aviation/Visual Flight Rules 
● Potential Increase In Fuel Burn and 
Emissions 

● Purpose and Need of Project 
 
 

FAA Response for Comment #170 Topics 
 
Altitude/Mean Sea Level: Airspace classes are defined by regulations in 14 CFR part 71. Class A 
airspace covers the highest altitudes of above 18,000 feet Mean Sea Level. Unless specially authorized, 
all aircraft in Class A airspace must operate under Instrument Flight Rules. Class B airspace generally 
includes airspace from the surface to 10,000 feet Mean Sea Level around the busiest airports and is 
individually tailored to contain all published instrument flight procedures for that airport. Class B 
airspace typically consists of a surface area around the airport and two or more layers that increase in 
size. Airspace altitudes are expressed in Mean Sea Level because it is a consistent measurement for 
aircraft flight operations, while Above Ground Level varies with the local terrain. 
 
BRNKO STAR: The workload for managing air traffic on the existing PUFFR (RNAV) STAR flight 
procedure is intensive for air traffic controllers as it requires them to maintain separation between 
aircraft arrivals at Centennial Airport and aircraft arrivals and departures at Denver International 
Airport. The workload intensity has been identified as a potential safety risk, notably during periods of 
heavy air traffic operations in the Denver area airspace. The FAA is proposing to replace the existing 
PUFFR (RNAV) STAR with the proposed BRNKO (RNAV) STAR to enhance safety and efficiency 
for air traffic flow from the north arriving to Centennial Airport. The BRNKO (RNAV) STAR was 
developed in collaboration with the user groups including National Business Aviation Association and 
the Colorado Aviation Business Association to meet all safety and efficiency requirements. 
Additionally, the proposed PINNR (RNAV) STAR was developed to accommodate arrivals from the 
north. 
 
General Aviation/Visual Flight Rules: The commenter raises concerns that the impacts to general 
aviation and aircraft operating under Visual Flight Rules (VFR) were not considered in the Final 
Environmental Assessment. When operating outside certain categories of controlled airspace, aircraft 
operating under VFR are not required to be in contact with ATC. Because these aircraft operate at the 
pilot’s discretion and are often not required to file flight plans, the FAA has very limited information 
about these operations. Consequently, there is no known source for comprehensive route, altitude, 
aircraft type, and frequency information for VFR operations in the General Study Area. However, even 
if complete information were available for VFR operations, the proposed Denver Metroplex Project 
would not require any changes to routing or altitudes to accommodate these operations. If they could be 
modeled, they would use the same flight routes and altitudes under the No Action Alternative and the 
Preferred Action for the Denver Metroplex Project. Their operations would not be affected by the 
forecast conditions in 2019 (the proposed first year of implementation) and 2024 (five years after 
implementation) for either the No Action Alternative or the Preferred Action for the Denver Metroplex 
Project. Therefore, VFR aircraft were not included in the analysis. 
 
Potential Increase In Fuel Burn and Emissions: The commenter raised a concern regarding aircraft 
emission. As described in Section 5.2.3 of the Final Environmental Assessment under the proposed 
Denver Metroplex Project there would be a slight increase in fuel burn (1.83 percent in 2019 and 1.85 
percent in 2024) when compared to the No Action Alternative. While increased fuel burn corresponds 
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with an increase in emissions, operational changes that could result in an increase in fuel burn would 
occur at 3,000 feet AGL or above and would not result in an increase in ground concentrations. Any 
operational changes that could result in an increase in fuel burn would occur at or above 3,000 feet 
AGL. As discussed above, procedures above 3,000 feet AGL are considered a de minimis action, 
would have little if any effect on emissions and ground concentrations of criteria pollutants, and are 
presumed to conform to all applicable State Implementation Plans.( 72 Fed. Reg. 6641 (February 12, 
2007). 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 171   Submitted by: Hall, Steve 
Comment Received: We have noticed a significant increase in large aircraft flying westbound low 
over our home in the last several months.   The aircraft are all in a row one after the other maybe a 
couple minutes or so separation. 
CAN YOU PLEASE PLEASE ROUTE THESE AIRCRAFT OVER A WIDER AREA SO THEY 
ARE NOT CONSTANTLY  FLYING OVER ONE SPOT ALL DAY!!!! 
 
Topics Identified in the Comment 

● Frequency of Aircraft Overflights 
● Potential Increase in Aircraft Operations 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #171 Topics 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
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modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 172   Submitted by: Halle, Suzie 
Comment Received: Please do an environmental impact study for noise and pollution.  Very 
concerned. Thank you 
 
Topics Identified in the Comment 

● Level of NEPA Review 
● Projected Changes in Aircraft Noise 
Exposure 

 
 

FAA Response for Comment #172 Topics 
 
Level of NEPA Review: The FAA’s primary mission is to provide the safest, most efficient aerospace 
system in the world. National Environmental Policy Act (NEPA) compliance and other environmental 
responsibilities are integral components of that mission. The FAA is responsible for complying with 
the procedures and policies of NEPA and other environmental laws, regulations, and orders applicable 
to FAA actions. Under NEPA, the Federal Agencies are required to disclose to decision-makers and the 
interested public a clear and accurate description of the potential environmental impacts that could 
arise from proposed Federal actions. The FAA decision-making process must consider and disclose the 
potential impacts of a proposed action and its alternatives on the quality of the human environment.    
   
In meeting its NEPA obligations, the FAA should seek to achieve the policy objectives of 40 CFR § 
1500.2 to the fullest extent possible. Once the FAA determines that NEPA applies to a proposed action, 
it needs to decide on the appropriate level of review. The three levels of NEPA review are Categorical 
Exclusion (CATEX), Environmental Assessment (EA), and Environmental Impact Statement (EIS). An 
EA is a concise public document that briefly provides sufficient evidence and analysis for determining 
whether to prepare an Environmental Impact Statement (EIS) or a Finding of No Significant Impact 
(FONSI). The purpose of an EA is to determine whether a proposed action has the potential to 
significantly affect the human environment. Specifically, the Final EA for the proposed Denver 
Metroplex Project considered the potential effects on the environmental resource categories identified 
in FAA Order 1050.1F. The FAA uses the corresponding thresholds that serve as specific indicators of 
significant impact for some environmental impact categories.    
   
The FAA evaluated the Preferred Alternative and the No Action Alternative, as required under NEPA. 
The results of the analysis indicate that the Preferred Alternative would not exceed the thresholds of 
significance for any of the resource impact categories analyzed. The Final EA presents sufficient 
evidence and analysis in determining that preparation of a FONSI is appropriate and that no EIS is 
required in accordance with NEPA. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
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The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
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Comments-Responses 

Comment# 173   Submitted by: Hamel, Debra 
Comment Received: FAA, 
This letter is in protest to the Denver Metroplex Plan. The traffic has become much worse over Gilpin 
County over the years. It has affected our quality of life whether we’re sitting on the deck or hiking the 
National Forest. Even indoors it’s annoying. No more. If property values are affected “down the road” 
you guys might have some trouble on your hands.  
Rethink it.  
Debra Hamel 
 
 
Topics Identified in the Comment 

● Potential Increase in Aircraft Operations 
● Physical and Mental Health 
● Property Values 

 
 

FAA Response for Comment #173 Topics 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Property Values: The proposed Denver Metroplex Project involves air traffic control routing changes 
for airborne aircraft only; and does not involve land acquisition, physical disturbance, or construction 
activities. The determination of whether a proposed action may have a significant environmental 
impact under the National Environmental Policy ACT (NEPA) is made by considering the relevant 
environmental impact categories and comparing impact to the FAA’s thresholds of significance as 
outlined in FAA Order 1050.1F. The assessment of property values is not an environmental impact 
category as outlined in FAA Order 1050.1F. To the extent applicable, and as there are no significant 
impacts under noise or compatible land use, the proposed Denver Metroplex Project is compatible with 
existing and planned land uses, and the applicable regulations and policies of federal, state, and local 
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agencies. A limited number of studies have attempted to measure the impact of aircraft noise on 
property values. Specific studies of the impact of noise at the Study Airports on real property values 
have not been conducted and are not required. Studies conducted at other national airports have 
concluded that airport noise only has a slight impact on property values within the Day Night Average 
Sound Level 65 decibels or greater noise contour around airports. Additionally, comparison of older 
studies to more recent studies indicates that the impact was greater in the 1960s, when jet aircraft first 
entered the fleet. This decrease presumably is the result of stabilization of real estate markets following 
an initial adjustment to noisier jets, and of noise reduction in more modern Stage 3 or better aircraft. 
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Comments-Responses 

Comment# 174   Submitted by: Hardesty, Dana 
Comment Received: Mountain life in Gilpin County means we live closer to nature, but also closer to 
airplanes flying over. The closest noise monitoring stations are in Golden, about 3,000 feet lower in 
elevation. My house sits at 9,300 feet. We will feel a deleterious impact on our forest lifestyle if planes 
from DIA are redirected above Gilpin County, as will the deer, elk, moose, bears, mountain lions and 
other wildlife in the area. We live far from metro Denver because we don’t need the noisy hassle of 
city life. Don’t bring it to us. Protect the area where you bring your families to hike, camp and fish! 
 
Topics Identified in the Comment 

● DOT Section 4(f) Resources 
● Noise Modelling 

 
 

FAA Response for Comment #174 Topics 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
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proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Noise Modelling: The commenter raised concerns with the noise modelling methodology. The noise 
analysis of the Preferred Alternative compared to the No Action Alternative completed for the Final 
Environmental Assessment (EA) was prepared using the Aviation Environmental Design Tool (AEDT) 
version 2d, which is the FAA’s required noise model. The FAA uses AEDT to model noise for flight 
track changes over large areas to analyze noise associated with the No Action Alternative and the 
Denver Metroplex Project proposed action. The AEDT 2d modelling tool provides detailed modelling 
to evaluate the effects of high-altitude airspace changes from the ground level up to 18,000 feet Above 
Ground Level. The AEDT 2d model utilizes an extensive aircraft performance and sound level 
database that includes information on variations in sound attributed to different types of aircraft and 
aircraft engines, aircraft speed, climb and descent thrust, and the altitude along a route. Detailed terrain 
data was inputted into the AEDT 2d model, which accounts for the elevation of each grid point or 
population centroid when calculating the distance between the grid point and the aircraft. The aircraft 
noise analysis prepared for the Denver Metroplex Project Final EA was conducted in compliance with 
FAA Order 1050.1F. 
 
 



1 
 

Comments-Responses 

Comment# 175   Submitted by: harmon, kimman 
Comment Received: I have lived in the same house for 24 years and have recently noticed increased 
plane traffic over the house. 
I especially notice it during the dinner hour(s) with planes coming over every 30 seconds.  It would be 
great if the flight path was moved south of Boulder. Or way north of Boulder. 
Thank you. 
 
Topics Identified in the Comment 

● Frequency of Aircraft Overflights 
● Potential Increase in Aircraft Operations 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #175 Topics 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
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modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 176   Submitted by: Harrison, Sandra 
Comment Received: Are the fuel savings and subsequent emissions reduction of Denver Metroplex 
implementation significant? Is Metroplex largely a symbolic gesture designed to demonstrate a "green" 
initiative? In choosing a less affluent county over which to concentrate flight corridors, have you 
considered whether the disparate impact on Gilpin County would violate the equal protection/due 
process clauses of the 5th and/or 14th Amendments? 
 
Topics Identified in the Comment 

● Environmental Justice 
● Potential Increase In Fuel Burn and 
Emissions 

● Purpose and Need of Project 
 
 

FAA Response for Comment #176 Topics 
 
Environmental Justice: An environmental justice analysis considers the potential for impact on 
minority and low-income populations of the proposed Denver Metroplex Project as compared to the No 
Action Alternative. In weighing whether the proposed Denver Metroplex Project raises environmental 
justice concerns, the FAA considers whether a proposed action may have disproportionately high and 
adverse human health or environmental effects on minority and low-income populations. This analysis 
draws on the findings of the other impact analyses, particularly noise, land use, and air quality. If these 
factors exist, there is not necessarily a significant impact; rather, the FAA must evaluate these factors 
in light of context and intensity to determine if there are significant impacts.   
   
Implementation of the proposed Denver Metroplex Project would not adversely affect air quality or 
land use within the General Study Area. Additionally, the results of the noise modelling analysis 
alternative indicate that changes in aircraft noise exposure would be below the threshold of significance 
when comparing the proposed Denver Metroplex Project and the No Action Alternative. As a result, 
there are no disproportionate impacts on minority, or low-income populations of the proposed Denver 
Metroplex Project as compared to the No Action Alternative. 
 
Potential Increase In Fuel Burn and Emissions: The commenter raised a concern regarding aircraft 
emission. As described in Section 5.2.3 of the Final Environmental Assessment under the proposed 
Denver Metroplex Project there would be a slight increase in fuel burn (1.83 percent in 2019 and 1.85 
percent in 2024) when compared to the No Action Alternative. While increased fuel burn corresponds 
with an increase in emissions, operational changes that could result in an increase in fuel burn would 
occur at 3,000 feet AGL or above and would not result in an increase in ground concentrations. Any 
operational changes that could result in an increase in fuel burn would occur at or above 3,000 feet 
AGL. As discussed above, procedures above 3,000 feet AGL are considered a de minimis action, 
would have little if any effect on emissions and ground concentrations of criteria pollutants, and are 
presumed to conform to all applicable State Implementation Plans.( 72 Fed. Reg. 6641 (February 12, 
2007). 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
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equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 177   Submitted by: Hart, Adrienne 
Comment Received: Hello, I am one of the many Gilpin residents who is opposed to the proposal of 
introducing the additional flight plan over our historic county. Please take the time to review all 
environmental aspects of this proposal. Thank-You, Adrienne Hart 
 
Topics Identified in the Comment 

● NEPA and FAA Order 1050.1F 
● Purpose and Need of Project 

 
 

FAA Response for Comment #177 Topics 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
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Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 178   Submitted by: Hart, Mark 
Comment Received: Air traffic isn’t that bad now but I wouldn’t want it to get any worse. 
 
Topics Identified in the Comment 

● Potential Increase in Aircraft Operations 
 

 

FAA Response for Comment #178 Topics 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
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Comments-Responses 

Comment# 179   Submitted by: Hartogh, Frances 
Comment Received: Please move the flight pattern to at least three miles south of the City of Boulder 
city limits. The noise has become intolerable. Please reroute over Rocky Flats, affecting far fewer 
people. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

● ZIMMR SID  
 
 

FAA Response for Comment #179 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
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Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
ZIMMR SID: The commenter requests that the FAA consider moving the flight path of the proposed 
ZIMMR (RNAV) SID southward from the location that was depicted at the workshops for the Draft 
Environmental Assessment. Based on the comments, the FAA completed a comprehensive analysis of 
the proposal to amend the flight procedure design of the proposed ZIMMR (RNAV) SID. The FAA 
modified the proposed ZIMMR (RNAV) SID by moving the location of the RALFI waypoint an 
additional 0.7 nautical miles to the south and east from the original location on the proposed ZIMMR 
(RNAV) SID. The new location of the RALFI waypoint creates a lateral shift of approximately 2.0 
nautical miles south of the location of the existing flight path of the published FOOOT (RNAV) SID 
procedure. The ZIMMR RNAV SID flight procedure will overfly north of the Gilpin County boundary. 
However, rapidly changing atmospheric conditions and convective activity over the Front Range may 
require air traffic control to build in a greater margin of safety to than the minimum separation 
standards for aircraft which may affect aircraft on the ZIMMR RNAV SID flight procedure. 
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Comments-Responses 

Comment# 180   Submitted by: hasz, kate 
Comment Received: I am against this proposal because of the effects it will have on our fragile 
wildlife and the effects on our climate. In terms of wildlife, increased noise pollution will effect 
endangered species such as the Mexican Spotted Owl. Also, increased higher altitude air traffic 
increases ozone depletion and alters the climate faster. 
 
Topics Identified in the Comment 

● Altitude/Mean Sea Level 
● DOT Section 4(f) Resources 
● NEPA and FAA Order 1050.1F 

● Potential Increase In Fuel Burn and 
Emissions 
 
 

FAA Response for Comment #180 Topics 
 
Altitude/Mean Sea Level: Airspace classes are defined by regulations in 14 CFR part 71. Class A 
airspace covers the highest altitudes of above 18,000 feet Mean Sea Level. Unless specially authorized, 
all aircraft in Class A airspace must operate under Instrument Flight Rules. Class B airspace generally 
includes airspace from the surface to 10,000 feet Mean Sea Level around the busiest airports and is 
individually tailored to contain all published instrument flight procedures for that airport. Class B 
airspace typically consists of a surface area around the airport and two or more layers that increase in 
size. Airspace altitudes are expressed in Mean Sea Level because it is a consistent measurement for 
aircraft flight operations, while Above Ground Level varies with the local terrain. 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
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historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Potential Increase In Fuel Burn and Emissions: The commenter raised a concern regarding aircraft 
emission. As described in Section 5.2.3 of the Final Environmental Assessment under the proposed 
Denver Metroplex Project there would be a slight increase in fuel burn (1.83 percent in 2019 and 1.85 
percent in 2024) when compared to the No Action Alternative. While increased fuel burn corresponds 
with an increase in emissions, operational changes that could result in an increase in fuel burn would 
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occur at 3,000 feet AGL or above and would not result in an increase in ground concentrations. Any 
operational changes that could result in an increase in fuel burn would occur at or above 3,000 feet 
AGL. As discussed above, procedures above 3,000 feet AGL are considered a de minimis action, 
would have little if any effect on emissions and ground concentrations of criteria pollutants, and are 
presumed to conform to all applicable State Implementation Plans.( 72 Fed. Reg. 6641 (February 12, 
2007). 
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Comments-Responses 

Comment# 181   Submitted by: Haxel, Robert 
Comment Received: I am a resident of Gilpin County. My wife and I built a home here in 2002 and 
have lived here ever since. A major consideration for moving to this area was to avoid the noise and 
traffic of the Denver metro area. That includes airport noise. We CHOOSE to not live near an airport to 
avoid the noise. I am 100% against the Denver Metroplex plan to route air traffic over Gilpin County. 
Others CHOOSE to live in the metro area and or near DIA. Let them deal with the noise. 
 
Topics Identified in the Comment 

● Projected Changes in Aircraft Noise 
Exposure 

 
 

FAA Response for Comment #181 Topics 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
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Comments-Responses 

Comment# 182   Submitted by: Headrick, Jan 
Comment Received: I highly urge you to reconsider your plans regarding future air traffic that will 
greatly impact our way of life. The environmental impacts will be long lasting. The noise levels are 
already at times unbearable. We would like to know what alternatives are availabight to be heard. We 
as Gilpin County residents were never adequately advised or allowed any imput as to what the plans of 
the FAA were. The major communities around us were not left in the dark like we were. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● NEPA and FAA Order 1050.1F 
● Public Outreach/Public Involvement 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
● West SIDs 
 
 

FAA Response for Comment #182 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
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https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
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Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
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CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 183   Submitted by: Hemmendinger, John 
Comment Received: At times the noise is very bad.  I moved here 30 years ago for peace and quiet.  
The noise is a quality of life issue. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Physical and Mental Health 

 
 

FAA Response for Comment #183 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
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environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
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Comments-Responses 

Comment# 184   Submitted by: Hill, Brian 
Comment Received: December 20, 2019 * Please withhold my personal identifying information* The 
following are my comments regarding the Denver Metroplex Project EA: Difficult to Understand Many 
of us are struggling to understand the information presented through the Google Earth maps provided 
in the EA let alone the cacophony of acronyms and technical jargon contained in the EA Report text. I 
think it’s important for citizens to know how many flights each line represents and during what time of 
day they are occurring and how much noise they are generating. It's also important to know if this is the 
current status or a future projection. Colorado 2nd and 7th Districts Hammered If I am interpreting the 
Google Earth images correctly, the Town of Superior Colorado is directly under the proposed flight 
paths. In fact, an overwhelming majority of the flights will fall over Superior and northern Jefferson 
County communities. Very little traffic will occur just north of Superior. The flight paths are so dense 
that it is almost impossible to see Superior on the maps. Ignores GA Impacts Superior constituents are 
already experiencing excessive aircraft traffic and noise from Rocky Mountain Metropolitan Airport 
(RMMA) and all indications are that operations from RMMA will grow in number and size of aircraft. 
In fact, the latest FAA OPSNET values show October 2019 is 26% higher than October 2018. There 
are also more and more large (B-737/757) airliners and large business jets using the airport since the 
FAA awarded Airport Improvement Program grants to fortify and widen the runways (without the 
knowledge of surrounding communities). It's also unclear how the Denver Metroplex EA accounts for 
flights from the other impacted airports including RMMA or how future RMMA commercial flight 
traffic is considered in EA. Alternative Routing Mechanisms NextGen’s satellite navigation capability 
provides many opportunities for routing of commercial aircraft over densely populated areas. It should 
not be used solely for the benefit of commercial hubs like DEN. The FAA should explore alternative 
mechanisms for routing commercial flights out of DEN. Such a mechanism should consider the impact 
from General Aviation as well as Commercial Aviation. It should set reasonable limits on the number 
of DEN flights over communities in close proximity to GA Reliever airports that are generating 
operations or are forecast to generate operations at specific levels. DEN flights in excess of that limit 
should then be re-routed to distribute noise in an equitable, impartial, measurable, enforceable and 
more humane way. Yes, there may be some increase in fuel consumption and increases in flight 
duration, but communities surrounding the hub airports should not be responsible for subsidizing DIA 
or the airlines that use it. Postpone/Extend Public Comment Deadline For the following reasons, I 
would like the Public Comment Period extended and augmented by meetings with impacted local 
governments: A. The Public Comment Period is occurring during a time when most residents of the 
Denver Metroplex are involved with significant holiday activities (Thanksgiving, Christmas and other 
religious events) and end of Fall semester activities (finals and projects, etc) and general end of year 
business closing activities. B. The EA information is difficult to access (Google Earth is very slow on 
my computer) C. The information contained in the EA documents is highly technical and difficult to 
digest. I would like the FAA to postpone or extend the public comment period until January 31, 2020. 
This will give impacted local governments more time to work with the FAA to understand and convey 
the impacts to citizens interested in making public comment. Thank You 
 
Topics Identified in the Comment 

● Commercial Airlines Operations Costs 
● Cumulative Impacts 
● Draft EA Exhibits 
● Existing Arcraft Noise 
● General Aviation/Visual Flight Rules 
● Google Earth Files 

● Public Outreach/Public Involvement 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
● Withold Personal Identifying Information  
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FAA Response for Comment #184 Topics 
 
Commercial Airlines Operations Costs: The purpose of the proposed Project is to address the 
problem of inefficiency of the existing aircraft flight procedures in the Denver Metroplex airspace. 
While fuel savings and/or a reduction in operating costs for commercial airlines may be  secondary 
benefits of implementing the proposed Denver Metroplex Project, it is not a part of the purpose and 
need for the Project. 
 
Cumulative Impacts: Consideration of cumulative impacts applies to the impacts resulting from the 
implementation of the proposed Denver Metroplex Project combined with other actions. A cumulative 
impact is defined as an impact on the environment, which results from the incremental impact of the 
action when added to other past, present, and reasonably foreseeable future actions regardless of what 
agency (federal or non-federal) or person undertakes such other actions.   
   
Analyzing cumulative effects is considered within geographic (spatial) and time (temporal) boundaries. 
Reasonably foreseeable future actions refers to projects that would likely be completed before 2024 
and do not include those actions that are highly speculative or indefinite. The type of projects 
considered under the cumulative impact analysis were primarily limited to airfield projects, specifically 
projects that directly affect or involve runways and modifications to parallel taxiways. These type of 
projects may effect aircraft flight operations. A comprehensive search of the FAA Airport Capital 
Improvement Programs for the identified Study Airports yielded no substantive runway endpoint or 
elevation changes within the timeline horizons of the Final Environmental Assessment. The Preferred 
Alternative, when considered with other past, present, and reasonably foreseeable projects would not 
would not exceed the thresholds of significance for the resource categories analyzed in the Final 
Environmental Assessment. Therefore, no cumulative impacts would be anticipated. The No Action 
Alternative does not involve a proposed project that could contribute to the effects of past, present, or 
reasonably foreseeable projects. Therefore, no cumulative impacts would be anticipated under the No 
Action Alternative. 
 
Draft EA Exhibits: There is no special knowledge of the Adobe Acrobat program needed to review 
Exhibits 3-7 through 3-12. Instructions on how to use the various features made available in the 
exhibits are presented in a page layered on the left hand side of the exhibits. The instruction page can 
be deselected from the list of layers that is displayed by selecting the Adobe Acrobat icon for layered 
pages. Second, because of the size of the General Study Area and the likelihood that a reader may only 
be interested in procedures serving one or two airports, the various arrival and departure procedures 
included in the No Action Alternative (Exhibit 3-7 through 3-9) and the Proposed Action (Exhibit 3-10 
through 3-12) are grouped by the Air Traffic Control procedure type (conventional or Area 
Navigation), operation (arrival or departure), and airport. This allows a reader to easily focus on his or 
her own area of interest and turn on or off only those flight corridors they are interested in. Similarly, 
other map features, such as airport icons, federal and state park properties, and highways, can be turned 
on or off to allow the user to select and view the details he or she is interested in. Finally, the 
information shown in Exhibits 3-7 through 3-12 has also been made available in the Google Earth 
format located at: http://www.metroplexenvironmental.com/denver_metroplex/denver_docs.html 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
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when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
General Aviation/Visual Flight Rules: The commenter raises concerns that the impacts to general 
aviation and aircraft operating under Visual Flight Rules (VFR) were not considered in the Final 
Environmental Assessment. When operating outside certain categories of controlled airspace, aircraft 
operating under VFR are not required to be in contact with ATC. Because these aircraft operate at the 
pilot’s discretion and are often not required to file flight plans, the FAA has very limited information 
about these operations. Consequently, there is no known source for comprehensive route, altitude, 
aircraft type, and frequency information for VFR operations in the General Study Area. However, even 
if complete information were available for VFR operations, the proposed Denver Metroplex Project 
would not require any changes to routing or altitudes to accommodate these operations. If they could be 
modeled, they would use the same flight routes and altitudes under the No Action Alternative and the 
Preferred Action for the Denver Metroplex Project. Their operations would not be affected by the 
forecast conditions in 2019 (the proposed first year of implementation) and 2024 (five years after 
implementation) for either the No Action Alternative or the Preferred Action for the Denver Metroplex 
Project. Therefore, VFR aircraft were not included in the analysis. 
 
Google Earth Files: The FAA released information on the proposed Denver Metroplex Project in 
Google Earth format. This information is provided to allow the public to better understand the 
proposed procedures and the results of the noise analysis. These files can be downloaded from the 
project website at  
http://www.metroplexenvironmental.com/denver_metroplex/denver_docs.html. 
The information provided in Google Earth format includes the following: 
• The flight corridors for the No Action Alternative and the Proposed Action depicted in the exhibits in 
Chapter 3 of the Final Environmental Assessment (EA) 
• The AEDT model flight tracks used to complete the noise analysis prepared for the Final EA and to 
develop the flight corridors depicted in exhibits in Chapter 3 of the Final EA 
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• The procedure route designs including waypoints 
• The results of the noise analysis for each grid point modeled under each scenario [i.e., Existing 
Conditions, No Action Alternative (2019 and 2024), and Proposed Action (2019 and 2024)]. As 
discussed in Section 5.1.2, three groups of points were modeled: 2010 Census block centroids, grid 
points at 0.5-nautical mile intervals located on a uniform grid that covers the entire General Study 
Area, and unique points representing Section 4(f) resources and historic sites listed on the National 
Register of Historic Places. 
Because of the size of the data presented, the files that present the flight corridors, flight tracks, and 
procedure routes are broken up by area: Centennial Airport (APA) only, Denver International Airport 
(DEN) only – East, DEN only – Northeast, DEN only – Northwest, DEN only Southeast, DEN only – 
Southwest, DEN only – West and non-APA Airport Satellites. More information on the noise analysis 
process, including development of the AEDT model flight tracks can be found in the Denver Metroplex 
Noise Technical Report, available at 
http://www.metroplexenvironmental.com/denver_metroplex/denver_docs.html The Google Earth 
application can be downloaded from https://www.google.com/earth/. Information on how to use 
Google Earth, including tutorials, is provided at https://www.google.com/earth/learn/. Please note that 
due to file size and depending the internet connection speed, the files may take some time to download 
into Google Earth. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
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The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
Withold Personal Identifying Information: Commenters were made aware of the following 
statement with their comment submission - "Please be aware that your name, address, phone number, 
email address, or other personal identifying information in your comment may be made publicly 
available at any time.  You may include in your comment a request to withhold your personal 
identifying information, however we cannot guarantee that we will be able to do so". 
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Comments-Responses 

Comment# 185   Submitted by: Hirsch/Gallegos, Clare 
Comment Received: My combat veteran husband and I moved to Gilpin county 5 years ago for the 
peace and quiet of secluded mountain living. This was largely to assist with his ptsd from 3 tours in 
Vietnam.(My husband is considered 100% disabled because of the ptsd and peace and quiet are 
required treatment for this ailment) The last two years we have noticed the increase in air traffic over 
our home and the adverse effect it has on us  our pets and even the wildlife that walks through our 
property almost daily. Coming home in the late evening we counted the "stars" visible and realized that 
7 of the 10 visible stars were airplanes! Our property is a known sanctuary for veterans with these types 
of service related disabilities and this new increase in air traffic is disturbing -to say the least. We live 
at 9200 ft so the planes are closer to us. Please feel free to send a representative up here to see in person 
the damage and disruption this change in air traffic patterns is causing to our neighborhood. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Potential Increase in Aircraft Operations 

 
 

FAA Response for Comment #185 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
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Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
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Comments-Responses 

Comment# 186   Submitted by: Hirt, Grace 
Comment Received: I am strongly opposed to the project as it appears it will dramatically impact coal 
creek canyon where I live. Living with so much extra plane noise sounds intolerable. I am sure it will 
also impact the fragile wildlife ecosystem in the area. Please reconsider this project. 
 
Topics Identified in the Comment 

● DOT Section 4(f) Resources 
● Projected Changes in Aircraft Noise 
Exposure 

 
 

FAA Response for Comment #186 Topics 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
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International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
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Comments-Responses 

Comment# 187   Submitted by: Hofer, Loren 
Comment Received: I strongly object to the BRNKO STAR routing and altitudes because of increased 
turbulence and risk of collision with VFR aircraft. 
 
Topics Identified in the Comment 

● Altitude/Mean Sea Level 
● BRNKO STAR 
● General Aviation/Visual Flight Rules 

 
 

FAA Response for Comment #187 Topics 
 
Altitude/Mean Sea Level: Airspace classes are defined by regulations in 14 CFR part 71. Class A 
airspace covers the highest altitudes of above 18,000 feet Mean Sea Level. Unless specially authorized, 
all aircraft in Class A airspace must operate under Instrument Flight Rules. Class B airspace generally 
includes airspace from the surface to 10,000 feet Mean Sea Level around the busiest airports and is 
individually tailored to contain all published instrument flight procedures for that airport. Class B 
airspace typically consists of a surface area around the airport and two or more layers that increase in 
size. Airspace altitudes are expressed in Mean Sea Level because it is a consistent measurement for 
aircraft flight operations, while Above Ground Level varies with the local terrain. 
 
BRNKO STAR: The workload for managing air traffic on the existing PUFFR (RNAV) STAR flight 
procedure is intensive for air traffic controllers as it requires them to maintain separation between 
aircraft arrivals at Centennial Airport and aircraft arrivals and departures at Denver International 
Airport. The workload intensity has been identified as a potential safety risk, notably during periods of 
heavy air traffic operations in the Denver area airspace. The FAA is proposing to replace the existing 
PUFFR (RNAV) STAR with the proposed BRNKO (RNAV) STAR to enhance safety and efficiency 
for air traffic flow from the north arriving to Centennial Airport. The BRNKO (RNAV) STAR was 
developed in collaboration with the user groups including National Business Aviation Association and 
the Colorado Aviation Business Association to meet all safety and efficiency requirements. 
Additionally, the proposed PINNR (RNAV) STAR was developed to accommodate arrivals from the 
north. 
 
General Aviation/Visual Flight Rules: The commenter raises concerns that the impacts to general 
aviation and aircraft operating under Visual Flight Rules (VFR) were not considered in the Final 
Environmental Assessment. When operating outside certain categories of controlled airspace, aircraft 
operating under VFR are not required to be in contact with ATC. Because these aircraft operate at the 
pilot’s discretion and are often not required to file flight plans, the FAA has very limited information 
about these operations. Consequently, there is no known source for comprehensive route, altitude, 
aircraft type, and frequency information for VFR operations in the General Study Area. However, even 
if complete information were available for VFR operations, the proposed Denver Metroplex Project 
would not require any changes to routing or altitudes to accommodate these operations. If they could be 
modeled, they would use the same flight routes and altitudes under the No Action Alternative and the 
Preferred Action for the Denver Metroplex Project. Their operations would not be affected by the 
forecast conditions in 2019 (the proposed first year of implementation) and 2024 (five years after 
implementation) for either the No Action Alternative or the Preferred Action for the Denver Metroplex 
Project. Therefore, VFR aircraft were not included in the analysis. 
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Comments-Responses 

Comment# 188   Submitted by: Hoffman Phillips, Cynthia 
Comment Received: It has come to our attention that due to changes proposed  the flight path from 
multiple airports will be soon crossing over Gilpin County airspace. We live in the southern part of 
Gilpin County and for years have been forced to tolerate an extraordinary amount of air traffic day and 
night. The amount of air traffic has been increasing year after year. The noise from low flying planes 
has spooked our livestock and horses on numerous occasions. We have to experience loud military jets 
and continuous commercial flights. At night the flights are nonstop and there are more than can be 
counted at one time. Daytime is no different and many times the noise from the planes is so loud you 
cannot have a conversation outside and be heard. We seriously question what environmental impact is 
occurring with this much air traffic over us and how much pollution is making its way into our water 
wells. We believe a thorough study of the environmental impact to our beautiful mountain region is 
required before concentrating additional air traffic into such a narrow flight path area. We understand 
why other communities don't want to be affected because we don't want this impact either but the fact 
that we are a small County does not give license to disregard our voices and move ahead without 
proper environmental impact studies. We believe that concentrating flights over small regions is 
detrimental to the  environment  health and happiness of the residents that reside there. We ask that a 
permanent stop be placed on proposed air traffic flight paths over Gilpin County and for a an 
environmental study on the current air traffic flight paths. 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● Existing Arcraft Noise 
● Forecast/Future Operations 
● Frequency of Aircraft Overflights 
● Potential Increase in Aircraft Operations 

● Noise Modelling Analysis 
● Physical and Mental Health 
● Purpose and Need of Project 
 
 

FAA Response for Comment #188 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
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not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
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https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Forecast/Future Operations: The purpose of the proposed Denver Metroplex Project, as described in 
Chapter 2 of the Final Environmental Assessment (EA), is to improve the efficiency of aircraft arrival 
and departure procedures and airspace utilization in the Denver Metroplex airspace. The FAA designed 
the metroplex initiative to optimize air traffic control (ATC) procedures and airspace on a regional 
scale. Optimized ATC procedures takes advantage of technological advances in navigation, such as 
Area Navigation (RNAV), while ensuring that aircraft not equipped to use RNAV flight procedures 
continue to have access to the National Airspace System. This approach addresses airspace congestion 
and other factors that reduce airspace efficiency in busy metroplex areas. The overall intent is to use 
limited airspace as efficiently as possible for congested metroplex areas.   
   
Aircraft flight schedules for the forecasted change in the number of aircraft operations at the Study 
Airports were prepared to support the aircraft noise analysis for the proposed Denver Metroplex Project 
Final EA. Three flight schedules were developed to represent the average annual day (AAD) flight 
activity at the Study Airports, corresponding to the years assessed for aircraft noise conditions and used 
to model future aircraft noise exposure. The AAD does not reflect a particular day, but is meant to 
represent a typical day over a period of a year. The forecast was based on the FAA’s 2018 Terminal 
Area Forecast (TAF), modified for 2019 and 2024 with additional details using previously identified 
arrival/departure times, aircraft types, and origin/destination information. The TAF is the official 
forecast of aviation activity at FAA facilities and is updated annually. The AAD flight schedules only 
include operations conducted by aircraft operating under Instrument Flight Rules (IFR) because the 
proposed Denver Metroplex Project involves the design of standard instrument arrival and departure 
procedures, which are only used by aircraft operating under IFR.    
   
Based on the data in the TAF, there is an anticipated increase in average annual day air carrier traffic to 
Denver International Airport between the years 2019 and 2024. The proposed Denver Metroplex 
Project used the forecast data to model noise for 2019 and 2024 conditions. The noise modeling 
analysis indicated that the proposed Denver Metroplex project would not result in changes to noise 
exposure that exceed the significant noise threshold for the forecasted years of 2019 and 2024. More 
detail related to the development of the forecasts is provided in Appendix H: Denver Metroplex Flight 
Schedules Technical Report available on the Project website at 
http://www.metroplexenvironmental.com/denver_metroplex/denver_docs.html. 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
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have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Noise Modelling Analysis: To comply with the National Environmental Policy Act (NEPA) 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric. DNL is the FAA’s primary metric used to establish a yearly day/night average of cumulative 
noise energy exposure of individuals to noise resulting from aviation activities. The noise analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR). IFR-filed aircraft activity was 
forecasted for the years 2019 and 2024 and used to model conditions under both the No Action 
Alternative and the Preferred Alternative.   
   
The FAA’s noise guidelines for compliance with NEPA define a significant impact as an increase of 
DNL1.5 dB in areas exposed to aircraft noise of DNL 65 and higher. Using these criteria, the noise 
analysis results indicate that the Preferred Alternative when compared to the No Action Alternative 
would not result in a DNL 1.5 dB or higher increase in sensitive areas exposed to DNL 65 dB or 
higher.     
   
The compatibility of noise sensitive land use is evaluated through comparison with the compatibility 
guidelines provided in 14 CFR Part 150, Appendix A, table 1. The guidelines focus on areas exposed to 
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noise levels of DNL 65 dB and greater. However, the FAA recognizes that this standard may not be 
relevant to certain noise sensitive areas. As shown in Table 5-2, a 3 dB increase in areas exposed to 
DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 to 60 dB are considered reportable 
noise increases. The FAA prepared the noise modelling analysis of the proposed flight procedures to 
account the reportable noise criteria. Experience has indicated that DNL increases 5 dB or more at 
cumulative levels well below DNL 65 dB could be disturbing to people and become a source of public 
concern.    
   
The FAA identified three areas with lower levels of aircraft noise exposure, specifically, an increase of 
DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB.  Although this would result in a 
reportable aircraft noise exposure DNL 5 dB increase in areas exposed to DNL between 45 dB and 60 
dB, the project does not introduce noise that would affect the features, or attributes associated with the 
three areas that would adversely affect it. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
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of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 189   Submitted by: Holcomb, Derek 
Comment Received: THIS COMMENT LETTER WILL BE MAILED IN FULL, WITH THE 
ATTACHMENT, TO THE FAA IN HARDCOPY FORMAT. MAILING WILL BE POSTMARKED 
ON DECEMBER 17, 2019, AHEAD OF THE DECEMBER 20, 2019 COMMENT DEADLINE. 
December 17, 2019 DEN Metroplex EA Federal Aviation Administration Western Service Area – 
Operations Support Group 2200 S. 216th St. Des Moines, WA 98198-6547 RE: City of Greenwood 
Village Response to Denver Metroplex Project Final Environmental Assessment To Whom it May 
Concern: The purpose of this letter is to express the City of Greenwood Village’s formal opposition to 
the Denver Metroplex Project, as currently proposed. The City has reviewed the Final Environmental 
Assessment (the “Final EA”) released on November 18, 2019 and determined there were no notable 
changes from the Draft Environmental Assessment (the “Draft EA”) released on April 21, 2019. 
Regarding the Final EA, Centennial Airport, within close proximity to the City, has also noted that 
very little has changed and that with respect to their biggest concerns, the BRNKO and PINNR arrival 
procedures, they remain the FAA’s “preferred alternative”. To visualize potential impacts to the City of 
Greenwood Village, City Staff created a Google Earth file showing the Greenwood Village City 
Boundary, and then individually layered all the existing and proposed flight paths for the different 
approaches using KMZ file data provided by Metroplexenvironmental.com, including: • North 
departures (existing versus proposed) • South departures (existing versus proposed) • North arrivals 
(existing versus proposed) • South arrivals (existing versus proposed) As is illustrated in the attached 
PDF titled “Flight Paths - Existing and Proposed 12.6.2019”, the most notable changes projected with 
the Metroplex project affecting the City of Greenwood Village are to the North and South arrivals at 
Centennial Airport, through the new BRNKO / PINNR arrivals (north/south flight impacts), and also 
the new DUNNN3 arrival (east/west flight impacts). The City of Greenwood Village’s specific 
observations are: • Comprehensively, the BRNKO / PINNR / DUNNN3 North arrival paths appear to 
place numerous additional flights over the entirety of Greenwood Village. • The BRNKO / PINNR 
North arrivals place additional flights over the western portion of the City in areas where flights are 
currently experienced, which is predominantly residential. The increase in flight traffic could adversely 
impact the existing residential neighborhoods, depending on the altitude and speed of the aircraft. • The 
DUNNN3 North arrival path proposes new flights over the eastern portion of the City in areas where 
flights are not currently experienced. The new flight traffic in this area could adversely impact the 
existing residential neighborhoods, depending on the altitude and speed of the aircraft. • 
Comprehensively, the BRNKO / DUNNN3 South arrival paths appear to place numerous additional 
flights over very channeled areas, which are either directly adjacent to Greenwood Village (DUNNN3 
South arrival), or directly through the eastern portion of the City (BRNKO South arrival). • More 
information is needed with regard to the proposed BRNKO / PINNR / DUNNN3 North/South arrival 
paths to determine the specific impacts to the City of Greenwood Village. The City of Greenwood 
Village formally requests additional information that is needed to assess impacts on City residents. 
Until such impacts are fully evaluated, the City of Greenwood Village cannot support the Denver 
Metroplex Project as proposed. Additional information that is needed to more clearly assess impacts 
includes: • Anticipated number of aircraft transiting airspace above the City of Greenwood Village 
under the preferred alternative (hourly, daily, monthly, and annually); • Expected altitude of such 
aircraft when over the City of Greenwood Village; and • Anticipated noise impacts to persons on the 
ground (measured in single incident dBs, not DNL). Regards, Derek Holcomb, AICP Community 
Development Director City of Greenwood Village Email: dholcomb@greenwoodvillage.com Direct: 
(303) 486-5791 Attachments: 1. Flight Paths - Existing and Proposed 12.6.2019 
 
Topics Identified in the Comment 



2 
 

● BRNKO STAR 
● Noise Modelling Analysis 
● PINNR STAR and DUNNN STAR 

 
 

FAA Response for Comment #189 Topics 
 
BRNKO STAR: The workload for managing air traffic on the existing PUFFR (RNAV) STAR flight 
procedure is intensive for air traffic controllers as it requires them to maintain separation between 
aircraft arrivals at Centennial Airport and aircraft arrivals and departures at Denver International 
Airport. The workload intensity has been identified as a potential safety risk, notably during periods of 
heavy air traffic operations in the Denver area airspace. The FAA is proposing to replace the existing 
PUFFR (RNAV) STAR with the proposed BRNKO (RNAV) STAR to enhance safety and efficiency 
for air traffic flow from the north arriving to Centennial Airport. The BRNKO (RNAV) STAR was 
developed in collaboration with the user groups including National Business Aviation Association and 
the Colorado Aviation Business Association to meet all safety and efficiency requirements. 
Additionally, the proposed PINNR (RNAV) STAR was developed to accommodate arrivals from the 
north. 
 
Noise Modelling Analysis: To comply with the National Environmental Policy Act (NEPA) 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric. DNL is the FAA’s primary metric used to establish a yearly day/night average of cumulative 
noise energy exposure of individuals to noise resulting from aviation activities. The noise analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR). IFR-filed aircraft activity was 
forecasted for the years 2019 and 2024 and used to model conditions under both the No Action 
Alternative and the Preferred Alternative.   
   
The FAA’s noise guidelines for compliance with NEPA define a significant impact as an increase of 
DNL1.5 dB in areas exposed to aircraft noise of DNL 65 and higher. Using these criteria, the noise 
analysis results indicate that the Preferred Alternative when compared to the No Action Alternative 
would not result in a DNL 1.5 dB or higher increase in sensitive areas exposed to DNL 65 dB or 
higher.     
   
The compatibility of noise sensitive land use is evaluated through comparison with the compatibility 
guidelines provided in 14 CFR Part 150, Appendix A, table 1. The guidelines focus on areas exposed to 
noise levels of DNL 65 dB and greater. However, the FAA recognizes that this standard may not be 
relevant to certain noise sensitive areas. As shown in Table 5-2, a 3 dB increase in areas exposed to 
DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 to 60 dB are considered reportable 
noise increases. The FAA prepared the noise modelling analysis of the proposed flight procedures to 
account the reportable noise criteria. Experience has indicated that DNL increases 5 dB or more at 
cumulative levels well below DNL 65 dB could be disturbing to people and become a source of public 
concern.    
   
The FAA identified three areas with lower levels of aircraft noise exposure, specifically, an increase of 
DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB.  Although this would result in a 
reportable aircraft noise exposure DNL 5 dB increase in areas exposed to DNL between 45 dB and 60 
dB, the project does not introduce noise that would affect the features, or attributes associated with the 
three areas that would adversely affect it. 
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PINNR STAR and DUNNN STAR: Aircraft utilizing the PINNR ONE or DUNNN THREE in the 
vicinity of Greenwood Village landing at Centennial Airport will be in standard arrival configurations 
(ie: on vectors for or established on Downwind, Base, or Final) as they are today in this area, being as 
Greenwood Village is in close proximity to Centennial Airport. 
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Comments-Responses 

Comment# 190   Submitted by: Holcomb, Derek 
Comment Received: To Whom it May Concern: 
The purpose of this letter is to express the City of Greenwood Village's formal 
opposition to the Denver Metroplex Project, as currently proposed. The City has 
reviewed the Final Environmental Assessment (the " Final EA") released on November 
18, 20I9 and determined there were no notable changes from the Draft Environmental 
Assessment (the "Draft EA") released on April 21 , 2019. Regarding the Final EA, 
Centennial Airport, within close proximity to the City, has also noted that very little has 
changed and that with respect to their biggest concerns, the BRNKO and PINNR arrival 
procedures, they remain the FAA's "preferred alternative". 
To visualize potential impacts to the City of Greenwood Village, City Staff created a 
Google Earth file showing the Greenwood Village City Boundary, and then individually 
layered all the existing and proposed flight paths for the different approaches using KMZ 
file data provided by Metroplexenvironmental.com, including: 
• North departures ( existing versus proposed) 
• South departures ( existing versus proposed) 
• North arrivals (existing versus proposed) 
• South arrivals (existing versus proposed) 
As is illustrated in the attached PDF titled " Flight Paths - Existing and Proposed 
12.6.2019", the most notable changes projected with the Metroplex project affecting the 
City of Greenwood Village are to the North and South arrivals at Centennial Airport, 
through the new BRNKO / PINNR arrivals (north/south flight impacts), and also the new 
DUNNN3 arrival (east/west flight impacts). 
The City of Greenwood Village's specific observations are: 
• Comprehensively, the BRNKO / PINNR / DUNNN3 North arrival paths appear to 
place numerous additional flights over the entirety of Greenwood Village. 
The BRNKO / PINNR North arrivals place additional flights over the western 
portion of the City in areas where flights are currently experienced, which is 
predominantly residential. The increase in flight traffic could adversely impact the 
existing residential neighborhoods, depending on the altitude and speed of the 
aircraft. 
• The DUNNN3 North arrival path proposes new flights over the eastern portion of 
the City in areas where flights are not currently experienced. The new flight 
traffic in this area could adversely impact the existing residential neighborhoods, 
depending on the altitude and speed of the aircraft. 
• Comprehensively, the BRNKO / DUNNN3 South arrival paths appear to place 
numerous additional flights over very channeled areas, which are either directly 
adjacent to Greenwood Village (DUNNN3 South arrival), or directly through the 
eastern portion of the City (BRNKO South arrival). 
• More information is needed with regard to the proposed BRNKO / PINNR / 
DUNNN3 North/South arrival paths to determine the specific impacts to the City 
of Greenwood Village. 
The City of Greenwood Village formally requests additional information that is needed to 
assess impacts on City residents. Until such impacts are fully evaluated, the City of 
Greenwood Village cannot support the Denver Metroplex Project as proposed. Additional 
information that is needed to more clearly assess impacts includes: 
• Anticipated number of aircraft transiting airspace above the City of Greenwood 
Village under the preferred alternative (hourly, daily, monthly, and annually); 
• Expected altitude of such aircraft when over the City of Greenwood Village; and 
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• Anticipated noise impacts to persons on the ground (measured in single incident 
dBs, not DNL). 
Regards, 
Derek Holcomb, AICP 
Community Development Director 
City of Greenwood Village 
Email: dholcomb@greenwoodvilage.com 
Direct: (303) 486-5791 
Attachments: 
I. Flight Paths - Existing and Proposed 12.6.2019 
 
 
Topics Identified in the Comment 

● BRNKO STAR 
● Frequency of Aircraft Overflights 
● Potential Increase in Aircraft Operations 
● NEPA and FAA Order 1050.1F 

● Noise Modelling 
● Purpose and Need of Project 
 
 

FAA Response for Comment #190 Topics 
 
BRNKO STAR: The workload for managing air traffic on the existing PUFFR (RNAV) STAR flight 
procedure is intensive for air traffic controllers as it requires them to maintain separation between 
aircraft arrivals at Centennial Airport and aircraft arrivals and departures at Denver International 
Airport. The workload intensity has been identified as a potential safety risk, notably during periods of 
heavy air traffic operations in the Denver area airspace. The FAA is proposing to replace the existing 
PUFFR (RNAV) STAR with the proposed BRNKO (RNAV) STAR to enhance safety and efficiency 
for air traffic flow from the north arriving to Centennial Airport. The BRNKO (RNAV) STAR was 
developed in collaboration with the user groups including National Business Aviation Association and 
the Colorado Aviation Business Association to meet all safety and efficiency requirements. 
Additionally, the proposed PINNR (RNAV) STAR was developed to accommodate arrivals from the 
north. 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
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Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Noise Modelling: The commenter raised concerns with the noise modelling methodology. The noise 
analysis of the Preferred Alternative compared to the No Action Alternative completed for the Final 
Environmental Assessment (EA) was prepared using the Aviation Environmental Design Tool (AEDT) 
version 2d, which is the FAA’s required noise model. The FAA uses AEDT to model noise for flight 
track changes over large areas to analyze noise associated with the No Action Alternative and the 
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Denver Metroplex Project proposed action. The AEDT 2d modelling tool provides detailed modelling 
to evaluate the effects of high-altitude airspace changes from the ground level up to 18,000 feet Above 
Ground Level. The AEDT 2d model utilizes an extensive aircraft performance and sound level 
database that includes information on variations in sound attributed to different types of aircraft and 
aircraft engines, aircraft speed, climb and descent thrust, and the altitude along a route. Detailed terrain 
data was inputted into the AEDT 2d model, which accounts for the elevation of each grid point or 
population centroid when calculating the distance between the grid point and the aircraft. The aircraft 
noise analysis prepared for the Denver Metroplex Project Final EA was conducted in compliance with 
FAA Order 1050.1F. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 191   Submitted by: Holland, Brad 
Comment Received: No scenic flights over Boulder! 
The noise pollution is impacting my quality of life. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Purpose and Need of Project 

 
 

FAA Response for Comment #191 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
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(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 192   Submitted by: Holland, Erica 
Comment Received: The fuel reduction benefits of these changes are minuscule in the scheme of how 
much fuel is consumed on a typical flight. However the impact on noise pollution is significant and 
would ruin a lot of wild places that are important here in Colorado. Please do't ruin my wilderness.  
Please withhold my personal information. 
 
Topics Identified in the Comment 

● Commercial Airlines Operations Costs 
● DOT Section 4(f) Resources 
● Projected Changes in Aircraft Noise 
Exposure 

● Withold Personal Identifying Information  
 
 

FAA Response for Comment #192 Topics 
 
Commercial Airlines Operations Costs: The purpose of the proposed Project is to address the 
problem of inefficiency of the existing aircraft flight procedures in the Denver Metroplex airspace. 
While fuel savings and/or a reduction in operating costs for commercial airlines may be  secondary 
benefits of implementing the proposed Denver Metroplex Project, it is not a part of the purpose and 
need for the Project. 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
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Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
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National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Withold Personal Identifying Information: Commenters were made aware of the following 
statement with their comment submission - "Please be aware that your name, address, phone number, 
email address, or other personal identifying information in your comment may be made publicly 
available at any time.  You may include in your comment a request to withhold your personal 
identifying information, however we cannot guarantee that we will be able to do so". 
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Comments-Responses 

Comment# 193   Submitted by: Hollingsworth, S 
Comment Received: I am writing to oppose the Metroplex plan to increase air traffic over Gilpin 
County which will result from diverting flights over our rural county into a centralized path  Gilpin is a 
serene mountain community full of historic landmarks protected under Provision 106 and historic 
communities like Lincoln Hills  Central City  and Tolland Road are located throughout the county. The 
increase in amplification noise resulting from echoing off scattered mountain peaks including Thorodin  
Rollins  and James Peak Wilderness would disturb historic designated wild areas and significantly 
increase jet noise over populated subdivisions. Because no public meeting was held in Gilpin County  
residents have not had a voice like other counties' residents had. Increased jet noise is affecting our 
PTSD Veterans who moved for quiet for their health and unnerving long time residents who chose a 
quiet mountain home away from the loud ambient noise of cities. DIA has one of the best punctuality 
records of major airports so the claim that Metroplex will improve this is unfounded. A growing 
number of Gilpin County residents are joining together to voice their opposition for themselves and 
their neighbors as counties like Boulder and Arapahoe continue doing. Please take Gilpin County 
residents' comments to heart  hold a public input meeting in Gilpin County  and redirect the flight paths 
over less rural areas or at least keep the scattered pattern instead of streamlined paths over the north 
and central parts of Gilpin County. Please respect our rural  historic county and its mountainous terrain. 
Thank you for serious consideration of these affects of the proposed Metroplex plan. Note :please 
withhold my personal identifying information 
 
Topics Identified in the Comment 

● DOT Section 4(f) Resources 
● Historical and Cultural Resources 
● Physical and Mental Health 
● Public Outreach/Public Involvement 
● Projected Changes in Aircraft Noise 
Exposure 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
● Withold Personal Identifying Information  
 
 

FAA Response for Comment #193 Topics 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
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Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Historical and Cultural Resources: The commenter mentioned the Environmental Assessment (EA) 
excludes the impact of noise at or below the Day Night Average Sound Level (DNL) of 65 decibels 
(dB) on noise sensitive areas, including historic and cultural properties. To comply with NEPA 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric; the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.    
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However, the FAA recognizes that this standard may not be relevant to historical and cultural 
resources. As shown in Table 5-2, a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB 
increase in areas exposed to DNL 45 to 60 dB are considered reportable noise increases. In Section 5.6 
of the Final EA, the noise modelling analysis for the proposed Denver Metroplex Project indicated two 
areas of reportable noise grid points, which were investigated for the presence of historic and cultural 
properties. The FAA focused its efforts on identifying historic properties in the two areas of potential 
effect that could receive noise increases and considered the potential for overflight to introduce visual 
effects that could cause an alteration in the character of the historic property that qualify it for the 
National Register of Historic Places (National Register).  As depicted in Exhibit 5-2, the two areas are 
associated with the proposed aircraft flight procedures for Denver International Airport: the COORZ 
Area Navigation (RNAV) Standard Instrument Departure (SID) for westbound departures, the SLEEK 
(RNAV) SID for southbound departures.   
   
Under Section 106 of the National Historic Preservation Act, the FAA completed consultation with 
State and Local governments having jurisdiction or special expertise over historic and cultural 
resources. Additionally, the FAA entered into government-to-government consultation with forty-eight 
Native American Tribes having a legacy of occupation in the State of Colorado. Consultation with all 
of these parties did not identify any historic properties within the areas of potential effect for which a 
quiet setting is a characteristic that qualifies it for the National Register, and that therefore could be 
affected at the lower level of reportable noise exposure. The FAA also considered the potential for the 
introduction of visual elements that could diminish the integrity of the property’s historic features. We 
compared the proposed procedures with current flight tracks within the areas of potential effect, and 
determined that there would be no new areas overflown, and therefore no potential to introduce new 
visual elements. The proposed procedures would not introduce flight tracks over sensitive areas 
changing any existing impacts on those historic properties and cultural resources. Consultation did not 
identify any traditional and cultural properties within the APE for which aircraft noise and/or aircraft 
overflights would have an effect on a historic property’s characteristics qualifying that property for the 
National Register. Therefore, the proposed Denver Metroplex Project would not have an adverse effect 
on historic properties. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
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airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
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equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
Withold Personal Identifying Information: Commenters were made aware of the following 
statement with their comment submission - "Please be aware that your name, address, phone number, 
email address, or other personal identifying information in your comment may be made publicly 
available at any time.  You may include in your comment a request to withhold your personal 
identifying information, however we cannot guarantee that we will be able to do so". 
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Comments-Responses 

Comment# 194   Submitted by: Horne, Lori 
Comment Received: We moved to Gilpin County 20 years ago to raise our children in a beautiful  
quiet mountain area. Moving from a populated  noisy suburb in the Denver area. I think it is very unfair 
that we were not given a voice to stress how important our way of life is. People in town are 
accustomed to city noises  including air traffic. There is also a main corridor going from Denver right 
through the mountains - I-70. Why is that not an option?  It is only a few miles further south of Gilpin 
County. Please give our community and wildlife a chance to live peacefully. 
 
Topics Identified in the Comment 

● Biological Resources 
● Public Outreach/Public Involvement 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

● West SIDs 
 
 

FAA Response for Comment #194 Topics 
 
Biological Resources: The greatest potential for impacts to wildlife species would result from wildlife 
strikes on avian and bat species at altitudes below 3,000 feet AGL. Changes to flight paths under the 
Preferred Alternative would primarily occur at or above 3,000 feet AGL. Therefore, the Preferred 
Alternative would not result in significant impacts to avian and bat species when compared with the No 
Action. The No Action would not involve changes to air traffic flows, land acquisition, construction, or 
other ground disturbance activities. Therefore, the No Action would not result in significant impacts to 
fish, wildlife, or plants. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
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Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
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specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 195   Submitted by: HorwitzRomano, Rhonda 
Comment Received: Please do not change the flight patterns which will bring more plans overhead in 
our rural mountain community. It is a detriment to the wildlife and mountain environment. 
 
Topics Identified in the Comment 

● DOT Section 4(f) Resources 
● Potential Increase in Aircraft Operations 

 
 

FAA Response for Comment #195 Topics 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
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International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
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Comments-Responses 

Comment# 196   Submitted by: Hurth, Linda 
Comment Received: Unacceptable air traffic over my house! As an open space volunteer ranger this 
summer I was monitoring the dark sky but the sky above was lit up with air traffic 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
 

 

FAA Response for Comment #196 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 197   Submitted by: Hutson, Bill 
Comment Received: Citizens of south Boulder and other areas in southern Boulder County are 
regularly blasted by the roar of westbound departing jets from DIA flying at low levels above ground, 
fully loaded and at full throttle, climbing to cross the high mountains to the west. The loud disruptive 
noise from each flight is prolonged and amplified by echos off the rock cliffs west of the city. When 
spaced close together, the noise from one flight barely subsides when the approaching roar of the next 
one re-starts the cycle. The number of flights has (and will) increase, greatly increasing the noise 
impacts of these planes. Higher air temperatures reduces the lift for these planes, so the racket is much 
worse in warm to hot weather. Citizens have repeatedly appealed to the FAA to move the flight path 
several miles south from nature’s echo chamber, to the less populated, and historically used flight path 
over the Rocky Flats wildlife reserve. Such action would reduce the noise impacts for thousands of 
people unfortunate enough to find themselves under this current flight path. Conversations and requests 
were made in 2014, 2018 and 2019. In response, the final FAA Environmental Assessment for the 
Denver Nexgen project moves the official ZIMMR Standard Instrument Departure (SID) pathway 
approximately 2 nautical miles south of the “published FOOOT SID” flight path. This very minor 
change does not resolve the problem. The “published FOOOT SID” flight path exists mostly on paper 
as it was surreptitiously imposed and declared through FAA documents, and seldom used until its noisy 
impact was experienced in 2014. As the “published FOOOT SID” bisects the City of Boulder, its heavy 
use would immediately create an outcry. So planes have been traveling south of the FOOT SID and 
disturbing South Boulder residents enough that both the City of Boulder and Boulder County requested 
in a comment on the draft EA that the flight path be moved several miles south to alleviate the 
unsustainable noise impacts. The noise measurement studies defended by the FAA are suspect because 
they are computer-generated based on conditions of flat ground, with no obstructions, with aircraft 
moving at a steady speed at high levels above the ground — none of which reflect the actual 
experiences of citizens on the ground in Boulder. I request the FAA make arrangements to move the 
ZIMMR SID flight path an additional 2 to 3 miles south to correct the terrible noise impact created by 
their unwise past and present decisions. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Potential Increase in Aircraft Operations 
● Noise Modelling 
● Projected Changes in Aircraft Noise 
Exposure 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
● ZIMMR SID  
 
 

FAA Response for Comment #197 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
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local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Noise Modelling: The commenter raised concerns with the noise modelling methodology. The noise 
analysis of the Preferred Alternative compared to the No Action Alternative completed for the Final 
Environmental Assessment (EA) was prepared using the Aviation Environmental Design Tool (AEDT) 
version 2d, which is the FAA’s required noise model. The FAA uses AEDT to model noise for flight 
track changes over large areas to analyze noise associated with the No Action Alternative and the 
Denver Metroplex Project proposed action. The AEDT 2d modelling tool provides detailed modelling 
to evaluate the effects of high-altitude airspace changes from the ground level up to 18,000 feet Above 
Ground Level. The AEDT 2d model utilizes an extensive aircraft performance and sound level 
database that includes information on variations in sound attributed to different types of aircraft and 
aircraft engines, aircraft speed, climb and descent thrust, and the altitude along a route. Detailed terrain 
data was inputted into the AEDT 2d model, which accounts for the elevation of each grid point or 
population centroid when calculating the distance between the grid point and the aircraft. The aircraft 
noise analysis prepared for the Denver Metroplex Project Final EA was conducted in compliance with 
FAA Order 1050.1F. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
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modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
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of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
ZIMMR SID: The commenter requests that the FAA consider moving the flight path of the proposed 
ZIMMR (RNAV) SID southward from the location that was depicted at the workshops for the Draft 
Environmental Assessment. Based on the comments, the FAA completed a comprehensive analysis of 
the proposal to amend the flight procedure design of the proposed ZIMMR (RNAV) SID. The FAA 
modified the proposed ZIMMR (RNAV) SID by moving the location of the RALFI waypoint an 
additional 0.7 nautical miles to the south and east from the original location on the proposed ZIMMR 
(RNAV) SID. The new location of the RALFI waypoint creates a lateral shift of approximately 2.0 
nautical miles south of the location of the existing flight path of the published FOOOT (RNAV) SID 
procedure. The ZIMMR RNAV SID flight procedure will overfly north of the Gilpin County boundary. 
However, rapidly changing atmospheric conditions and convective activity over the Front Range may 
require air traffic control to build in a greater margin of safety to than the minimum separation 
standards for aircraft which may affect aircraft on the ZIMMR RNAV SID flight procedure. 
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Comments-Responses 

Comment# 198   Submitted by: Huttner, Debra 
Comment Received: The jet noise over South Boulder is incessant and incredibly difficult to live with. 
Due the proximity of the mountains  the jet sounds reverberate with tremendous volume sometimes 
shaking my house. The jets are constant- one every 3-5 minutes. It has destroyed a big part of our 
quality of life here and feels so unfair. Can anything please be done about this? It is not fair to those of 
us who call South Boulder our homes. There is so much pollution raining down on us from the planes  
as well as the terrible noise pollution. I moved here 16 years ago for the quiet and this has destroyed 
that. Thank you for please changing the flight routes!!! 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 

 
 

FAA Response for Comment #198 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 



2 
 

and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
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Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
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Comments-Responses 

Comment# 199   Submitted by: Ikler, Bill 
Comment Received: These comments pertain to the Final Environmental Assessment of the Denver 
Metroplex Project. In reviewing the EA document, I noticed a discrepancy between where the ZIMMR 
route goes near Nederland CO, and where the many flight tracks go right over the Town. It appears that 
Nederland will get no relief from the many overflights that go at almost continuous intervals at several 
times per day. The EA also does not address my concerns about the impacts on wildlife and 
backcountry users that the frequent and low flights have over the Indian Peaks and James Peak 
Wilderness Areas. The Final EA still only sites the Lost Creek Wilderness. The EA is also using 
baseline db data gathered after the FAA changed to satellite guidance in 2012 or 13, instead of the 
baseline pre- satellite, thus getting a pre-determined result of no increased levels. I strongly request that 
the FAA meet with Congressional Representatives and Senators that have been advocating a fairer 
solution to the commercial jet aircraft noise. I also request that the comment period be extended, since 
the information about the current deadlines was only available through libraries, and coincided with the 
Christmas holiday, ensuring minimal comments. 
 
Topics Identified in the Comment 

● Comment Period 
● DOT Section 4(f) Resources 
● Frequency of Aircraft Overflights 
● Public Outreach/Public Involvement 

● Projected Changes in Aircraft Noise 
Exposure 
● ZIMMR SID  
 
 

FAA Response for Comment #199 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
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Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
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utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
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procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
ZIMMR SID: The commenter requests that the FAA consider moving the flight path of the proposed 
ZIMMR (RNAV) SID southward from the location that was depicted at the workshops for the Draft 
Environmental Assessment. Based on the comments, the FAA completed a comprehensive analysis of 
the proposal to amend the flight procedure design of the proposed ZIMMR (RNAV) SID. The FAA 
modified the proposed ZIMMR (RNAV) SID by moving the location of the RALFI waypoint an 
additional 0.7 nautical miles to the south and east from the original location on the proposed ZIMMR 
(RNAV) SID. The new location of the RALFI waypoint creates a lateral shift of approximately 2.0 
nautical miles south of the location of the existing flight path of the published FOOOT (RNAV) SID 
procedure. The ZIMMR RNAV SID flight procedure will overfly north of the Gilpin County boundary. 
However, rapidly changing atmospheric conditions and convective activity over the Front Range may 
require air traffic control to build in a greater margin of safety to than the minimum separation 
standards for aircraft which may affect aircraft on the ZIMMR RNAV SID flight procedure. 
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Comments-Responses 

Comment# 200   Submitted by: Ingalls, Lance 
Comment Received: To Whom It May Concern: This letter is being submitted on behalf of Douglas 
County in response to the FAA’s Final Environmental Assessment (“EA”) released November 18, 
2019 for public review and comment pursuant to Section 106 of the National Historic Preservation Act 
(“NHPA”). Centennial Airport (“Airport”) is owned and operated by the Arapahoe County Public 
Airport Authority, and is partially located in unincorporated Douglas County. Additionally, Centennial 
Airport is in close proximity to high density commercial and residential neighborhoods including 
Highlands Ranch, Grandview Estates, Meridian Office Park, and numerous others. Due to the location 
of the Airport, any findings resulting from the EA and subsequent air space planning would have a 
substantial and continuing impact on Douglas County residents and businesses. Furthermore, the 
Airport provides regional significant access and transportation services for major business and 
employers in the southern portion of the Denver region, therefore, it’s continued efficient operation is 
of interest to the County. As a stakeholder in the EA findings, Douglas County generally concurs with 
the technical comments provided by Centennial Airport-Arapahoe County Public Airport Authority 
(“Authority”) on June 5, 2019, and supports the Authority’s concern as to whether the FAA properly 
considered all of the comments presented during the first review period and prematurely moved 
forward to adopt a final EA Report without proper consideration of the health, welfare, safety and 
quality of life of residents affected by proposed flight paths. Furthermore, the technical concerns raised 
by both the Authority and other neighboring jurisdictions addressing the Altitude Restrictions, 
Cumulative Impacts, Noise Modeling and Noise Modeling Analysis, and the absence of completion of 
the FAA Reauthorization Act of 2018 and Congressionally Mandated Studies are also of great concern 
and merit further review and consideration from the FAA. Lastly, Douglas County takes issue 
specifically with the adequacy of the public comment analysis, and the FAA’s assertion that the 
proposed flight paths and air space will result in “no significant impact” in the final EA. Conversely, 
Metroplexes around the country have resulted in thousands of citizens impacted by new overflights and 
airplane noise and multiple communities have filed suit against the FAA in response to these new noise 
impacts. In conclusion, the County requests, at a minimum, that the FAA: • Provide data about 
environmental impacts for altitudes BELOW 3,000 feet. The FAA’s current Environmental Assessment 
only looks at impacts at altitudes ABOVE 3,000 feet; and, • Complete the federally-mandated studies 
that directly impact Metroplex implementation as specified in the FAA Reauthorization Act of 2018 
and make the results of those studies public before moving forward with this project. Thank you for the 
opportunity to comment on the Denver Metroplex Final Environmental Assessment and I would 
appreciate your consideration of these comments in your deliberations before the implementation of the 
Final Denver Metroplex Environmental Assessment Report findings. I can be reached at 303-660-7414 
for any additional information or clarification on this matter. 
 
Topics Identified in the Comment 

● Cumulative Impacts 
● FAA Reauthorization Act of 2018 
● NEPA and FAA Order 1050.1F 
● Noise Modelling 
● Noise Modelling Analysis 

● Physical and Mental Health 
● Public Outreach/Public Involvement 
● Purpose and Need of Project 
 
 

FAA Response for Comment #200 Topics 
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Cumulative Impacts: Consideration of cumulative impacts applies to the impacts resulting from the 
implementation of the proposed Denver Metroplex Project combined with other actions. A cumulative 
impact is defined as an impact on the environment, which results from the incremental impact of the 
action when added to other past, present, and reasonably foreseeable future actions regardless of what 
agency (federal or non-federal) or person undertakes such other actions.   
   
Analyzing cumulative effects is considered within geographic (spatial) and time (temporal) boundaries. 
Reasonably foreseeable future actions refers to projects that would likely be completed before 2024 
and do not include those actions that are highly speculative or indefinite. The type of projects 
considered under the cumulative impact analysis were primarily limited to airfield projects, specifically 
projects that directly affect or involve runways and modifications to parallel taxiways. These type of 
projects may effect aircraft flight operations. A comprehensive search of the FAA Airport Capital 
Improvement Programs for the identified Study Airports yielded no substantive runway endpoint or 
elevation changes within the timeline horizons of the Final Environmental Assessment. The Preferred 
Alternative, when considered with other past, present, and reasonably foreseeable projects would not 
would not exceed the thresholds of significance for the resource categories analyzed in the Final 
Environmental Assessment. Therefore, no cumulative impacts would be anticipated. The No Action 
Alternative does not involve a proposed project that could contribute to the effects of past, present, or 
reasonably foreseeable projects. Therefore, no cumulative impacts would be anticipated under the No 
Action Alternative. 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
FAA Reauthorization Act of 2018: The FAA Reauthorization Act of 2018 specifies congressionally 
mandated directives for which the FAA is responsible for completing at varied timelines.  In 
accordance with the congressionally mandated directives, the FAA will comply and adhere to the 
timelines. While the requested directives are being completed, the U.S. Congress did not place a 
moratorium on implementation of the proposed Denver Metroplex Project, or any Metroplex project. 
 
Noise Modelling: The commenter raised concerns with the noise modelling methodology. The noise 
analysis of the Preferred Alternative compared to the No Action Alternative completed for the Final 
Environmental Assessment (EA) was prepared using the Aviation Environmental Design Tool (AEDT) 
version 2d, which is the FAA’s required noise model. The FAA uses AEDT to model noise for flight 
track changes over large areas to analyze noise associated with the No Action Alternative and the 
Denver Metroplex Project proposed action. The AEDT 2d modelling tool provides detailed modelling 
to evaluate the effects of high-altitude airspace changes from the ground level up to 18,000 feet Above 
Ground Level. The AEDT 2d model utilizes an extensive aircraft performance and sound level 
database that includes information on variations in sound attributed to different types of aircraft and 
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aircraft engines, aircraft speed, climb and descent thrust, and the altitude along a route. Detailed terrain 
data was inputted into the AEDT 2d model, which accounts for the elevation of each grid point or 
population centroid when calculating the distance between the grid point and the aircraft. The aircraft 
noise analysis prepared for the Denver Metroplex Project Final EA was conducted in compliance with 
FAA Order 1050.1F. 
 
Noise Modelling Analysis: To comply with the National Environmental Policy Act (NEPA) 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric. DNL is the FAA’s primary metric used to establish a yearly day/night average of cumulative 
noise energy exposure of individuals to noise resulting from aviation activities. The noise analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR). IFR-filed aircraft activity was 
forecasted for the years 2019 and 2024 and used to model conditions under both the No Action 
Alternative and the Preferred Alternative.   
   
The FAA’s noise guidelines for compliance with NEPA define a significant impact as an increase of 
DNL1.5 dB in areas exposed to aircraft noise of DNL 65 and higher. Using these criteria, the noise 
analysis results indicate that the Preferred Alternative when compared to the No Action Alternative 
would not result in a DNL 1.5 dB or higher increase in sensitive areas exposed to DNL 65 dB or 
higher.     
   
The compatibility of noise sensitive land use is evaluated through comparison with the compatibility 
guidelines provided in 14 CFR Part 150, Appendix A, table 1. The guidelines focus on areas exposed to 
noise levels of DNL 65 dB and greater. However, the FAA recognizes that this standard may not be 
relevant to certain noise sensitive areas. As shown in Table 5-2, a 3 dB increase in areas exposed to 
DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 to 60 dB are considered reportable 
noise increases. The FAA prepared the noise modelling analysis of the proposed flight procedures to 
account the reportable noise criteria. Experience has indicated that DNL increases 5 dB or more at 
cumulative levels well below DNL 65 dB could be disturbing to people and become a source of public 
concern.    
   
The FAA identified three areas with lower levels of aircraft noise exposure, specifically, an increase of 
DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB.  Although this would result in a 
reportable aircraft noise exposure DNL 5 dB increase in areas exposed to DNL between 45 dB and 60 
dB, the project does not introduce noise that would affect the features, or attributes associated with the 
three areas that would adversely affect it. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
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Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
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Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 201   Submitted by: Ingalls, Lance 
Comment Received: Re: Denver Metroplex November 18, 2019 Environmental Assessment 
To Whom It May Concern: 
This letter is being submitted on behalf of Douglas County in response to the FAA's Final 
Environmental Assessment ("EA") released November 18, 2019 for public review and comment 
pursuant to Section 106 of the National IIistoric Preservation Act ("NHPA"). 
Centennial Airport ("Airport") is owned and operated by the Arapahoe County Public 
Airport Authority, and is partially located in unincorporated Douglas County. Additionally, 
Centennial Airport is in close proximity to high density commercial and residential neighborhoods 
including Highlands Ranch, Grandview Estates, Meridian Office Park, and numerous others. Due 
to the location of the Airport, any findings resulting from the EA and subsequent air space planning 
would have a substantial and continuing impact on Douglas County residents and businesses. 
Furthermore, the Airport provides regional significant access and transportation services for major 
business and employers in the southern portion of the Denver region, therefore, it's continued 
efficient operation is of interest to the County. 
As a stakeholder in the EA findings, Douglas County generally concurs with the technical 
comments provided by Centennial Airport-Arapahoe County Public Airport Authority 
("Authority") on June 5, 2019, and supports the Authority's concern as to whether the FAA 
properly considered all of the comments presented during the first review period and prematurely 
moved forward to adopt a final EA Report without proper consideration of the health, welfare, 
safety and quality of life of residents affected by proposed flight paths. Furthermore, the technical 
concerns raised by both the Authority and other neighboring jurisdictions addressing the Altitude 
Restrictions, Cumulative Impacts, Noise Modeling and Noise Modeling Analysis, and the absence 
of completion of the FAA Reauthorization Act of 2018 and Congressionally Mandated Studies are 
also of great concern and merit further review and consideration from the FAA. 
Lastly, Douglas County takes issue specifically with the adequacy of the public comment 
analysis, and the FAA's assertion that the proposed flight paths and air space will result in "no 
significant impact" in the final EA. Conversely, Metroplexes around the country have resulted in 
thousands of citizens impacted by new overflights and airplane noise and multiple communities 
have filed suit against the FAA in response to these new noise impacts. 
In conclusion, the County requests, at a minimum, that the FAA: 
• Provide data about environmental impacts for altitudes BELOW 3,000 feet. The FAA's 
current Environmental Assessment only looks at impacts at altitudes ABOVE 3,000 feet; 
and, 
• Complete the federally-mandated studies that directly impact Metroplex implementation 
as specified in the FAA Reauthorization Act of 2018 and make the results of those studies 
public before moving forward with this project. 
Thank you for the opportunity to comment on the Denver Metroplex Final Environmental 
Assessment and I would appreciate your consideration of these comments in your deliberations 
before the implementation of the Final Denver Metroplex Environmental Assessment Report 
findings. 
I can be reached at 303-660-7414 for any additional information or clarification on this matter. 
Sincerely, 
Lance J. Ingalls 
County Attorney 
cc: Doug DeBord, County Manager 
Lance J. Ingalls 
County Attorney 
Douglas County Board of County Commissioners 
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Robert P. Olislagers, CEO Centennial Airport 
Arapahoe County Public Airport Authority Board of Commissioner 
Kimberly Bruetsch, Attorney at Law, Robinson, Waters, et al. 
Centennial Airport Community Noise Roundtable 
 
 
Topics Identified in the Comment 

● Comment Period 
● Cumulative Impacts 
● Existing Arcraft Noise 
● FAA Reauthorization Act of 2018 
● NEPA and FAA Order 1050.1F 

● Noise Modelling 
● Noise Modelling Analysis 
● Physical and Mental Health 
 
 

FAA Response for Comment #201 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
Cumulative Impacts: Consideration of cumulative impacts applies to the impacts resulting from the 
implementation of the proposed Denver Metroplex Project combined with other actions. A cumulative 
impact is defined as an impact on the environment, which results from the incremental impact of the 
action when added to other past, present, and reasonably foreseeable future actions regardless of what 
agency (federal or non-federal) or person undertakes such other actions.   
   
Analyzing cumulative effects is considered within geographic (spatial) and time (temporal) boundaries. 
Reasonably foreseeable future actions refers to projects that would likely be completed before 2024 
and do not include those actions that are highly speculative or indefinite. The type of projects 
considered under the cumulative impact analysis were primarily limited to airfield projects, specifically 
projects that directly affect or involve runways and modifications to parallel taxiways. These type of 
projects may effect aircraft flight operations. A comprehensive search of the FAA Airport Capital 
Improvement Programs for the identified Study Airports yielded no substantive runway endpoint or 
elevation changes within the timeline horizons of the Final Environmental Assessment. The Preferred 
Alternative, when considered with other past, present, and reasonably foreseeable projects would not 
would not exceed the thresholds of significance for the resource categories analyzed in the Final 
Environmental Assessment. Therefore, no cumulative impacts would be anticipated. The No Action 
Alternative does not involve a proposed project that could contribute to the effects of past, present, or 
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reasonably foreseeable projects. Therefore, no cumulative impacts would be anticipated under the No 
Action Alternative. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
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FAA Reauthorization Act of 2018: The FAA Reauthorization Act of 2018 specifies congressionally 
mandated directives for which the FAA is responsible for completing at varied timelines.  In 
accordance with the congressionally mandated directives, the FAA will comply and adhere to the 
timelines. While the requested directives are being completed, the U.S. Congress did not place a 
moratorium on implementation of the proposed Denver Metroplex Project, or any Metroplex project. 
 
Noise Modelling: The commenter raised concerns with the noise modelling methodology. The noise 
analysis of the Preferred Alternative compared to the No Action Alternative completed for the Final 
Environmental Assessment (EA) was prepared using the Aviation Environmental Design Tool (AEDT) 
version 2d, which is the FAA’s required noise model. The FAA uses AEDT to model noise for flight 
track changes over large areas to analyze noise associated with the No Action Alternative and the 
Denver Metroplex Project proposed action. The AEDT 2d modelling tool provides detailed modelling 
to evaluate the effects of high-altitude airspace changes from the ground level up to 18,000 feet Above 
Ground Level. The AEDT 2d model utilizes an extensive aircraft performance and sound level 
database that includes information on variations in sound attributed to different types of aircraft and 
aircraft engines, aircraft speed, climb and descent thrust, and the altitude along a route. Detailed terrain 
data was inputted into the AEDT 2d model, which accounts for the elevation of each grid point or 
population centroid when calculating the distance between the grid point and the aircraft. The aircraft 
noise analysis prepared for the Denver Metroplex Project Final EA was conducted in compliance with 
FAA Order 1050.1F. 
 
Noise Modelling Analysis: To comply with the National Environmental Policy Act (NEPA) 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric. DNL is the FAA’s primary metric used to establish a yearly day/night average of cumulative 
noise energy exposure of individuals to noise resulting from aviation activities. The noise analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR). IFR-filed aircraft activity was 
forecasted for the years 2019 and 2024 and used to model conditions under both the No Action 
Alternative and the Preferred Alternative.   
   
The FAA’s noise guidelines for compliance with NEPA define a significant impact as an increase of 
DNL1.5 dB in areas exposed to aircraft noise of DNL 65 and higher. Using these criteria, the noise 
analysis results indicate that the Preferred Alternative when compared to the No Action Alternative 
would not result in a DNL 1.5 dB or higher increase in sensitive areas exposed to DNL 65 dB or 
higher.     
   
The compatibility of noise sensitive land use is evaluated through comparison with the compatibility 
guidelines provided in 14 CFR Part 150, Appendix A, table 1. The guidelines focus on areas exposed to 
noise levels of DNL 65 dB and greater. However, the FAA recognizes that this standard may not be 
relevant to certain noise sensitive areas. As shown in Table 5-2, a 3 dB increase in areas exposed to 
DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 to 60 dB are considered reportable 
noise increases. The FAA prepared the noise modelling analysis of the proposed flight procedures to 
account the reportable noise criteria. Experience has indicated that DNL increases 5 dB or more at 
cumulative levels well below DNL 65 dB could be disturbing to people and become a source of public 
concern.    
   
The FAA identified three areas with lower levels of aircraft noise exposure, specifically, an increase of 
DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB.  Although this would result in a 
reportable aircraft noise exposure DNL 5 dB increase in areas exposed to DNL between 45 dB and 60 
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dB, the project does not introduce noise that would affect the features, or attributes associated with the 
three areas that would adversely affect it. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
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Comments-Responses 

Comment# 202   Submitted by: Isenhart, Linda 
Comment Received: Hello! I am one of three Gilpin County Commissioners who are involved in 
listening and representing our constituents in this mountain community. We have a number of residents 
who are concerned about the additional frequency of flights and the feared increase of noise over our 
rural community due to rerouting more airplane traffic over our county. Anything that you can do to 
mitigate these concerns and come up with more dispersed routes would be appreciated. Thank you. 
 
Topics Identified in the Comment 

● Frequency of Aircraft Overflights 
● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
● West SIDs 
 
 

FAA Response for Comment #202 Topics 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
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designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
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operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
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activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 203   Submitted by: Isenhart, Linda 
Comment Received: Subject: Denver Metroplex EA and Errata 
Dear Sir or Madam: 
This letter is in response to the FAA' s Denver Metroplex Final Environmental 
Assessment (EA) and Errata dated November 13, 2019. 
The FAA has stated it does not intend to hold public workshops or a round table in 
Gilpin County because it is not required by NEPA. This is a clear breach of trust 
and not in keeping with the stated goal of the Metroplex Project to "involve the 
public, engage with communities, and give meaningful consideration to 
community concerns and views as we make aviation decisions that affect them." 
The Final EA appears to be the last opportunity the County has to comment on the 
changes to text, exhibits, tables, and appendices as well as comments related to 
Section 106 of the National Historic Preservation Act. 
The County has numerous concerns with the EA proposed action as it relates to 
significant impacts under NEPA. The county's noise exposure, aircraft hazard 
exposure, and degradation of historical properties is of grave concern. The EA does 
not fully consider and evaluate the potential for permanent significant impacts to 
Gilpin County, wildlife, environment, historical assets or to its residents. The FAA 
failed to schedule a public input meeting in Gilpin County while surprisingly the 
proposed EA states one person in Boulder County caused the proposed routes to 
be pushed further south into Gilpin County. Further, the FAA has failed to facilitate 
a public workshop or roundtable with the County and its residents as part of this 
EA review or in any capacity at all. 
Avoiding explanation of the current and proposed future aircraft routes as 
described in the EA/Errata is not in the public's interest and is averse to appropriate 
public policy approaches. Public outreach in affected areas is a best practice and 
although not required, it puts Gilpin County at a disadvantage compared to 
communities like Boulder County where you chose to hold not one but three 
meetings. Comments from those meetings come at the expense of our quality of 
life. As noted above, the FAA has also changed routes based on input in a Boulder 
County meeting that had no basis in fact, but instead on preference. 
The FAA proposes to make changes to aircraft flights over Gilpin County which have not been 
accurately studied. Ach1al noise and its effects on threatened species, residents and our environment 
have not been collected and analyzed as to how Gilpin County will ultimately be impacted . The 
addition of noise generated by the concentrated flight paths will have a greater impact due to the low 
ambient noise level in our ru ral mountain community. Apparently, the FAA has adopted a public 
policy approach that damages wildlife, property and veterans with disabilities including residents 
with combat related PTSD without adequately studying the impacts of the proposed flight paths. 
Exhibit 4-6, in the Final EA meant to address Environmental Justice shows half of Gilpin County as 
having a low-income population, therefore it is very disturbing that you place an additional burden 
on an identified disadvantaged community. The FAA appears willing to gamble on potential future 
lawsuits to demonstrate damages instead of working with us to find sui table alternatives. How could 
one comment move a flight path from Boulder County and place it in Gilpin County and yet the 
collective voice shared by Gilpin County citizens is left unheard? 
Gilpin County requests the following: 
J . FAA's commitment to stop designing new routes until community meetings have been held in 
Gilpin County; 
2. Extend the 32-day comment period (please see the letter dated December 20,2019, from the Gilpin 
County Historical Advisory Commission); 
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3. FAA's agreement to measure ach1al noise levels, perform related mapping and analysis and the 
impacts to our wildlife, people and historical sites. 
In addition, we support the FAA's abandonment of the Final EA with its proposed aircraft routes 
over Gilpin County all together so that the more appropriate and structured process of an 
Environmental Impact Statement may commence. Abandon this effort as it relates to airspace above 
Gilpin County and return the aircraft flight paths to 2016 routes, as our community already had its 
fair disbursed share at that time. 
Sincerely, 
Linda Isenhart   Gail Watson   Ron Engels    
Chair    Commissioner   Commissioner 
C: Stephen Dickson, FAA Administrator 
David Suomi, FAA Administrator, NW Mountain Reg ion 
Congressman Joe Neguse 
US Senator Cory Gardner 
US Senator Michael Bennet 
Senator Tammy Story 
House Speaker KC Becker 
 
 
Topics Identified in the Comment 

● Comment Period 
● DOT Section 4(f) Resources 
● Environmental Justice 
● Historical and Cultural Resources 
● Physical and Mental Health 
● Public Outreach/Public Involvement 

● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
● West SIDs 
 
 

FAA Response for Comment #203 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
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This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
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Environmental Justice: An environmental justice analysis considers the potential for impact on 
minority and low-income populations of the proposed Denver Metroplex Project as compared to the No 
Action Alternative. In weighing whether the proposed Denver Metroplex Project raises environmental 
justice concerns, the FAA considers whether a proposed action may have disproportionately high and 
adverse human health or environmental effects on minority and low-income populations. This analysis 
draws on the findings of the other impact analyses, particularly noise, land use, and air quality. If these 
factors exist, there is not necessarily a significant impact; rather, the FAA must evaluate these factors 
in light of context and intensity to determine if there are significant impacts.   
   
Implementation of the proposed Denver Metroplex Project would not adversely affect air quality or 
land use within the General Study Area. Additionally, the results of the noise modelling analysis 
alternative indicate that changes in aircraft noise exposure would be below the threshold of significance 
when comparing the proposed Denver Metroplex Project and the No Action Alternative. As a result, 
there are no disproportionate impacts on minority, or low-income populations of the proposed Denver 
Metroplex Project as compared to the No Action Alternative. 
 
Historical and Cultural Resources: The commenter mentioned the Environmental Assessment (EA) 
excludes the impact of noise at or below the Day Night Average Sound Level (DNL) of 65 decibels 
(dB) on noise sensitive areas, including historic and cultural properties. To comply with NEPA 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric; the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.    
   
However, the FAA recognizes that this standard may not be relevant to historical and cultural 
resources. As shown in Table 5-2, a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB 
increase in areas exposed to DNL 45 to 60 dB are considered reportable noise increases. In Section 5.6 
of the Final EA, the noise modelling analysis for the proposed Denver Metroplex Project indicated two 
areas of reportable noise grid points, which were investigated for the presence of historic and cultural 
properties. The FAA focused its efforts on identifying historic properties in the two areas of potential 
effect that could receive noise increases and considered the potential for overflight to introduce visual 
effects that could cause an alteration in the character of the historic property that qualify it for the 
National Register of Historic Places (National Register).  As depicted in Exhibit 5-2, the two areas are 
associated with the proposed aircraft flight procedures for Denver International Airport: the COORZ 
Area Navigation (RNAV) Standard Instrument Departure (SID) for westbound departures, the SLEEK 
(RNAV) SID for southbound departures.   
   
Under Section 106 of the National Historic Preservation Act, the FAA completed consultation with 
State and Local governments having jurisdiction or special expertise over historic and cultural 
resources. Additionally, the FAA entered into government-to-government consultation with forty-eight 
Native American Tribes having a legacy of occupation in the State of Colorado. Consultation with all 
of these parties did not identify any historic properties within the areas of potential effect for which a 
quiet setting is a characteristic that qualifies it for the National Register, and that therefore could be 
affected at the lower level of reportable noise exposure. The FAA also considered the potential for the 
introduction of visual elements that could diminish the integrity of the property’s historic features. We 
compared the proposed procedures with current flight tracks within the areas of potential effect, and 
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determined that there would be no new areas overflown, and therefore no potential to introduce new 
visual elements. The proposed procedures would not introduce flight tracks over sensitive areas 
changing any existing impacts on those historic properties and cultural resources. Consultation did not 
identify any traditional and cultural properties within the APE for which aircraft noise and/or aircraft 
overflights would have an effect on a historic property’s characteristics qualifying that property for the 
National Register. Therefore, the proposed Denver Metroplex Project would not have an adverse effect 
on historic properties. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
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(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
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implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 204   Submitted by: Isenhart, Linda 
Comment Received: Subject: Denver Metroplex EA and Errata 
Dear Sir or Madam: 
This letter is in response to the FAA' s Denver Metroplex Final Environmental 
Assessment (EA) and Errata dated November 13, 2019. 
The FAA has stated it does not intend to hold public workshops or a round table in 
Gilpin County because it is not required by NEPA. This is a clear breach of trust 
and not in keeping with the stated goal of the Metroplex Project to "involve the 
public, engage with communities, and give meaningful consideration to 
community concerns and views as we make aviation decisions that affect them." 
The Final EA appears to be the last opportunity the County has to comment on the 
changes to text, exhibits, tables, and appendices as well as comments related to 
Section 106 of the National Historic Preservation Act. 
The County has numerous concerns with the EA proposed action as it relates to 
significant impacts under NEPA. The county's noise exposure, aircraft hazard 
exposure, and degradation of historical properties is of grave concern. The EA does 
not fully consider and evaluate the potential for permanent significant impacts to 
Gilpin County, wildlife, environment, historical assets or to its residents. The FAA 
failed to schedule a public input meeting in Gilpin County while surprisingly the 
proposed EA states one person in Boulder County caused the proposed routes to 
be pushed further south into Gilpin County. Further, the FAA has failed to facilitate 
a public workshop or roundtable with the County and its residents as part of this 
EA review or in any capacity at all. 
Avoiding explanation of the current and proposed future aircraft routes as 
described in the EA/Errata is not in the public's interest and is averse to appropriate 
public policy approaches. Public outreach in affected areas is a best practice and 
although not required, it puts Gilpin County at a disadvantage compared to 
communities like Boulder County where you chose to hold not one but three 
meetings. Comments from those meetings come at the expense of our quality of 
life. As noted above, the FAA has also changed routes based on input in a Boulder 
County meeting that had no basis in fact, but instead on preference. 
The FAA proposes to make changes to aircraft flights over Gilpin County which have not been 
accurately studied. Ach1al noise and its effects on threatened species, residents and our environment 
have not been collected and analyzed as to how Gilpin County will ultimately be impacted . The 
addition of noise generated by the concentrated flight paths will have a greater impact due to the low 
ambient noise level in our ru ral mountain community. Apparently, the FAA has adopted a public 
policy approach that damages wildlife, property and veterans with disabilities including residents 
with combat related PTSD without adequately studying the impacts of the proposed flight paths. 
Exhibit 4-6, in the Final EA meant to address Environmental Justice shows half of Gilpin County as 
having a low-income population, therefore it is very disturbing that you place an additional burden 
on an identified disadvantaged community. The FAA appears willing to gamble on potential future 
lawsuits to demonstrate damages instead of working with us to find sui table alternatives. How could 
one comment move a flight path from Boulder County and place it in Gilpin County and yet the 
collective voice shared by Gilpin County citizens is left unheard? 
Gilpin County requests the following: 
J . FAA's commitment to stop designing new routes until community meetings have been held in 
Gilpin County; 
2. Extend the 32-day comment period (please see the letter dated December 20,2019, from the Gilpin 
County Historical Advisory Commission); 
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3. FAA's agreement to measure ach1al noise levels, perform related mapping and analysis and the 
impacts to our wildlife, people and historical sites. 
In addition, we support the FAA's abandonment of the Final EA with its proposed aircraft routes 
over Gilpin County all together so that the more appropriate and structured process of an 
Environmental Impact Statement may commence. Abandon this effort as it relates to airspace above 
Gilpin County and return the aircraft flight paths to 2016 routes, as our community already had its 
fair disbursed share at that time. 
Sincerely, 
Linda Isenhart   Gail Watson   Ron Engels    
Chair    Commissioner   Commissioner 
C: Stephen Dickson, FAA Administrator 
David Suomi, FAA Administrator, NW Mountain Reg ion 
Congressman Joe Neguse 
US Senator Cory Gardner 
US Senator Michael Bennet 
Senator Tammy Story 
House Speaker KC Becker 
 
 
Topics Identified in the Comment 

● Comment Period 
● DOT Section 4(f) Resources 
● Environmental Justice 
● Historical and Cultural Resources 
● Physical and Mental Health 
● Public Outreach/Public Involvement 

● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
● West SIDs 
 
 

FAA Response for Comment #204 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
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This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
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Environmental Justice: An environmental justice analysis considers the potential for impact on 
minority and low-income populations of the proposed Denver Metroplex Project as compared to the No 
Action Alternative. In weighing whether the proposed Denver Metroplex Project raises environmental 
justice concerns, the FAA considers whether a proposed action may have disproportionately high and 
adverse human health or environmental effects on minority and low-income populations. This analysis 
draws on the findings of the other impact analyses, particularly noise, land use, and air quality. If these 
factors exist, there is not necessarily a significant impact; rather, the FAA must evaluate these factors 
in light of context and intensity to determine if there are significant impacts.   
   
Implementation of the proposed Denver Metroplex Project would not adversely affect air quality or 
land use within the General Study Area. Additionally, the results of the noise modelling analysis 
alternative indicate that changes in aircraft noise exposure would be below the threshold of significance 
when comparing the proposed Denver Metroplex Project and the No Action Alternative. As a result, 
there are no disproportionate impacts on minority, or low-income populations of the proposed Denver 
Metroplex Project as compared to the No Action Alternative. 
 
Historical and Cultural Resources: The commenter mentioned the Environmental Assessment (EA) 
excludes the impact of noise at or below the Day Night Average Sound Level (DNL) of 65 decibels 
(dB) on noise sensitive areas, including historic and cultural properties. To comply with NEPA 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric; the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.    
   
However, the FAA recognizes that this standard may not be relevant to historical and cultural 
resources. As shown in Table 5-2, a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB 
increase in areas exposed to DNL 45 to 60 dB are considered reportable noise increases. In Section 5.6 
of the Final EA, the noise modelling analysis for the proposed Denver Metroplex Project indicated two 
areas of reportable noise grid points, which were investigated for the presence of historic and cultural 
properties. The FAA focused its efforts on identifying historic properties in the two areas of potential 
effect that could receive noise increases and considered the potential for overflight to introduce visual 
effects that could cause an alteration in the character of the historic property that qualify it for the 
National Register of Historic Places (National Register).  As depicted in Exhibit 5-2, the two areas are 
associated with the proposed aircraft flight procedures for Denver International Airport: the COORZ 
Area Navigation (RNAV) Standard Instrument Departure (SID) for westbound departures, the SLEEK 
(RNAV) SID for southbound departures.   
   
Under Section 106 of the National Historic Preservation Act, the FAA completed consultation with 
State and Local governments having jurisdiction or special expertise over historic and cultural 
resources. Additionally, the FAA entered into government-to-government consultation with forty-eight 
Native American Tribes having a legacy of occupation in the State of Colorado. Consultation with all 
of these parties did not identify any historic properties within the areas of potential effect for which a 
quiet setting is a characteristic that qualifies it for the National Register, and that therefore could be 
affected at the lower level of reportable noise exposure. The FAA also considered the potential for the 
introduction of visual elements that could diminish the integrity of the property’s historic features. We 
compared the proposed procedures with current flight tracks within the areas of potential effect, and 
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determined that there would be no new areas overflown, and therefore no potential to introduce new 
visual elements. The proposed procedures would not introduce flight tracks over sensitive areas 
changing any existing impacts on those historic properties and cultural resources. Consultation did not 
identify any traditional and cultural properties within the APE for which aircraft noise and/or aircraft 
overflights would have an effect on a historic property’s characteristics qualifying that property for the 
National Register. Therefore, the proposed Denver Metroplex Project would not have an adverse effect 
on historic properties. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
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(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
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implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
 
 



1 
 

Comments-Responses 

Comment# 205   Submitted by: jackson, gary 
Comment Received: My family is one of the early owners of a cabin built in 1926 when Lincoln Hills 
was a destination for many Black families who were welcomed to Gilpin County, when other vacation 
areas were not to Black citizens. Our cabin is now 93 years old and is utilized frequently by our 
extended family. The Pitts/Scott/Jackson family is opposed to the Metroplex Program because of the 
lack of due process and failure to have a public hearing in Gilpin County. I am a lawyer/judge for 49 
years and vehemently oppose any change in flight patterns without the input of the community and the 
environment upon which it affects. 
 
Topics Identified in the Comment 

● Public Outreach/Public Involvement 
 

 

FAA Response for Comment #205 Topics 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
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Comments-Responses 

Comment# 206   Submitted by: Jensen, Hans 
Comment Received: It is annoying hearing aircraft throughout the day. I attended the public workshop 
on 29 APR 2019. It was very informative. I appreciate the opportunity to speak with FAA reps. I live 
on Heidelberg Drive, southwest Boulder, pretty much ground zero for west bound large aircraft. I am 
retired and consequently around the neighborhood during the day. I take several short walks a day in 
the neighborhood. During most walks there will be an aircraft headed west overhead. Occasionally I 
will hear/ see two or more during a walk. Sometimes the aircraft is to the south or north. At a 45 degree 
elevation the aircraft is noticeably quieter than when overhead. I assume this is about 2 or 3 miles 
away. At 30 degree el, it is much quieter. The lower the elevation (farther away) the better. I recognize 
the need to send aircraft through the area BUT object to saturating southwest Boulder with most of the 
flights, and Heidelberg Drive seemingly directly below. I hope you can widen the west bound departure 
corridor and spread the aircraft paths to the north and to the south, alternating their path’s location so 
not as many flights end up over my house. Perhaps plus and minus 10 miles from center of corridor, in 
1 or 2 mile increments. Schedule/ direct these departure routes to spread out the burden, share the 
irritation, and avoid saturating any neighborhood. I also notice an apparent increase in small aircraft 
turning over southwest Boulder neighborhoods as they set up for approach to Rocky Mountain Airport 
at Broomfield. The number of these is not as great as what I experience with the large aircraft. I hope 
these approaches can be managed so they don’t eventually saturate any one locale with noise. Any 
other measures to lessen aircraft noise while in departure or approach modes is appreciated. I don’t 
hear much aircraft noise while inside the house, but I did hear the low rumble/ roar of a jet passing 
overhead at about 10:24 pm as I was writing this document. Thanks for the consideration, Hans Jensen 
 
Topics Identified in the Comment 

● Altitude/Mean Sea Level 
● General Aviation/Visual Flight Rules 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #206 Topics 
 
Altitude/Mean Sea Level: Airspace classes are defined by regulations in 14 CFR part 71. Class A 
airspace covers the highest altitudes of above 18,000 feet Mean Sea Level. Unless specially authorized, 
all aircraft in Class A airspace must operate under Instrument Flight Rules. Class B airspace generally 
includes airspace from the surface to 10,000 feet Mean Sea Level around the busiest airports and is 
individually tailored to contain all published instrument flight procedures for that airport. Class B 
airspace typically consists of a surface area around the airport and two or more layers that increase in 
size. Airspace altitudes are expressed in Mean Sea Level because it is a consistent measurement for 
aircraft flight operations, while Above Ground Level varies with the local terrain. 
 
General Aviation/Visual Flight Rules: The commenter raises concerns that the impacts to general 
aviation and aircraft operating under Visual Flight Rules (VFR) were not considered in the Final 
Environmental Assessment. When operating outside certain categories of controlled airspace, aircraft 
operating under VFR are not required to be in contact with ATC. Because these aircraft operate at the 
pilot’s discretion and are often not required to file flight plans, the FAA has very limited information 
about these operations. Consequently, there is no known source for comprehensive route, altitude, 
aircraft type, and frequency information for VFR operations in the General Study Area. However, even 
if complete information were available for VFR operations, the proposed Denver Metroplex Project 
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would not require any changes to routing or altitudes to accommodate these operations. If they could be 
modeled, they would use the same flight routes and altitudes under the No Action Alternative and the 
Preferred Action for the Denver Metroplex Project. Their operations would not be affected by the 
forecast conditions in 2019 (the proposed first year of implementation) and 2024 (five years after 
implementation) for either the No Action Alternative or the Preferred Action for the Denver Metroplex 
Project. Therefore, VFR aircraft were not included in the analysis. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 207   Submitted by: Johnson, Bret 
Comment Received:  
December 20, 2019 
Re: FAA Denver Metroplex (DEN Metroplex) Final Environmental Assessment and Errata: 
Section I 06 comments 
The Gilpin County Historic Preservation Advisory Commission provides the following 
comments regarding the Denver Metroplex project and its effect on our historic resources. 
Gilpin County is home to numerous individual historic properties and districts whose setting 
is dependent on the area's peace and beauty, ranging from early 20th century vacation and 
recreational cabins and developments, to mining ghost towns and mountain ranches. While 
some of these have been identified in cultural resource surveys and have been listed on the 
National Register of Historic Places or as National Historic Landmarks, there are many more 
that have yet to be identified. We believe that the current proposed alternative, which routes 
additional aircraft from Boulder County into Gilpin County has an adverse effect on our 
historic resources, and that the FAA's report does not adequately provide an assessment of 
this impact; in fact, the report completely ignores the requirements of Section I 06 review on 
the impact of the proposal on our historic resources. 
First, the Gilpin County Historic Preservation Advisory Commission (HAC), along with the 
Gilpin County Board of County Commissioners (BoCC), are both requesting "consulting 
party" status per the regulations of Section I 06 of the National Historic Preservation Act. 
Next, the HAC is requesting that a thorough review of the impact of the proposal on the 
county's historic resources be completed per the requirements of Section I 06. This request 
includes the following: a review of all National Register listed and eligible properties; 
soliciting comments from the County's Historic Preservation Advisory Commission as to 
what other not-yet-identified historic resources may be impacted; an accurate study of the 
impact of noise and visual intrusions using metrics recommended by the National Park 
Service; inclusion of metrics that take into account the terrain and topography of Gilpin 
County; studies showing the impacts of alternative routes; and provision for adequate time 
for Gilpin County to review and comments on these findings. 
We are also providing comments on several flaws in the methodology and conclusions of the 
F AA's response to the requirements of Section I 06. 
Flaws in Methodology, Evaluation, and Conclusions 1 
• Public involvement 
Per the F AA's handbook on Section I 06, the first step is "Initiate the Process,' which includes 
a plan to involve the public and identifying consulting parties. This should occur prior to 
identifying historic properties. Without the input of consulting parties and relevant 
jurisdictions, how can the FAA possibly identify the extent of historic properties, particularly 
those not yet identified? Local preservation commissions, particularly those that have been 
recognized as Certified Local Governments, are the best source for infonnation on potentially 
eligible historic properties that are not yet identified. The purpose of the Certified Local 
Government program is to establish a federal, state and local partnership for the purpose of 
preserving historic resources. This partnership includes notification of federal actions within 
a local jurisdiction. As Gilpin County is a Certified Local Government, we believe we should 
be a partner in reviewing the proposed actions of the FAA, and our advice on how to protect 
our historic resources should be solicited and heeded. 
1 Categories of Section 106 discussed below are taken from the FAA's Section 106 Handbook: How 
to Assess the Effects of FAA Actions on Historic Properties under Section 106 of the Notional Historic 
Preservation Act, June 2015 .. 
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The Colorado State Historic Preservation Office (SHPO), in at least two letters from 2019, requested 
that 
the FAA contact local governments with historic preservation commissions Gilpin County was on that 
list. 
Yet the FAA chose to contact only three government jurisdictions, when this project clearly impacts a 
much 
larger area. We believe the Area of Potential Effect should include Gilpin County, and that numerous 
historic properties in our jurisdiction were overlooked. Thus, the effect of the increased air traffic on 
historic 
resources was not correctly assessed. 
Second, using the NEPA method for contacting the public for historic and cultural resources, although 
technically allowable, is not a good faith effort to address impacts on these resources. This was pointed 
out 
by SHPO, and we concur. Those with knowledge and concern about the impact on historic resources 
would 
not expect to look in environmental assessment reports. We request additional time to review the DEN 
Metroplex project, once the FAA conducts a more thorough analysis that includes Gilpin County's 
historic 
resources. 
• Identify historic properties 
Establish Area of Potential Effect (APE) 
The methodology of establishing the APE appears to be flawed in several ways, and the metrics to 
determine 
it is not defined. It appears to be based on noise impact, which in turn is based in DNL measurements 
(more 
comments on this under "Assess Effects). Furthermore, the FAA erroneously believes this is an indirect 
impact2 
. Based on the proposed action that greatly increases the number of flights over Gilpin County, we 
believe the APE is incorrect, and that Gilpin County is clearly impacted by the preferred alternative 
that is 
proposed. Furthermore, the proposed change seems to be based on one comment from Boulder County, 
but 
the increased impact that resulted from this single comment does not appear to have been evaluated. 
Identify and Evaluate Historic Properties 
The report looks only at properties within the extremely limited APE, and also incorrectly looks at only 
those that already listed on the National Register of Historic Places; it does not include properties that 
are 
or may be eligible. This is a very significant oversight. Furthermore, in reviewing the extensive list of 
historic resources provided by the FAA (a list that appears to be designed to obfuscate information), 
there 
are both listed and eligible properties in Gilpin County that are not included. We request that Gilpin 
County's historic resources be included in this list, both NRHP and NHL listed properties, as well as 
inventoried properties not yet listed. Our preservation commission can provide information on historic 
properties and potential historic district not yet inventoried, but we require 180 days to be able to 
complete 
this study. Once the list of historic properties is finalized, then the assessment of effects can take place. 
Determine if Historic Properties are Affected 
Since the FAA did not take into account any historic properties in Gilpin County, it is clearly 
impossible to 
"determine if historic properties are affected." As noted above, once an accurate list of properties is 
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prepared, we next request a map that shows the flight paths and reveals the increased number of flights 
as 
it affects Gilpin County (i.e. at a scale that is legible). 
Assess Effects 
In a letter from June 7, 2016, the National Park Service (NPS) provided the FAA with valuable 
information 
on the impact of sounds on historic and cultural resources. Most significantly, it was pointed out the 
NPS 
uses a different standard than those used by other agencies to determine if there is an impact. As the 
NPS 
is the only federal agency that is qualified to assess effects on historic resources, the F AA's definition 
of 
"significant impact" is not relevant. According to the FAA, places that experience a current level of 
noise 
must be subjected to a higher number ofDNLs before it considers that a "significant" impact. These 
metrics 
are furthermore established for cities and communities. A comparatively smaller noise increase in rural 
and 
natural areas, that depend upon quiet and solitude as part of the setting, results in a more substantive 
effect 
than the FAA' s metric. Furthermore, the mountainous terrain and topography need to be taken into 
account 
when reviewing the impact in Gilpin County, where noise reverberates and is amplified. 
2 Audible and visual effects are considered direct effects, as per the memo from the Advisory Council 
on Historic 
Preservation . 
More specifically, the Gilpin County HAC recommends that the FAA use the methodologies and 
metrics 
described in the NPS letter from June 6, 2016 to Marina Landis, FAA to determine the effect of noise 
on 
the historic properties in Gilpin County. As pointed out in that letter, the DNL metric alone is not 
adequate 
to capture other characteristics of noise exposure. 
The NPS provided additional guidance for characteristics to review in the acoustical analysis: 
This includes supplemental metrics, which include: 
• Sound exposure level (SEL) 
• Maximum sound level (L max) 
• Equivalent sound level (L eq) 
• Time above (TA) 
• Number above (e.g. number of events per day above natural ambient) 
• Time audible (with respect to natural ambient) 
Thus, in order to effectively evaluate the impact of noise on our historic resources, we request that 
alternative methodologies be used to determine the effect of the increased air traffic in the quiet 
soundscapes 
of Gilpin County. We further request that this analysis include a comparison with existing conditions as 
well as other alternatives, so that we can provide comment on the alternatives. 
Also, the FAA only reviewed effects on properties when " setting" was used in the integrity discussion 
of 
properties listed on the NRHP. Many of these nominations are quite old, and inadequately discuss the 
importance of setting. Instead, these properties should be reviewed by the more stringent standards 
used 
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by the NPS today, where setting is more commonly discussed in the eligibility of properties. In Gilpin 
County, setting is a key aspect of eligibility for our historic properties, particularly for our historic 
vacation 
and recreational resources, our ghost towns, and our historic ranches. Furthermore, by focusing only on 
listed properties, instead of including eligible properties, the importance of setting in non-surveyed 
historic 
resources was not evaluated at all. A historic preservation professional, meeting requirements in 36 
C.F.R. 
61 , should review Gilpin County's listed and eligible resources to determine the importance of 
setting.3 
Finally, the method of assessing visual impacts was flawed . The FAA counted this as an impact only if 
there were new areas that had not been overflown in the past. It then determined that if an area had seen 
even a single flight in the past, there was "no potential to introduce new visual elements." Clearly, this 
assessment is woefully inadequate to address a significant increase of air traffic, which in turn impacts 
the 
scenic views in the setting of our historic resources. We request information for Gilpin County that 
clearly 
reveals the current traffic numbers, the proposed traffic numbers, and the alternative numbers so we 
can 
provide informed comments. 
Report Format 
The information required by Section I 06 is not presented in a manner that is consistent with the 
standards 
set forth by 36 CFR 800.11 (e). We agree with the Colorado SHPO that the information for historic 
resources 
should include: 
I) A description of the undertaking, specifying the Federal involvement, and its area of potential 
effects, 
include photographs, maps and drawings; 
2) A description of the steps taken to identify historic properties 
3) A description of the affected historic properties, including information on the characteristics that 
qualify 
them for the National Register (not just NRHP listed properties) 
4) A description of the undertaking's effects on historic properties 
5) An explanation of why the criteria of adverse effect were found applicable, or inapplicable, 
including 
any conditions of future actions to avoid, minimize or mitigate adverse effects. 
6) Relevant comparisons of alternatives and how historical assets are affected. 
3 As noted by the Colorado SHPO, Google Maps street view is not an appropriate method to evaluate 
resources in 
our county, as the vast majority is not covered. This review will require both site visits and archival 
research . 
Adverse Effect on Gilpin County's Historic Resources 
Due to the flawed analysis and metrics used to determine effects, the APE, the incomplete list of 
historic 
resources, and the report's unclear presentation of its findings, it is difficult to provide a full and 
adequate 
response to this massive project as it specifically relates to Gilpin County. We provide one example 
below 
where a quiet setting, chosen for its natural scenic beauty and solitude, is home to a nationally 
significant 
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historic resource. 
Lincoln Hills was the preeminent historic African American resort of the segregation era in the Rocky 
Mountain West. It was a welcoming destination for vacationers with limited options for travel and lei 
sure 
due to discrimination. In the early 20th century, African Americans were forced to create their own 
opportunities for safe travel and leisure due to segregation. The Lincoln Hills Development Company 
(LHDC) was formed in 1922 by two African American entrepreneurs to provide a safe haven for 
travelers. 
The LHDC promoted the development as being "nestled within the grandeur of the everlasting hills, 
bathed 
in perpetual sunshine and fragrant with the odors of wild flowers and the health giving pine forests ... " 
Within the Lincoln Hills resort community, Winks Lodge (NRHP listed, and currently being reviewed 
as a 
National Historic Landmark) was a major destination in the Rocky Mountain West, and cabin lots 
within 
the development attracted African American owners from across the country. Lincoln Hills also 
contains 
three buildings in Camp Nizhoni , the first dedicated camp for African American girls in Colorado and 
one 
of the earliest in the nation. 
Lincoln Hills flourished because of the outdoor opportunities it offered in the Rocky Mountain West. 
The 
mountain experience includes the peaceful, quiet setting with an emphasis on the beautiful natural 
environment. Increased noise and visual impacts will be a clear and adverse effect on the setting of 
Lincoln 
Hills, and would negatively impact its eligibility for historic designation. The HAC is requesting 180 
days 
to review the new impacts to Gilpin County 's historical assets after more information has been 
provided in 
the EA and/or Errata. 
If the county had received adequate notification of the public process with complete information, we 
would 
have informed you of these significant historic resources and the potential adverse effects. We request 
that 
this project be delayed until a corrected response by the FAA under the requirements of Section I 06 
can be 
prepared. Gilpin County's historic resources should be adequately reported, and the effect of the 
proposal 
should be adequately evaluated by metrics that are relevant to historic properties. Gilpin County should 
then be provided time to prepare a response to the corrected report, and we are requesting "consulting 
party" 
status to ensure that we are notified of all actions in the future. 
Respectfully submitted, 
Bret Johnson, Chair 
Gilpin County Historic Preservation Advisory Commission 
 
 
Topics Identified in the Comment 

● Comment Period ● DOT Section 4(f) Resources 
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● Historical and Cultural Resources 
● NEPA and FAA Order 1050.1F 
● Noise Modelling 
● Physical and Mental Health 
● Public Outreach/Public Involvement 
● Projected Changes in Aircraft Noise 
Exposure 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
● West SIDs 
 
 

FAA Response for Comment #207 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   



7 
 

Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Historical and Cultural Resources: The commenter mentioned the Environmental Assessment (EA) 
excludes the impact of noise at or below the Day Night Average Sound Level (DNL) of 65 decibels 
(dB) on noise sensitive areas, including historic and cultural properties. To comply with NEPA 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric; the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
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Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.    
   
However, the FAA recognizes that this standard may not be relevant to historical and cultural 
resources. As shown in Table 5-2, a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB 
increase in areas exposed to DNL 45 to 60 dB are considered reportable noise increases. In Section 5.6 
of the Final EA, the noise modelling analysis for the proposed Denver Metroplex Project indicated two 
areas of reportable noise grid points, which were investigated for the presence of historic and cultural 
properties. The FAA focused its efforts on identifying historic properties in the two areas of potential 
effect that could receive noise increases and considered the potential for overflight to introduce visual 
effects that could cause an alteration in the character of the historic property that qualify it for the 
National Register of Historic Places (National Register).  As depicted in Exhibit 5-2, the two areas are 
associated with the proposed aircraft flight procedures for Denver International Airport: the COORZ 
Area Navigation (RNAV) Standard Instrument Departure (SID) for westbound departures, the SLEEK 
(RNAV) SID for southbound departures.   
   
Under Section 106 of the National Historic Preservation Act, the FAA completed consultation with 
State and Local governments having jurisdiction or special expertise over historic and cultural 
resources. Additionally, the FAA entered into government-to-government consultation with forty-eight 
Native American Tribes having a legacy of occupation in the State of Colorado. Consultation with all 
of these parties did not identify any historic properties within the areas of potential effect for which a 
quiet setting is a characteristic that qualifies it for the National Register, and that therefore could be 
affected at the lower level of reportable noise exposure. The FAA also considered the potential for the 
introduction of visual elements that could diminish the integrity of the property’s historic features. We 
compared the proposed procedures with current flight tracks within the areas of potential effect, and 
determined that there would be no new areas overflown, and therefore no potential to introduce new 
visual elements. The proposed procedures would not introduce flight tracks over sensitive areas 
changing any existing impacts on those historic properties and cultural resources. Consultation did not 
identify any traditional and cultural properties within the APE for which aircraft noise and/or aircraft 
overflights would have an effect on a historic property’s characteristics qualifying that property for the 
National Register. Therefore, the proposed Denver Metroplex Project would not have an adverse effect 
on historic properties. 
 
Noise Modelling: The commenter raised concerns with the noise modelling methodology. The noise 
analysis of the Preferred Alternative compared to the No Action Alternative completed for the Final 
Environmental Assessment (EA) was prepared using the Aviation Environmental Design Tool (AEDT) 
version 2d, which is the FAA’s required noise model. The FAA uses AEDT to model noise for flight 
track changes over large areas to analyze noise associated with the No Action Alternative and the 
Denver Metroplex Project proposed action. The AEDT 2d modelling tool provides detailed modelling 
to evaluate the effects of high-altitude airspace changes from the ground level up to 18,000 feet Above 
Ground Level. The AEDT 2d model utilizes an extensive aircraft performance and sound level 
database that includes information on variations in sound attributed to different types of aircraft and 
aircraft engines, aircraft speed, climb and descent thrust, and the altitude along a route. Detailed terrain 
data was inputted into the AEDT 2d model, which accounts for the elevation of each grid point or 
population centroid when calculating the distance between the grid point and the aircraft. The aircraft 
noise analysis prepared for the Denver Metroplex Project Final EA was conducted in compliance with 
FAA Order 1050.1F. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
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Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
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changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
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changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 208   Submitted by: Johnson, Bret 
Comment Received: December 20, 2019 
Re: FAA Denver Metroplex (DEN Metroplex) Final Environmental Assessment and Errata: 
Section I 06 comments 
The Gilpin County Historic Preservation Advisory Commission provides the following 
comments regarding the Denver Metroplex project and its effect on our historic resources. 
Gilpin County is home to numerous individual historic properties and districts whose setting 
is dependent on the area's peace and beauty, ranging from early 20th century vacation and 
recreational cabins and developments, to mining ghost towns and mountain ranches. While 
some of these have been identified in cultural resource surveys and have been listed on the 
National Register of Historic Places or as National Historic Landmarks, there are many more 
that have yet to be identified. We believe that the current proposed alternative, which routes 
additional aircraft from Boulder County into Gilpin County has an adverse effect on our 
historic resources, and that the FAA's report does not adequately provide an assessment of 
this impact; in fact, the report completely ignores the requirements of Section I 06 review on 
the impact of the proposal on our historic resources. 
First, the Gilpin County Historic Preservation Advisory Commission (HAC), along with the 
Gilpin County Board of County Commissioners (BoCC), are both requesting "consulting 
party" status per the regulations of Section I 06 of the National Historic Preservation Act. 
Next, the HAC is requesting that a thorough review of the impact of the proposal on the 
county's historic resources be completed per the requirements of Section I 06. This request 
includes the following: a review of all National Register listed and eligible properties; 
soliciting comments from the County's Historic Preservation Advisory Commission as to 
what other not-yet-identified historic resources may be impacted; an accurate study of the 
impact of noise and visual intrusions using metrics recommended by the National Park 
Service; inclusion of metrics that take into account the terrain and topography of Gilpin 
County; studies showing the impacts of alternative routes; and provision for adequate time 
for Gilpin County to review and comments on these findings. 
We are also providing comments on several flaws in the methodology and conclusions of the 
F AA's response to the requirements of Section I 06. 
Flaws in Methodology, Evaluation, and Conclusions 1 
• Public involvement 
Per the F AA's handbook on Section I 06, the first step is "Initiate the Process,' which includes 
a plan to involve the public and identifying consulting parties. This should occur prior to 
identifying historic properties. Without the input of consulting parties and relevant 
jurisdictions, how can the FAA possibly identify the extent of historic properties, particularly 
those not yet identified? Local preservation commissions, particularly those that have been 
recognized as Certified Local Governments, are the best source for infonnation on potentially 
eligible historic properties that are not yet identified. The purpose of the Certified Local 
Government program is to establish a federal, state and local partnership for the purpose of 
preserving historic resources. This partnership includes notification of federal actions within 
a local jurisdiction. As Gilpin County is a Certified Local Government, we believe we should 
be a partner in reviewing the proposed actions of the FAA, and our advice on how to protect 
our historic resources should be solicited and heeded. 
1 Categories of Section 106 discussed below are taken from the FAA's Section 106 Handbook: How 
to Assess the Effects of FAA Actions on Historic Properties under Section 106 of the Notional Historic 
Preservation Act, June 2015 .. 
The Colorado State Historic Preservation Office (SHPO), in at least two letters from 2019, requested 
that 
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the FAA contact local governments with historic preservation commissions Gilpin County was on that 
list. 
Yet the FAA chose to contact only three government jurisdictions, when this project clearly impacts a 
much 
larger area. We believe the Area of Potential Effect should include Gilpin County, and that numerous 
historic properties in our jurisdiction were overlooked. Thus, the effect of the increased air traffic on 
historic 
resources was not correctly assessed. 
Second, using the NEPA method for contacting the public for historic and cultural resources, although 
technically allowable, is not a good faith effort to address impacts on these resources. This was pointed 
out 
by SHPO, and we concur. Those with knowledge and concern about the impact on historic resources 
would 
not expect to look in environmental assessment reports. We request additional time to review the DEN 
Metroplex project, once the FAA conducts a more thorough analysis that includes Gilpin County's 
historic 
resources. 
• Identify historic properties 
Establish Area of Potential Effect (APE) 
The methodology of establishing the APE appears to be flawed in several ways, and the metrics to 
determine 
it is not defined. It appears to be based on noise impact, which in turn is based in DNL measurements 
(more 
comments on this under "Assess Effects). Furthermore, the FAA erroneously believes this is an indirect 
impact2 
. Based on the proposed action that greatly increases the number of flights over Gilpin County, we 
believe the APE is incorrect, and that Gilpin County is clearly impacted by the preferred alternative 
that is 
proposed. Furthermore, the proposed change seems to be based on one comment from Boulder County, 
but 
the increased impact that resulted from this single comment does not appear to have been evaluated. 
Identify and Evaluate Historic Properties 
The report looks only at properties within the extremely limited APE, and also incorrectly looks at only 
those that already listed on the National Register of Historic Places; it does not include properties that 
are 
or may be eligible. This is a very significant oversight. Furthermore, in reviewing the extensive list of 
historic resources provided by the FAA (a list that appears to be designed to obfuscate information), 
there 
are both listed and eligible properties in Gilpin County that are not included. We request that Gilpin 
County's historic resources be included in this list, both NRHP and NHL listed properties, as well as 
inventoried properties not yet listed. Our preservation commission can provide information on historic 
properties and potential historic district not yet inventoried, but we require 180 days to be able to 
complete 
this study. Once the list of historic properties is finalized, then the assessment of effects can take place. 
Determine if Historic Properties are Affected 
Since the FAA did not take into account any historic properties in Gilpin County, it is clearly 
impossible to 
"determine if historic properties are affected." As noted above, once an accurate list of properties is 
prepared, we next request a map that shows the flight paths and reveals the increased number of flights 
as 
it affects Gilpin County (i.e. at a scale that is legible). 
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Assess Effects 
In a letter from June 7, 2016, the National Park Service (NPS) provided the FAA with valuable 
information 
on the impact of sounds on historic and cultural resources. Most significantly, it was pointed out the 
NPS 
uses a different standard than those used by other agencies to determine if there is an impact. As the 
NPS 
is the only federal agency that is qualified to assess effects on historic resources, the F AA's definition 
of 
"significant impact" is not relevant. According to the FAA, places that experience a current level of 
noise 
must be subjected to a higher number ofDNLs before it considers that a "significant" impact. These 
metrics 
are furthermore established for cities and communities. A comparatively smaller noise increase in rural 
and 
natural areas, that depend upon quiet and solitude as part of the setting, results in a more substantive 
effect 
than the FAA' s metric. Furthermore, the mountainous terrain and topography need to be taken into 
account 
when reviewing the impact in Gilpin County, where noise reverberates and is amplified. 
2 Audible and visual effects are considered direct effects, as per the memo from the Advisory Council 
on Historic 
Preservation . 
More specifically, the Gilpin County HAC recommends that the FAA use the methodologies and 
metrics 
described in the NPS letter from June 6, 2016 to Marina Landis, FAA to determine the effect of noise 
on 
the historic properties in Gilpin County. As pointed out in that letter, the DNL metric alone is not 
adequate 
to capture other characteristics of noise exposure. 
The NPS provided additional guidance for characteristics to review in the acoustical analysis: 
This includes supplemental metrics, which include: 
• Sound exposure level (SEL) 
• Maximum sound level (L max) 
• Equivalent sound level (L eq) 
• Time above (TA) 
• Number above (e.g. number of events per day above natural ambient) 
• Time audible (with respect to natural ambient) 
Thus, in order to effectively evaluate the impact of noise on our historic resources, we request that 
alternative methodologies be used to determine the effect of the increased air traffic in the quiet 
soundscapes 
of Gilpin County. We further request that this analysis include a comparison with existing conditions as 
well as other alternatives, so that we can provide comment on the alternatives. 
Also, the FAA only reviewed effects on properties when " setting" was used in the integrity discussion 
of 
properties listed on the NRHP. Many of these nominations are quite old, and inadequately discuss the 
importance of setting. Instead, these properties should be reviewed by the more stringent standards 
used 
by the NPS today, where setting is more commonly discussed in the eligibility of properties. In Gilpin 
County, setting is a key aspect of eligibility for our historic properties, particularly for our historic 
vacation 
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and recreational resources, our ghost towns, and our historic ranches. Furthermore, by focusing only on 
listed properties, instead of including eligible properties, the importance of setting in non-surveyed 
historic 
resources was not evaluated at all. A historic preservation professional, meeting requirements in 36 
C.F.R. 
61 , should review Gilpin County's listed and eligible resources to determine the importance of 
setting.3 
Finally, the method of assessing visual impacts was flawed . The FAA counted this as an impact only if 
there were new areas that had not been overflown in the past. It then determined that if an area had seen 
even a single flight in the past, there was "no potential to introduce new visual elements." Clearly, this 
assessment is woefully inadequate to address a significant increase of air traffic, which in turn impacts 
the 
scenic views in the setting of our historic resources. We request information for Gilpin County that 
clearly 
reveals the current traffic numbers, the proposed traffic numbers, and the alternative numbers so we 
can 
provide informed comments. 
Report Format 
The information required by Section I 06 is not presented in a manner that is consistent with the 
standards 
set forth by 36 CFR 800.11 (e). We agree with the Colorado SHPO that the information for historic 
resources 
should include: 
I) A description of the undertaking, specifying the Federal involvement, and its area of potential 
effects, 
include photographs, maps and drawings; 
2) A description of the steps taken to identify historic properties 
3) A description of the affected historic properties, including information on the characteristics that 
qualify 
them for the National Register (not just NRHP listed properties) 
4) A description of the undertaking's effects on historic properties 
5) An explanation of why the criteria of adverse effect were found applicable, or inapplicable, 
including 
any conditions of future actions to avoid, minimize or mitigate adverse effects. 
6) Relevant comparisons of alternatives and how historical assets are affected. 
3 As noted by the Colorado SHPO, Google Maps street view is not an appropriate method to evaluate 
resources in 
our county, as the vast majority is not covered. This review will require both site visits and archival 
research . 
Adverse Effect on Gilpin County's Historic Resources 
Due to the flawed analysis and metrics used to determine effects, the APE, the incomplete list of 
historic 
resources, and the report's unclear presentation of its findings, it is difficult to provide a full and 
adequate 
response to this massive project as it specifically relates to Gilpin County. We provide one example 
below 
where a quiet setting, chosen for its natural scenic beauty and solitude, is home to a nationally 
significant 
historic resource. 
Lincoln Hills was the preeminent historic African American resort of the segregation era in the Rocky 



5 
 

Mountain West. It was a welcoming destination for vacationers with limited options for travel and lei 
sure 
due to discrimination. In the early 20th century, African Americans were forced to create their own 
opportunities for safe travel and leisure due to segregation. The Lincoln Hills Development Company 
(LHDC) was formed in 1922 by two African American entrepreneurs to provide a safe haven for 
travelers. 
The LHDC promoted the development as being "nestled within the grandeur of the everlasting hills, 
bathed 
in perpetual sunshine and fragrant with the odors of wild flowers and the health giving pine forests ... " 
Within the Lincoln Hills resort community, Winks Lodge (NRHP listed, and currently being reviewed 
as a 
National Historic Landmark) was a major destination in the Rocky Mountain West, and cabin lots 
within 
the development attracted African American owners from across the country. Lincoln Hills also 
contains 
three buildings in Camp Nizhoni , the first dedicated camp for African American girls in Colorado and 
one 
of the earliest in the nation. 
Lincoln Hills flourished because of the outdoor opportunities it offered in the Rocky Mountain West. 
The 
mountain experience includes the peaceful, quiet setting with an emphasis on the beautiful natural 
environment. Increased noise and visual impacts will be a clear and adverse effect on the setting of 
Lincoln 
Hills, and would negatively impact its eligibility for historic designation. The HAC is requesting 180 
days 
to review the new impacts to Gilpin County 's historical assets after more information has been 
provided in 
the EA and/or Errata. 
If the county had received adequate notification of the public process with complete information, we 
would 
have informed you of these significant historic resources and the potential adverse effects. We request 
that 
this project be delayed until a corrected response by the FAA under the requirements of Section I 06 
can be 
prepared. Gilpin County's historic resources should be adequately reported, and the effect of the 
proposal 
should be adequately evaluated by metrics that are relevant to historic properties. Gilpin County should 
then be provided time to prepare a response to the corrected report, and we are requesting "consulting 
party" 
status to ensure that we are notified of all actions in the future. 
Respectfully submitted, 
Bret Johnson, Chair 
Gilpin County Historic Preservation Advisory Commission 
 
 
Topics Identified in the Comment 

● Comment Period 
● Historical and Cultural Resources 
● Potential Increase in Aircraft Operations 

● NEPA and FAA Order 1050.1F 
● Noise Modelling 
● Noise Modelling Analysis 
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● Purpose and Need of Project 
● Supplemental Noise - NPS 
● West SIDs 

 
 

FAA Response for Comment #208 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Historical and Cultural Resources: The commenter mentioned the Environmental Assessment (EA) 
excludes the impact of noise at or below the Day Night Average Sound Level (DNL) of 65 decibels 
(dB) on noise sensitive areas, including historic and cultural properties. To comply with NEPA 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric; the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.    
   
However, the FAA recognizes that this standard may not be relevant to historical and cultural 
resources. As shown in Table 5-2, a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB 
increase in areas exposed to DNL 45 to 60 dB are considered reportable noise increases. In Section 5.6 
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of the Final EA, the noise modelling analysis for the proposed Denver Metroplex Project indicated two 
areas of reportable noise grid points, which were investigated for the presence of historic and cultural 
properties. The FAA focused its efforts on identifying historic properties in the two areas of potential 
effect that could receive noise increases and considered the potential for overflight to introduce visual 
effects that could cause an alteration in the character of the historic property that qualify it for the 
National Register of Historic Places (National Register).  As depicted in Exhibit 5-2, the two areas are 
associated with the proposed aircraft flight procedures for Denver International Airport: the COORZ 
Area Navigation (RNAV) Standard Instrument Departure (SID) for westbound departures, the SLEEK 
(RNAV) SID for southbound departures.   
   
Under Section 106 of the National Historic Preservation Act, the FAA completed consultation with 
State and Local governments having jurisdiction or special expertise over historic and cultural 
resources. Additionally, the FAA entered into government-to-government consultation with forty-eight 
Native American Tribes having a legacy of occupation in the State of Colorado. Consultation with all 
of these parties did not identify any historic properties within the areas of potential effect for which a 
quiet setting is a characteristic that qualifies it for the National Register, and that therefore could be 
affected at the lower level of reportable noise exposure. The FAA also considered the potential for the 
introduction of visual elements that could diminish the integrity of the property’s historic features. We 
compared the proposed procedures with current flight tracks within the areas of potential effect, and 
determined that there would be no new areas overflown, and therefore no potential to introduce new 
visual elements. The proposed procedures would not introduce flight tracks over sensitive areas 
changing any existing impacts on those historic properties and cultural resources. Consultation did not 
identify any traditional and cultural properties within the APE for which aircraft noise and/or aircraft 
overflights would have an effect on a historic property’s characteristics qualifying that property for the 
National Register. Therefore, the proposed Denver Metroplex Project would not have an adverse effect 
on historic properties. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Noise Modelling: The commenter raised concerns with the noise modelling methodology. The noise 
analysis of the Preferred Alternative compared to the No Action Alternative completed for the Final 
Environmental Assessment (EA) was prepared using the Aviation Environmental Design Tool (AEDT) 
version 2d, which is the FAA’s required noise model. The FAA uses AEDT to model noise for flight 
track changes over large areas to analyze noise associated with the No Action Alternative and the 
Denver Metroplex Project proposed action. The AEDT 2d modelling tool provides detailed modelling 
to evaluate the effects of high-altitude airspace changes from the ground level up to 18,000 feet Above 
Ground Level. The AEDT 2d model utilizes an extensive aircraft performance and sound level 
database that includes information on variations in sound attributed to different types of aircraft and 
aircraft engines, aircraft speed, climb and descent thrust, and the altitude along a route. Detailed terrain 
data was inputted into the AEDT 2d model, which accounts for the elevation of each grid point or 
population centroid when calculating the distance between the grid point and the aircraft. The aircraft 
noise analysis prepared for the Denver Metroplex Project Final EA was conducted in compliance with 
FAA Order 1050.1F. 
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Noise Modelling Analysis: To comply with the National Environmental Policy Act (NEPA) 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric. DNL is the FAA’s primary metric used to establish a yearly day/night average of cumulative 
noise energy exposure of individuals to noise resulting from aviation activities. The noise analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR). IFR-filed aircraft activity was 
forecasted for the years 2019 and 2024 and used to model conditions under both the No Action 
Alternative and the Preferred Alternative.   
   
The FAA’s noise guidelines for compliance with NEPA define a significant impact as an increase of 
DNL1.5 dB in areas exposed to aircraft noise of DNL 65 and higher. Using these criteria, the noise 
analysis results indicate that the Preferred Alternative when compared to the No Action Alternative 
would not result in a DNL 1.5 dB or higher increase in sensitive areas exposed to DNL 65 dB or 
higher.     
   
The compatibility of noise sensitive land use is evaluated through comparison with the compatibility 
guidelines provided in 14 CFR Part 150, Appendix A, table 1. The guidelines focus on areas exposed to 
noise levels of DNL 65 dB and greater. However, the FAA recognizes that this standard may not be 
relevant to certain noise sensitive areas. As shown in Table 5-2, a 3 dB increase in areas exposed to 
DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 to 60 dB are considered reportable 
noise increases. The FAA prepared the noise modelling analysis of the proposed flight procedures to 
account the reportable noise criteria. Experience has indicated that DNL increases 5 dB or more at 
cumulative levels well below DNL 65 dB could be disturbing to people and become a source of public 
concern.    
   
The FAA identified three areas with lower levels of aircraft noise exposure, specifically, an increase of 
DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB.  Although this would result in a 
reportable aircraft noise exposure DNL 5 dB increase in areas exposed to DNL between 45 dB and 60 
dB, the project does not introduce noise that would affect the features, or attributes associated with the 
three areas that would adversely affect it. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
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general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Supplemental Noise - NPS: The FAA consulted with U.S. National Park Service to address their 
inquiry for the use of supplemental noise metrics for the proposed Denver Metroplex Project. Through 
consultation, the FAA carefully considered the National Park Service request to evaluate changes in 
noise using supplemental metrics other than the Day Night Level (DNL), as was done in the 2012 
Environmental Assessment (EA) for the initial introduction of Area Navigation (RNAV) and Required 
Navigation Performance (RNP) flight procedures in the Denver metropolitan area. As stated in FAA 
Order 1050.F, FAA may supplement DNL analysis on a case-by-case basis to characterize specific 
noise impacts. Specifically, FAA will “consider the use of appropriate supplemental noise analysis 
when it identifies, within the study area of a proposed action or alternative(s), one or more Section 4(f) 
properties (including, but not limited to, noise sensitive areas within national parks; national wildlife 
and waterfowl refuges; and historic sites including traditional cultural properties) where a quiet setting 
is a generally recognized purpose and attribute.”    
    
In consultation with the National Park Service and their staff for Rocky Mountain National Park, the 
FAA declined to conduct supplemental noise metrics for the Denver Metroplex project. Because the 
proposed Denver Metroplex Project involves incremental changes and refinements to existing flight 
procedures, and would not affect the number or type of aircraft overflying Rocky Mountain National 
Park, the FAA determined that further analysis using supplemental metrics would not produce 
meaningfully different results than the 2012 analysis, or inform the environmental analysis specific to 
this action. For the same reason, the FAA believes that an analysis of natural ambient sound conditions 
or visitor response to noise would not provide insight into the differences between the No Action and 
Preferred Alternative. The FAA did evaluate noise impacts below threshold of significance in 
accordance with FAA Order 1050.1F, including increases in noise of DNL 5 dB or higher at 
cumulative levels down to DNL 45 dB as is our practice for air traffic actions. The Noise Analysis 
Protocol is provided in Appendix I: Denver Metroplex Noise Technical Report of the Final EA. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
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The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 209   Submitted by: Johnson, Chanda 
Comment Received: To whom it may concern: I ask that you please consider the flight plans with the 
Metroplex over Gilpin County. This change has increased air traffic / noise over my home and that of 
my community. I moved to the mountains for a change in lifestyle and to enjoy the peacefulness. When 
I lived in the Denver metro area I had an expectation and tolerance of noise pollution, as I lived in a 
heavily populated area. I ask that you consider the impact this is making on the residents of our 
mountain community in Gilpin county. I appreciate your considerations. Chanda Johnson 
 
Topics Identified in the Comment 

● DEN Metroplex Has Not Been Implemented 
● Existing Arcraft Noise 
● Potential Increase in Aircraft Operations 
● Purpose and Need of Project 

● West SIDs 
 
 

FAA Response for Comment #209 Topics 
 
DEN Metroplex Has Not Been Implemented: The Proposed Action has not been implemented and 
will not be implemented until after the FAA has carefully and thoroughly considered the results of the 
Environmental Assessment (EA). The EA, prepared in accordance with the National Environmental 
Policy Act and FAA Order 1050.1E, documents the potential effects to the environment that may result 
from implementation of the Proposed Action. Per 40 C.F.R. § 1508.9, the EA provides the information 
and analysis for determining whether to prepare an Environmental Impact Statement or a Finding of No 
Significant Impact. Accordingly, any existing noise or air quality issues being experienced by the 
commenter cannot be attributed to the Denver Metroplex Project. The Proposed Action is not intended 
to address current noise or air quality issues associated with existing air traffic. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
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Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
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the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 210   Submitted by: Jones, Elise 
Comment Received: On behalf of the Boulder City Council and the Board of Boulder County 
Commissioners we are writing to request that 
the period of public comment for the Denver Metroplex Final Environmental Assessment (EA) be 
extended to January 
31, 2020. 
In our prior comment letter of June 6, 2019 on this matter, we expressed a number of concerns 
regarding the draft 
Environmental Assessment. Our preliminary analysis of the Final EA indicates that while some 
account was taken of 
our concerns and those of our constituents, significantly increased noise impacts remain a likely 
outcome of the 
changes proposed in the Final EA. Given the complexity of the issues at hand and the impact these 
proposed changes 
would have on our constituents and our community's quality of life, the current 30-day comment period 
ending on 
December 20, 2019 is entirely inadequate for a full and reasonable analysis to be completed and 
provided to the FAA. 
Thank you for your consideration for this request. 
Sincerely, 
Sam Weaver 
Mayor, City of Boulder 
Elise Jones 
Chair, Board of Boulder County Commissioners 
Deb Gardner 
Vice-Chair, Board of Boulder County Commissioners 
Matt Jones 
Boulder County Commissioner 
 
 
Topics Identified in the Comment 

● Comment Period 
● Projected Changes in Aircraft Noise 
Exposure 

 
 

FAA Response for Comment #210 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
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related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
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Comments-Responses 

Comment# 211   Submitted by: Jones, Matt 
Comment Received: On behalf of the Boulder City Council and the Board of Boulder County 
Commissioners we are writing to request that 
the period of public comment for the Denver Metroplex Final Environmental Assessment (EA) be 
extended to January 
31, 2020. 
In our prior comment letter of June 6, 2019 on this matter, we expressed a number of concerns 
regarding the draft 
Environmental Assessment. Our preliminary analysis of the Final EA indicates that while some 
account was taken of 
our concerns and those of our constituents, significantly increased noise impacts remain a likely 
outcome of the 
changes proposed in the Final EA. Given the complexity of the issues at hand and the impact these 
proposed changes 
would have on our constituents and our community's quality of life, the current 30-day comment period 
ending on 
December 20, 2019 is entirely inadequate for a full and reasonable analysis to be completed and 
provided to the FAA. 
Thank you for your consideration for this request. 
Sincerely, 
Sam Weaver 
Mayor, City of Boulder 
Elise Jones 
Chair, Board of Boulder County Commissioners 
Deb Gardner 
Vice-Chair, Board of Boulder County Commissioners 
Matt Jones 
Boulder County Commissioner 
 
 
Topics Identified in the Comment 

● Comment Period 
● Projected Changes in Aircraft Noise 
Exposure 

 
 

FAA Response for Comment #211 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
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related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
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Comments-Responses 

Comment# 212   Submitted by: joyce, mary 
Comment Received: I am writing to express concern about the tremendous increase in air traffic 
directly over my home and my home town of Nederland. The noise is so bad that I can hear it inside 
my home  with all windows and doors closed! And the frequency of the flights is incredible. The noise 
of one plane is barely fading  as the next one roars in! This can go on for 30 minutes at times. And this 
often happens early in morning  or late at night while people are at home and trying to sleep.  
Is there a way to disperse the flights to prevent this from occurring? Something must be done. My 
neighbors and I are all concerned that this might continue. Please help! Thank you. 
Mary Joyce 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #212 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
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Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
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RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 213   Submitted by: Justice-Waddington, Janet 
Comment Received: One reason I moved up to Coal Creek Canyon was for the quiet atmosphere. It is 
so  so  peaceful. Please do not make that vector for planes right over our village! 
Thank you for listening. 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
 

 

FAA Response for Comment #213 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 214   Submitted by: Karnauskas, Kristopher 
Comment Received: I am deeply concerned and upset by the proposed flight path. I live in Louisville  
and we are already being infiltrated by low-flying aircraft coming/going from RMMA. The majority 
are flight school operations and their planes are extremely noisy and fly right over our neighborhoods. 
The last thing we need is for more aircraft noise! Please do not make changes that increase air traffic 
over BoCo and especially Louisville. Thank you. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● General Aviation/Visual Flight Rules 
● Potential Increase in Aircraft Operations 

● Purpose and Need of Project 
 
 

FAA Response for Comment #214 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
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General Aviation/Visual Flight Rules: The commenter raises concerns that the impacts to general 
aviation and aircraft operating under Visual Flight Rules (VFR) were not considered in the Final 
Environmental Assessment. When operating outside certain categories of controlled airspace, aircraft 
operating under VFR are not required to be in contact with ATC. Because these aircraft operate at the 
pilot’s discretion and are often not required to file flight plans, the FAA has very limited information 
about these operations. Consequently, there is no known source for comprehensive route, altitude, 
aircraft type, and frequency information for VFR operations in the General Study Area. However, even 
if complete information were available for VFR operations, the proposed Denver Metroplex Project 
would not require any changes to routing or altitudes to accommodate these operations. If they could be 
modeled, they would use the same flight routes and altitudes under the No Action Alternative and the 
Preferred Action for the Denver Metroplex Project. Their operations would not be affected by the 
forecast conditions in 2019 (the proposed first year of implementation) and 2024 (five years after 
implementation) for either the No Action Alternative or the Preferred Action for the Denver Metroplex 
Project. Therefore, VFR aircraft were not included in the analysis. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
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Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 215   Submitted by: Kauffman, Corey and Dawn 
Comment Received: Against new flight route 100% That is why i liVe outside metro area. I should 
not need to argue the fact. 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
 

 

FAA Response for Comment #215 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 216   Submitted by: Kearney, Dan 
Comment Received: I have no problem with increasing the amount of flights over Gilpin County.  We 
all must share equaly in the noise burden however.  Please ensure that the traffic patterns effect all 
counties along the flight paths as equally as possible.  It would also be helpful if that flight traffic be 
made to climb as high as practicable before reaching the front range mountains to keep the noise down. 
 
Thanks. 
 
Topics Identified in the Comment 

● Altitude/Mean Sea Level 
● Existing Arcraft Noise 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #216 Topics 
 
Altitude/Mean Sea Level: Airspace classes are defined by regulations in 14 CFR part 71. Class A 
airspace covers the highest altitudes of above 18,000 feet Mean Sea Level. Unless specially authorized, 
all aircraft in Class A airspace must operate under Instrument Flight Rules. Class B airspace generally 
includes airspace from the surface to 10,000 feet Mean Sea Level around the busiest airports and is 
individually tailored to contain all published instrument flight procedures for that airport. Class B 
airspace typically consists of a surface area around the airport and two or more layers that increase in 
size. Airspace altitudes are expressed in Mean Sea Level because it is a consistent measurement for 
aircraft flight operations, while Above Ground Level varies with the local terrain. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 



2 
 

970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 217   Submitted by: Kemmet, Lori 
Comment Received: Thank you for taking the time to read my concerns. 1. For South Boulder 
residents our concern has been the flight concentration as jets ascend over the flatirons. Moving the 
ZIMMR flight path just .5 miles south will not improve our noise levels with the sound amplified off 
the rock as jets ascend full throttle. 2. We do wish the FAA would work with us and do an 
environmental assessment in the summer to check noise levels on the ground. The FAA's methods for 
noise gathering were inefficient and did not produce accurate results. The final results of the 
Environmental Impact by the FAA are disappointing. 3. Routes were changed several years ago 
without any notice and without accurate environmental assessments. Noise impacts have been huge for 
hundreds of thousands of homes over South Boulder, Broomfield and Nederland. There is heavy 
concentration - three , four and five planes have a two minute separation. No noise relief as the sound 
continue to reflect off the flatiron rock as the planes continue to approach the geography. continuous 
noise. Depending on the size and load we will have a 2-4 minute noise from each plane. When they are 
stacked on the same or close routes this can be a 20 minute non-stop rumbling noise. To see three 
planes in the sky at one time is now common. We are voicing our concern over noise pollution but 
imagine what is happening to the air quality with increased flight concentration. It’s not just 10 flights 
a day over our homes in South Boulder, Broomfield and Nederland - it is hundreds. Sincerely, Dr. Lori 
Kemmet South Boulder resident 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● Noise Modelling 
● Noise Modelling Analysis 

● Public Outreach/Public Involvement 
● Purpose and Need of Project 
● ZIMMR SID  
 
 

FAA Response for Comment #217 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 



2 
 

not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
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https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Noise Modelling: The commenter raised concerns with the noise modelling methodology. The noise 
analysis of the Preferred Alternative compared to the No Action Alternative completed for the Final 
Environmental Assessment (EA) was prepared using the Aviation Environmental Design Tool (AEDT) 
version 2d, which is the FAA’s required noise model. The FAA uses AEDT to model noise for flight 
track changes over large areas to analyze noise associated with the No Action Alternative and the 
Denver Metroplex Project proposed action. The AEDT 2d modelling tool provides detailed modelling 
to evaluate the effects of high-altitude airspace changes from the ground level up to 18,000 feet Above 
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Ground Level. The AEDT 2d model utilizes an extensive aircraft performance and sound level 
database that includes information on variations in sound attributed to different types of aircraft and 
aircraft engines, aircraft speed, climb and descent thrust, and the altitude along a route. Detailed terrain 
data was inputted into the AEDT 2d model, which accounts for the elevation of each grid point or 
population centroid when calculating the distance between the grid point and the aircraft. The aircraft 
noise analysis prepared for the Denver Metroplex Project Final EA was conducted in compliance with 
FAA Order 1050.1F. 
 
Noise Modelling Analysis: To comply with the National Environmental Policy Act (NEPA) 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric. DNL is the FAA’s primary metric used to establish a yearly day/night average of cumulative 
noise energy exposure of individuals to noise resulting from aviation activities. The noise analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR). IFR-filed aircraft activity was 
forecasted for the years 2019 and 2024 and used to model conditions under both the No Action 
Alternative and the Preferred Alternative.   
   
The FAA’s noise guidelines for compliance with NEPA define a significant impact as an increase of 
DNL1.5 dB in areas exposed to aircraft noise of DNL 65 and higher. Using these criteria, the noise 
analysis results indicate that the Preferred Alternative when compared to the No Action Alternative 
would not result in a DNL 1.5 dB or higher increase in sensitive areas exposed to DNL 65 dB or 
higher.     
   
The compatibility of noise sensitive land use is evaluated through comparison with the compatibility 
guidelines provided in 14 CFR Part 150, Appendix A, table 1. The guidelines focus on areas exposed to 
noise levels of DNL 65 dB and greater. However, the FAA recognizes that this standard may not be 
relevant to certain noise sensitive areas. As shown in Table 5-2, a 3 dB increase in areas exposed to 
DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 to 60 dB are considered reportable 
noise increases. The FAA prepared the noise modelling analysis of the proposed flight procedures to 
account the reportable noise criteria. Experience has indicated that DNL increases 5 dB or more at 
cumulative levels well below DNL 65 dB could be disturbing to people and become a source of public 
concern.    
   
The FAA identified three areas with lower levels of aircraft noise exposure, specifically, an increase of 
DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB.  Although this would result in a 
reportable aircraft noise exposure DNL 5 dB increase in areas exposed to DNL between 45 dB and 60 
dB, the project does not introduce noise that would affect the features, or attributes associated with the 
three areas that would adversely affect it. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
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locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
ZIMMR SID: The commenter requests that the FAA consider moving the flight path of the proposed 
ZIMMR (RNAV) SID southward from the location that was depicted at the workshops for the Draft 
Environmental Assessment. Based on the comments, the FAA completed a comprehensive analysis of 
the proposal to amend the flight procedure design of the proposed ZIMMR (RNAV) SID. The FAA 
modified the proposed ZIMMR (RNAV) SID by moving the location of the RALFI waypoint an 
additional 0.7 nautical miles to the south and east from the original location on the proposed ZIMMR 
(RNAV) SID. The new location of the RALFI waypoint creates a lateral shift of approximately 2.0 
nautical miles south of the location of the existing flight path of the published FOOOT (RNAV) SID 
procedure. The ZIMMR RNAV SID flight procedure will overfly north of the Gilpin County boundary. 
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However, rapidly changing atmospheric conditions and convective activity over the Front Range may 
require air traffic control to build in a greater margin of safety to than the minimum separation 
standards for aircraft which may affect aircraft on the ZIMMR RNAV SID flight procedure. 
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Comments-Responses 

Comment# 218   Submitted by: Kennedy, George 
Comment Received: I need a Noise monitor station in my neighborhood. The increase in air traffic 
with the nextgen system is horrible. Single planes are bad  we have a tight house but that said the noise 
sounds like thunder  when the planes come in side by side  which happens often  you can not have a 
conversation outside. This fall we sat on our porch with flights one after the other side by side coming 
in  the jet exhaust made me nauseous it was so thick. Watching the DIA flight tracker sight the planes 
arrive between my house and WCR #41. Shifting traffic west to WCR #37 would miss my 30 home 
housing developement might help my problem. Air traffic is shifted between Brighton and Barr lake to 
protect Eagles so I do not think this is unreasonable. I built my house in 1980 and have added on and 
remodeled since then. My wife and I are retired and do not want to sell our beloved home. Thanks for 
listening 303-809-8350 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Potential Increase in Aircraft Operations 
● Potential Increase In Fuel Burn and 
Emissions 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
● Supplemental Noise Metrics 
 
 

FAA Response for Comment #218 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
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970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Potential Increase In Fuel Burn and Emissions: The commenter raised a concern regarding aircraft 
emission. As described in Section 5.2.3 of the Final Environmental Assessment under the proposed 
Denver Metroplex Project there would be a slight increase in fuel burn (1.83 percent in 2019 and 1.85 
percent in 2024) when compared to the No Action Alternative. While increased fuel burn corresponds 
with an increase in emissions, operational changes that could result in an increase in fuel burn would 
occur at 3,000 feet AGL or above and would not result in an increase in ground concentrations. Any 
operational changes that could result in an increase in fuel burn would occur at or above 3,000 feet 
AGL. As discussed above, procedures above 3,000 feet AGL are considered a de minimis action, 
would have little if any effect on emissions and ground concentrations of criteria pollutants, and are 
presumed to conform to all applicable State Implementation Plans.( 72 Fed. Reg. 6641 (February 12, 
2007). 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
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of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
Supplemental Noise Metrics: Noise is often the predominant aviation environmental concern of the 
public. The commenter requested the FAA use supplemental noise metrics to characterize specific 
noise effects of the proposed Denver Metroplex Project. The Federal Interagency Committee on Noise 
(FICON) report, “Federal Agency Review of Selected Airport Noise Analysis Issue,” dated August 
1992, concluded that the DNL is the recommended metric and should continue to be used as the 
primary metric for aircraft noise exposure. There is no single supplemental methodology that is 
preferable in all situations and these metrics often do not reflect the magnitude, duration, or frequency 
of the noise events under study. Such supplemental noise analysis is not, by itself, a measure of adverse 
aircraft noise or significant aircraft noise impact. Because of the diversity of situations, the variety of 
supplemental metrics available, and the limitations of individual supplemental metrics, the FICON 
report concluded that the use of supplemental metrics to analyze noise should remain at the discretion 
of individual agencies.     
   
The results of the noise modelling analysis indicate that the proposed Denver Metroplex Project would 
not exceed the thresholds of significance for changes in aircraft noise exposure. Based on the results of 
the noise modelling analysis, and the fact that the proposed flight procedures are refinements to 
existing Area Navigation flight procedures and air traffic management strategies, the FAA has 
determined that the use of supplemental noise metrics would not inform its decision in assessing the 
impacts from the proposed Project. 
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Comments-Responses 

Comment# 219   Submitted by: Kennedy, James 
Comment Received: I wish to register my objection to the Metroplex Plan specific to flights being 
routed over Gilpin County. 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
 

 

FAA Response for Comment #219 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 220   Submitted by: Keys, Zack 
Comment Received: I am concerned about the pollution and toxic chemicals from the airplanes flying 
over 80111 to and from Centennial airport. I would like planes to be required to fly higher over 
residential areas  similar to the ordinance in Orange County  CA  and with lower noise. I don't know 
any residents in the 80111 zip code who even use Centennial airport so am unsure why there are all 
these joyriding planes flying around. 
 
I am happy that DIA planes cannot fly over this area and hope this continues. 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● Altitude/Mean Sea Level 

 
 

FAA Response for Comment #220 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
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and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Altitude/Mean Sea Level: Airspace classes are defined by regulations in 14 CFR part 71. Class A 
airspace covers the highest altitudes of above 18,000 feet Mean Sea Level. Unless specially authorized, 
all aircraft in Class A airspace must operate under Instrument Flight Rules. Class B airspace generally 
includes airspace from the surface to 10,000 feet Mean Sea Level around the busiest airports and is 
individually tailored to contain all published instrument flight procedures for that airport. Class B 
airspace typically consists of a surface area around the airport and two or more layers that increase in 
size. Airspace altitudes are expressed in Mean Sea Level because it is a consistent measurement for 
aircraft flight operations, while Above Ground Level varies with the local terrain. 
 
 



1 
 

Comments-Responses 

Comment# 221   Submitted by: Khachatrian, Mikael 
Comment Received: I am completely against the rerouting of air traffic directly over my community. 
The negative impacts on our quality of life and health from noise and air pollution are very real. 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● Physical and Mental Health 
● Projected Changes in Aircraft Noise 
Exposure 

● Withold Personal Identifying Information  
 
 

FAA Response for Comment #221 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
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p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
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Withold Personal Identifying Information: Commenters were made aware of the following 
statement with their comment submission - "Please be aware that your name, address, phone number, 
email address, or other personal identifying information in your comment may be made publicly 
available at any time.  You may include in your comment a request to withhold your personal 
identifying information, however we cannot guarantee that we will be able to do so". 
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Comments-Responses 

Comment# 222   Submitted by: Kimmig, Kristine 
Comment Received: The incessant noise from the increased number of planes that have been flying 
over my neighborhood (both Centennial and DIA) due to these changes is beyond annoying. I have 
lived in my home for 15 years and the excessive noise over past 1 1/2 -2 years has become unbearable. 
Please just go back to whatever you were doing 3+ years ago and stop flying planes over my 
neighborhood. It is causing a great amount of undue additional stress in my life!!!!!! 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #222 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
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Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
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efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 223   Submitted by: Kincannon, Lisa 
Comment Received: In the past 7 years, there has been an increased frequency of planes climbing out 
of DIA with flight paths directly over south Boulder. The noise level is very disruptive to the thousands 
of residents who reside in this area. Why can’t the FAA move this flight path over Rocky Flats as it 
used to be? We citizens urge the FAA to respect this request to move the flight path 2-3 miles further 
south. Thank you! 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #223 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
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Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
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efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 224   Submitted by: Kinzer, Kristen 
Comment Received: We do not approve of the plans to streamline all Denver air traffic directly 
overhead our homes in the mountains. We will be out of town on 12/18/19 when the meeting is being 
held at the Gilpin Rec center so we wish to express our concerns here. 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
● West SIDs 

 
 

FAA Response for Comment #224 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
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the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 225   Submitted by: Kirkendall, Nancy 
Comment Received: Please understand that we live in a national forest area and want the peace of our 
area protected from airplanes Thank you 
 
Topics Identified in the Comment 

● DOT Section 4(f) Resources 
 

 

FAA Response for Comment #225 Topics 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    



2 
 

   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
 



1 
 

Comments-Responses 

Comment# 226   Submitted by: Klosowski, Tom 
Comment Received: I strongly oppose the realignment of flight paths into a generalized location  
which is directly over my community. The assessment that there would be no impact on Noise 
Pollution nor Air Pollution is quite appalling. We will absolutely hire an independent lawyer to asses 
these points since basically you have the fox guarding the hen house on this situation. We are at an 
elevation of 8 200 feet and to assume that a plane flying over us will not disrupt our sanctuary is 
absurd. Who will pay for the decrease in our home values? Not the FAA. Who will fight for us when 
our children start dying of cancer and other issues from the environmental impact you will impose on 
us. Not the FAA. We are a small community that you feel you can push over but trust me  we will fight 
you on this. How dare you!!! Would you like all air traffic to be realigned to fly over your house? Of 
course not. It's an absurd proposal and unnecessary with today's technology. We beg you to reconsider 
the proposal and distribute the burden to a much broader community base than just over our canyon  
our houses  our children. 
 
Topics Identified in the Comment 

● Altitude/Mean Sea Level 
● Children's Environmental Health and Safety 
● NEPA and FAA Order 1050.1F 
● Physical and Mental Health 
● Property Values 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
● West SIDs 
 
 

FAA Response for Comment #226 Topics 
 
Altitude/Mean Sea Level: Airspace classes are defined by regulations in 14 CFR part 71. Class A 
airspace covers the highest altitudes of above 18,000 feet Mean Sea Level. Unless specially authorized, 
all aircraft in Class A airspace must operate under Instrument Flight Rules. Class B airspace generally 
includes airspace from the surface to 10,000 feet Mean Sea Level around the busiest airports and is 
individually tailored to contain all published instrument flight procedures for that airport. Class B 
airspace typically consists of a surface area around the airport and two or more layers that increase in 
size. Airspace altitudes are expressed in Mean Sea Level because it is a consistent measurement for 
aircraft flight operations, while Above Ground Level varies with the local terrain. 
 
Children's Environmental Health and Safety: Concerns were expressed over the long-term negative 
health impacts associated with inhalation of various pollutants, including fine particulate matter and its 
impact on children’s health and cognitive skills such as reading, memory and standardized test scores. 
Pursuant to Executive Order 13045, Protection of Children from Environmental Health Risks and 
Safety Risks, federal agencies are directed, as appropriate and consistent with the agency’s mission, to 
identify and assess environmental health and safety risks that may disproportionately affect children. 
Environmental health risks and safety risks are attributable to products or substances that a child is 
likely to come in contact with or ingest or other products they might use or be exposed to.   
   
As discussed in Section 5.2.1, changes associated with the proposed Denver Metroplex Project would 
occur at or above 3,000 feet Above Ground Level (AGL). Aircraft emissions above the mixing height 
do not have an effect on pollution concentrations at ground level. In addition, changes in air traffic 
procedures above 1,500 feet AGL and below the mixing height “would have little if any effect on 
emissions and ground concentrations.” (72 Fed. Reg. 6641 (February 12, 2007). Accordingly, there 
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would be no increase in environmental health and safety risks that could disproportionately affect 
children. 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Property Values: The proposed Denver Metroplex Project involves air traffic control routing changes 
for airborne aircraft only; and does not involve land acquisition, physical disturbance, or construction 
activities. The determination of whether a proposed action may have a significant environmental 
impact under the National Environmental Policy ACT (NEPA) is made by considering the relevant 
environmental impact categories and comparing impact to the FAA’s thresholds of significance as 
outlined in FAA Order 1050.1F. The assessment of property values is not an environmental impact 
category as outlined in FAA Order 1050.1F. To the extent applicable, and as there are no significant 
impacts under noise or compatible land use, the proposed Denver Metroplex Project is compatible with 
existing and planned land uses, and the applicable regulations and policies of federal, state, and local 
agencies. A limited number of studies have attempted to measure the impact of aircraft noise on 
property values. Specific studies of the impact of noise at the Study Airports on real property values 
have not been conducted and are not required. Studies conducted at other national airports have 
concluded that airport noise only has a slight impact on property values within the Day Night Average 
Sound Level 65 decibels or greater noise contour around airports. Additionally, comparison of older 
studies to more recent studies indicates that the impact was greater in the 1960s, when jet aircraft first 
entered the fleet. This decrease presumably is the result of stabilization of real estate markets following 
an initial adjustment to noisier jets, and of noise reduction in more modern Stage 3 or better aircraft. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
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procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
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an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 227   Submitted by: Koeppe, Roberta 
Comment Received: I purchased my condo in the SW corner of Boulder 26 years ago  not for the 
building but for the location which was peaceful until the change instituted in air traffic from DIA.  The 
level and frequency of noise is unhealthy. and intolerable.  I am older and cannot afford to move from 
what was  previous to the increase in air traffic here  a lovely location.  Are you reading this?  
Doubtful!!  Jets are so low I can frequently see their logo.  I highly object to this change in flight 
patterns that pass over SW Boulder. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● Potential Increase in Aircraft Operations 

● Physical and Mental Health 
 
 

FAA Response for Comment #227 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
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https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
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environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
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Comments-Responses 

Comment# 228   Submitted by: Koppelman, Lawrence 
Comment Received: Dear Administrator of the DEN Metroplex EA, As a resident of northern Gilpin 
County Colorado, an area somewhat affected by modifications to flight patterns from front range 
airports, I am requesting that you place a hold on any proposed flight route changes until all the 
necessary data is collected from current studies and is carefully reviewed. It would be my hope that 
these materials would be made available to the public and if they are not sufficient in their scope to 
fairly assess the identified problems, that a more robust Environmental Impact Study be undertaken to 
determine the full impact of the problem(s) and to identify and implement solutions that are fair to the 
affected members of the public. 
 
Topics Identified in the Comment 

● Level of NEPA Review 
● Public Outreach/Public Involvement 
● Purpose and Need of Project 

 
 

FAA Response for Comment #228 Topics 
 
Level of NEPA Review: The FAA’s primary mission is to provide the safest, most efficient aerospace 
system in the world. National Environmental Policy Act (NEPA) compliance and other environmental 
responsibilities are integral components of that mission. The FAA is responsible for complying with 
the procedures and policies of NEPA and other environmental laws, regulations, and orders applicable 
to FAA actions. Under NEPA, the Federal Agencies are required to disclose to decision-makers and the 
interested public a clear and accurate description of the potential environmental impacts that could 
arise from proposed Federal actions. The FAA decision-making process must consider and disclose the 
potential impacts of a proposed action and its alternatives on the quality of the human environment.    
   
In meeting its NEPA obligations, the FAA should seek to achieve the policy objectives of 40 CFR § 
1500.2 to the fullest extent possible. Once the FAA determines that NEPA applies to a proposed action, 
it needs to decide on the appropriate level of review. The three levels of NEPA review are Categorical 
Exclusion (CATEX), Environmental Assessment (EA), and Environmental Impact Statement (EIS). An 
EA is a concise public document that briefly provides sufficient evidence and analysis for determining 
whether to prepare an Environmental Impact Statement (EIS) or a Finding of No Significant Impact 
(FONSI). The purpose of an EA is to determine whether a proposed action has the potential to 
significantly affect the human environment. Specifically, the Final EA for the proposed Denver 
Metroplex Project considered the potential effects on the environmental resource categories identified 
in FAA Order 1050.1F. The FAA uses the corresponding thresholds that serve as specific indicators of 
significant impact for some environmental impact categories.    
   
The FAA evaluated the Preferred Alternative and the No Action Alternative, as required under NEPA. 
The results of the analysis indicate that the Preferred Alternative would not exceed the thresholds of 
significance for any of the resource impact categories analyzed. The Final EA presents sufficient 
evidence and analysis in determining that preparation of a FONSI is appropriate and that no EIS is 
required in accordance with NEPA. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
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the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 229   Submitted by: Kornfeld, Brad 
Comment Received: Your statistics about the Denver Metroplex are incorrect and you fail to address 
legitimate issues raised with respect to the impact of noise on children, schools and our community. I 
demand an Environmental Impact Statement that reflects genuine research and unbiased study into the 
impact of Denver Metroplex on the people on the ground below these flightpaths. So far, the legitimate 
concerns and proven research done by citizens have fallen on deaf ears and have been disregarded by 
the FAA and/or passed off to airports who do not have the authority or ability to change this plan. The 
FAA is totally responsible for the decisions for Denver Metroplex. The impact on our daily lives will 
be severe if this program goes through as you plan. STOP THIS PLAN from being implemented as you 
have it now. LISTEN to the people who will suffer from its implementation. DO NOT IMPLEMENT 
THIS FLAWED PLAN. 
 
Topics Identified in the Comment 

● Children's Environmental Health and Safety 
● Existing Arcraft Noise 
● Level of NEPA Review 
● NEPA and FAA Order 1050.1F 

● Physical and Mental Health 
● Purpose and Need of Project 
 
 

FAA Response for Comment #229 Topics 
 
Children's Environmental Health and Safety: Concerns were expressed over the long-term negative 
health impacts associated with inhalation of various pollutants, including fine particulate matter and its 
impact on children’s health and cognitive skills such as reading, memory and standardized test scores. 
Pursuant to Executive Order 13045, Protection of Children from Environmental Health Risks and 
Safety Risks, federal agencies are directed, as appropriate and consistent with the agency’s mission, to 
identify and assess environmental health and safety risks that may disproportionately affect children. 
Environmental health risks and safety risks are attributable to products or substances that a child is 
likely to come in contact with or ingest or other products they might use or be exposed to.   
   
As discussed in Section 5.2.1, changes associated with the proposed Denver Metroplex Project would 
occur at or above 3,000 feet Above Ground Level (AGL). Aircraft emissions above the mixing height 
do not have an effect on pollution concentrations at ground level. In addition, changes in air traffic 
procedures above 1,500 feet AGL and below the mixing height “would have little if any effect on 
emissions and ground concentrations.” (72 Fed. Reg. 6641 (February 12, 2007). Accordingly, there 
would be no increase in environmental health and safety risks that could disproportionately affect 
children. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
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local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Level of NEPA Review: The FAA’s primary mission is to provide the safest, most efficient aerospace 
system in the world. National Environmental Policy Act (NEPA) compliance and other environmental 
responsibilities are integral components of that mission. The FAA is responsible for complying with 
the procedures and policies of NEPA and other environmental laws, regulations, and orders applicable 
to FAA actions. Under NEPA, the Federal Agencies are required to disclose to decision-makers and the 
interested public a clear and accurate description of the potential environmental impacts that could 
arise from proposed Federal actions. The FAA decision-making process must consider and disclose the 
potential impacts of a proposed action and its alternatives on the quality of the human environment.    
   
In meeting its NEPA obligations, the FAA should seek to achieve the policy objectives of 40 CFR § 
1500.2 to the fullest extent possible. Once the FAA determines that NEPA applies to a proposed action, 
it needs to decide on the appropriate level of review. The three levels of NEPA review are Categorical 
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Exclusion (CATEX), Environmental Assessment (EA), and Environmental Impact Statement (EIS). An 
EA is a concise public document that briefly provides sufficient evidence and analysis for determining 
whether to prepare an Environmental Impact Statement (EIS) or a Finding of No Significant Impact 
(FONSI). The purpose of an EA is to determine whether a proposed action has the potential to 
significantly affect the human environment. Specifically, the Final EA for the proposed Denver 
Metroplex Project considered the potential effects on the environmental resource categories identified 
in FAA Order 1050.1F. The FAA uses the corresponding thresholds that serve as specific indicators of 
significant impact for some environmental impact categories.    
   
The FAA evaluated the Preferred Alternative and the No Action Alternative, as required under NEPA. 
The results of the analysis indicate that the Preferred Alternative would not exceed the thresholds of 
significance for any of the resource impact categories analyzed. The Final EA presents sufficient 
evidence and analysis in determining that preparation of a FONSI is appropriate and that no EIS is 
required in accordance with NEPA. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
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Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 230   Submitted by: Kornfeld, Eliza 
Comment Received: Do not implement the Denver Metroplex plan as it stands. I DEMAND AN 
ENVIRONMENTAL IMPACT STUDY. It will create constant noise around us and be harmful to our 
health. We already have enough noise from aircraft above our home. DO NOT IMPLEMENT THIS 
CURRENT PLAN. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Level of NEPA Review 
● NEPA and FAA Order 1050.1F 
● Physical and Mental Health 

● Purpose and Need of Project 
 
 

FAA Response for Comment #230 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 



2 
 

NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Level of NEPA Review: The FAA’s primary mission is to provide the safest, most efficient aerospace 
system in the world. National Environmental Policy Act (NEPA) compliance and other environmental 
responsibilities are integral components of that mission. The FAA is responsible for complying with 
the procedures and policies of NEPA and other environmental laws, regulations, and orders applicable 
to FAA actions. Under NEPA, the Federal Agencies are required to disclose to decision-makers and the 
interested public a clear and accurate description of the potential environmental impacts that could 
arise from proposed Federal actions. The FAA decision-making process must consider and disclose the 
potential impacts of a proposed action and its alternatives on the quality of the human environment.    
   
In meeting its NEPA obligations, the FAA should seek to achieve the policy objectives of 40 CFR § 
1500.2 to the fullest extent possible. Once the FAA determines that NEPA applies to a proposed action, 
it needs to decide on the appropriate level of review. The three levels of NEPA review are Categorical 
Exclusion (CATEX), Environmental Assessment (EA), and Environmental Impact Statement (EIS). An 
EA is a concise public document that briefly provides sufficient evidence and analysis for determining 
whether to prepare an Environmental Impact Statement (EIS) or a Finding of No Significant Impact 
(FONSI). The purpose of an EA is to determine whether a proposed action has the potential to 
significantly affect the human environment. Specifically, the Final EA for the proposed Denver 
Metroplex Project considered the potential effects on the environmental resource categories identified 
in FAA Order 1050.1F. The FAA uses the corresponding thresholds that serve as specific indicators of 
significant impact for some environmental impact categories.    
   
The FAA evaluated the Preferred Alternative and the No Action Alternative, as required under NEPA. 
The results of the analysis indicate that the Preferred Alternative would not exceed the thresholds of 
significance for any of the resource impact categories analyzed. The Final EA presents sufficient 
evidence and analysis in determining that preparation of a FONSI is appropriate and that no EIS is 
required in accordance with NEPA. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
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Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 231   Submitted by: Kornfeld, Lisa 
Comment Received: The Denver Metroplex plan is based on false information and should not be 
implemented. It will create round the clock noise over our community. I DEMAND THAT AN 
ENVIRONMENTAL IMPACT STUDY BE CONDUCTED and that this plan as it stands NOT be 
implemented. Its effects are harmful and drastic. 
 
Topics Identified in the Comment 

● Level of NEPA Review 
● NEPA and FAA Order 1050.1F 
● Physical and Mental Health 

● Purpose and Need of Project 
 
 

FAA Response for Comment #231 Topics 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Level of NEPA Review: The FAA’s primary mission is to provide the safest, most efficient aerospace 
system in the world. National Environmental Policy Act (NEPA) compliance and other environmental 
responsibilities are integral components of that mission. The FAA is responsible for complying with 
the procedures and policies of NEPA and other environmental laws, regulations, and orders applicable 
to FAA actions. Under NEPA, the Federal Agencies are required to disclose to decision-makers and the 
interested public a clear and accurate description of the potential environmental impacts that could 
arise from proposed Federal actions. The FAA decision-making process must consider and disclose the 
potential impacts of a proposed action and its alternatives on the quality of the human environment.    
   
In meeting its NEPA obligations, the FAA should seek to achieve the policy objectives of 40 CFR § 
1500.2 to the fullest extent possible. Once the FAA determines that NEPA applies to a proposed action, 
it needs to decide on the appropriate level of review. The three levels of NEPA review are Categorical 
Exclusion (CATEX), Environmental Assessment (EA), and Environmental Impact Statement (EIS). An 
EA is a concise public document that briefly provides sufficient evidence and analysis for determining 
whether to prepare an Environmental Impact Statement (EIS) or a Finding of No Significant Impact 
(FONSI). The purpose of an EA is to determine whether a proposed action has the potential to 
significantly affect the human environment. Specifically, the Final EA for the proposed Denver 
Metroplex Project considered the potential effects on the environmental resource categories identified 
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in FAA Order 1050.1F. The FAA uses the corresponding thresholds that serve as specific indicators of 
significant impact for some environmental impact categories.    
   
The FAA evaluated the Preferred Alternative and the No Action Alternative, as required under NEPA. 
The results of the analysis indicate that the Preferred Alternative would not exceed the thresholds of 
significance for any of the resource impact categories analyzed. The Final EA presents sufficient 
evidence and analysis in determining that preparation of a FONSI is appropriate and that no EIS is 
required in accordance with NEPA. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 232   Submitted by: Kozlowski, Carol 
Comment Received: I was very disturbed to hear about the proposed air traffic route over COAL 
CREEK CANYON! I have complained this past summer because of the noise. I was promised that the 
planes would be directed closer to Gross Dam and NOT OVER MY HOME! THE NOISE WAKES 
ME UP AT NIGHT! Why do you think we live in the mountains? I know Boulder complained .. 
especially TABLE MESA area! Now it is MY CANYON!! AND THEY FLY SO LOW! PLEASE 
CONSlDER MY REQUEST!! I AM 70 and have Lived in the CANYON FOR 20 YEARS! WHAT 
ARE YOU DOING ... I am retired and earned a QUIET LIFE! THANKS CAROL KOZLOWSKI 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

● West SIDs 
 
 

FAA Response for Comment #232 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
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303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
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would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 233   Submitted by: Kreidler, Terry 
Comment Received: I am very disappointed that this plan will fly almost every plane that comes out 
of or into DIA right over my quite mountain home. Please re-evaluate this plan. 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
● West SIDs 

 
 

FAA Response for Comment #233 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
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flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 234   Submitted by: Kuska, Michelle 
Comment Received: Some years ago we had a huge increase in airplane traffic directly over our 
house. When it is happening, it is every few minutes and very noise. It wakes us up at night and is 
annoying to hear outside as it often is very noisy right over us. Please withhold my personal identifying 
information. 
 
Topics Identified in the Comment 

● Potential Increase in Aircraft Operations 
● Purpose and Need of Project 
● Withold Personal Identifying Information  

 
 

FAA Response for Comment #234 Topics 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
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Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Withold Personal Identifying Information: Commenters were made aware of the following 
statement with their comment submission - "Please be aware that your name, address, phone number, 
email address, or other personal identifying information in your comment may be made publicly 
available at any time.  You may include in your comment a request to withhold your personal 
identifying information, however we cannot guarantee that we will be able to do so". 
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Comments-Responses 

Comment# 235   Submitted by: La Lena, Constance 
Comment Received: I live at 9,200' in Colorado Sierra, Gilpin County, Colorado. I object to the DEN 
Metroplex plan, as it now apparently stands by the FAA, for the following reasons: 1) The plan 
consolidates air traffic right over Gilpin County instead of disbursing it over other areas. 2) The FAA 
concentrates on impact "near" airports, but Gilpin County is not "near" an airport, yet the jet noise has 
become nearly unbearable in my area. Rarely were airplanes heard before 2 years ago, and now the 
noise is constant. I can't have coffee on my deck in the morning without hearing planes planes planes. 
Some evenings, the jet noise of engines powering up occurs every 5 minutes and lasts for hours. I do 
not believe that the FAA has sufficiently studied the impact of noise on humans and wildlife in flyover 
areas not "near" airports. 3) The air traffic noise will reduce property values in Gilpin County and may 
require such declaration on the sale of property. 4) Gilpin County's economy is based on tourism. 
which would be seriously damaged by the DEN Metroplex Plan. The Central City and Black Hawk 
Historic District is a National Historic Landmark. In Gilpin County there are 7 properties on the 
National Register of Historic Places. In addition, there are the protected areas of the Arapahoe National 
Forest, The James Peak Wilderness, The Roosevelt National Forest, Golden Gate Canyon State Park, 
and the Continental Divide National Scenic Trail. What tourist would want to recreate in an area that 
sounds like the end of a jet runway? 5) The FAA has not adequately studied the effects of noise on 
wildlife and humans. According to the National Institutes of Health, "Observational and experimental 
studies have shown that noise exposure leads to annoyance, disturbs sleep and causes daytime 
sleepiness, affects patient outcomes and staff performance in hospitals, increases the occurrence of 
hypertension and cardiovascular disease, and impairs cognitive performance in schoolchildren." 
https://www.ncbi.nlm.nih.gov/pmc/articles/PMC3988259/ 6) There has been no determination of the 
increased air pollution in the proposed consolidated flyover area of Gilpin County. No one knows what 
health effects that will have. I have a history in Gilpin County going back 55 years. Never could I have 
imagined that its residents would be under the assault by air that we now experience as victims of this 
DEN Metroplex project, which according to the published plan will get only worse. The quiet, the soft 
sound of wind in the pines, the wildlife (count bear, mountain lion, moose, elk, deer, coyote, bobcat, 
and scores of small mammals and birds), and the pure air are many of the reasons we enjoy life in 
Gilpin County. Implementation of the DEN Metroplex plan will destroy life as we know it in Gilpin 
County. 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● Biological Resources 
● Children's Environmental Health and Safety 
● DOT Section 4(f) Resources 
● Existing Arcraft Noise 
● Historical and Cultural Resources 
● Potential Increase in Aircraft Operations 
● NEPA and FAA Order 1050.1F 
● Physical and Mental Health 

● Projected Changes in Aircraft Noise 
Exposure 
● Property Values 
● Purpose and Need of Project 
● Sleep Disturbance/Speech Interference 
● West SIDs 
 
 

FAA Response for Comment #235 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
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atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Biological Resources: The greatest potential for impacts to wildlife species would result from wildlife 
strikes on avian and bat species at altitudes below 3,000 feet AGL. Changes to flight paths under the 
Preferred Alternative would primarily occur at or above 3,000 feet AGL. Therefore, the Preferred 
Alternative would not result in significant impacts to avian and bat species when compared with the No 
Action. The No Action would not involve changes to air traffic flows, land acquisition, construction, or 
other ground disturbance activities. Therefore, the No Action would not result in significant impacts to 
fish, wildlife, or plants. 
 
Children's Environmental Health and Safety: Concerns were expressed over the long-term negative 
health impacts associated with inhalation of various pollutants, including fine particulate matter and its 
impact on children’s health and cognitive skills such as reading, memory and standardized test scores. 
Pursuant to Executive Order 13045, Protection of Children from Environmental Health Risks and 
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Safety Risks, federal agencies are directed, as appropriate and consistent with the agency’s mission, to 
identify and assess environmental health and safety risks that may disproportionately affect children. 
Environmental health risks and safety risks are attributable to products or substances that a child is 
likely to come in contact with or ingest or other products they might use or be exposed to.   
   
As discussed in Section 5.2.1, changes associated with the proposed Denver Metroplex Project would 
occur at or above 3,000 feet Above Ground Level (AGL). Aircraft emissions above the mixing height 
do not have an effect on pollution concentrations at ground level. In addition, changes in air traffic 
procedures above 1,500 feet AGL and below the mixing height “would have little if any effect on 
emissions and ground concentrations.” (72 Fed. Reg. 6641 (February 12, 2007). Accordingly, there 
would be no increase in environmental health and safety risks that could disproportionately affect 
children. 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
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The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
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accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Historical and Cultural Resources: The commenter mentioned the Environmental Assessment (EA) 
excludes the impact of noise at or below the Day Night Average Sound Level (DNL) of 65 decibels 
(dB) on noise sensitive areas, including historic and cultural properties. To comply with NEPA 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric; the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.    
   
However, the FAA recognizes that this standard may not be relevant to historical and cultural 
resources. As shown in Table 5-2, a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB 
increase in areas exposed to DNL 45 to 60 dB are considered reportable noise increases. In Section 5.6 
of the Final EA, the noise modelling analysis for the proposed Denver Metroplex Project indicated two 
areas of reportable noise grid points, which were investigated for the presence of historic and cultural 
properties. The FAA focused its efforts on identifying historic properties in the two areas of potential 
effect that could receive noise increases and considered the potential for overflight to introduce visual 
effects that could cause an alteration in the character of the historic property that qualify it for the 
National Register of Historic Places (National Register).  As depicted in Exhibit 5-2, the two areas are 
associated with the proposed aircraft flight procedures for Denver International Airport: the COORZ 
Area Navigation (RNAV) Standard Instrument Departure (SID) for westbound departures, the SLEEK 
(RNAV) SID for southbound departures.   
   
Under Section 106 of the National Historic Preservation Act, the FAA completed consultation with 
State and Local governments having jurisdiction or special expertise over historic and cultural 
resources. Additionally, the FAA entered into government-to-government consultation with forty-eight 
Native American Tribes having a legacy of occupation in the State of Colorado. Consultation with all 
of these parties did not identify any historic properties within the areas of potential effect for which a 
quiet setting is a characteristic that qualifies it for the National Register, and that therefore could be 
affected at the lower level of reportable noise exposure. The FAA also considered the potential for the 
introduction of visual elements that could diminish the integrity of the property’s historic features. We 
compared the proposed procedures with current flight tracks within the areas of potential effect, and 
determined that there would be no new areas overflown, and therefore no potential to introduce new 
visual elements. The proposed procedures would not introduce flight tracks over sensitive areas 
changing any existing impacts on those historic properties and cultural resources. Consultation did not 
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identify any traditional and cultural properties within the APE for which aircraft noise and/or aircraft 
overflights would have an effect on a historic property’s characteristics qualifying that property for the 
National Register. Therefore, the proposed Denver Metroplex Project would not have an adverse effect 
on historic properties. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
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Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Property Values: The proposed Denver Metroplex Project involves air traffic control routing changes 
for airborne aircraft only; and does not involve land acquisition, physical disturbance, or construction 
activities. The determination of whether a proposed action may have a significant environmental 
impact under the National Environmental Policy ACT (NEPA) is made by considering the relevant 
environmental impact categories and comparing impact to the FAA’s thresholds of significance as 
outlined in FAA Order 1050.1F. The assessment of property values is not an environmental impact 
category as outlined in FAA Order 1050.1F. To the extent applicable, and as there are no significant 
impacts under noise or compatible land use, the proposed Denver Metroplex Project is compatible with 
existing and planned land uses, and the applicable regulations and policies of federal, state, and local 
agencies. A limited number of studies have attempted to measure the impact of aircraft noise on 
property values. Specific studies of the impact of noise at the Study Airports on real property values 
have not been conducted and are not required. Studies conducted at other national airports have 
concluded that airport noise only has a slight impact on property values within the Day Night Average 
Sound Level 65 decibels or greater noise contour around airports. Additionally, comparison of older 
studies to more recent studies indicates that the impact was greater in the 1960s, when jet aircraft first 
entered the fleet. This decrease presumably is the result of stabilization of real estate markets following 
an initial adjustment to noisier jets, and of noise reduction in more modern Stage 3 or better aircraft. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
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Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Sleep Disturbance/Speech Interference: The commenter recommended calculating different types of 
supplemental noise metrics to explain sleep disturbance and/or speech interference. A benefit of 
supplemental noise metrics is to help the public reach a better understanding of potential noise impacts. 
If the noise modelling analysis indicates a potential significant impact, FAA Order 1050.1F 
recommends additional information related to the human response to noise that is appropriate for the 
specific proposal. Additional information may include supplemental metrics applicable to sleep 
disturbance and/or speech interference. Such supplemental noise analysis is not, by itself, a measure of 
adverse aircraft noise or significant aircraft noise impact. As discussed in Chapter 5 of the EA, the 
noise modeling analysis indicated that the proposed Denver Metroplex project would not result in 
changes to noise exposure that exceed the significant noise threshold for the forecasted years of 2019 
and 2024. Therefore, the use of optional supplemental noise metrics are not warranted because they not 
would help explain the potential for cumulative noise exposure. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 236   Submitted by: Laffey, Mary 
Comment Received: As a resident of Gilpin County, Colorado, I wish to protest the development 
through the Denver Metroplex Next Gen program of new flight routes in and out of Denver 
International Airport which have increased noise from jets dramatically over the last year or so. It is my 
understanding that more traffic will be added in March of 2020 and possibly more over the next few 
years. I question how this could be done without the input and concerns of our residents, 
Commissioners and public health agency, not to mention the Colorado State Parks department, 
environmental groups and emergency organizations within Gilpin County. Our local activist group, 
GRRift (Gilpin Residents Refusing increased flight traffic) has been diligent in helping residents 
understand how the events took place, however, I request that there be yet another meeting that will 
allow us to prove to the FAA that his increase in noise is and will continue to be devastating to not only 
many residents’ lifestyle and psychological health, but an attack on our precious wildlife and visitors to 
our recreational areas. At a public meeting yesterday with Congressman Nuguse’s representatives, 
many attendees were introduced to the causes of the changed flight paths for the first time and we are 
going to be a strong voice in the future to pressure the FAA to reconsidered the changes that have and 
will be implemented. It is my intention to ask that the FAA make the amendments needed now, to save 
you the added workload and Gilpin County residents peace, quiet and mental health. Thank you for 
allowing me to comment, I do hope this is resolved equitably and without delay. Yours truly, Mary 
Jane Laffey 
 
Topics Identified in the Comment 

● Biological Resources 
● DEN Metroplex Has Not Been Implemented 
● DOT Section 4(f) Resources 
● Existing Arcraft Noise 
● Forecast/Future Operations 
● Potential Increase in Aircraft Operations 
● NEPA and FAA Order 1050.1F 

● Physical and Mental Health 
● Public Outreach/Public Involvement 
● Purpose and Need of Project 
● West SIDs 
 
 

FAA Response for Comment #236 Topics 
 
Biological Resources: The greatest potential for impacts to wildlife species would result from wildlife 
strikes on avian and bat species at altitudes below 3,000 feet AGL. Changes to flight paths under the 
Preferred Alternative would primarily occur at or above 3,000 feet AGL. Therefore, the Preferred 
Alternative would not result in significant impacts to avian and bat species when compared with the No 
Action. The No Action would not involve changes to air traffic flows, land acquisition, construction, or 
other ground disturbance activities. Therefore, the No Action would not result in significant impacts to 
fish, wildlife, or plants. 
 
DEN Metroplex Has Not Been Implemented: The Proposed Action has not been implemented and 
will not be implemented until after the FAA has carefully and thoroughly considered the results of the 
Environmental Assessment (EA). The EA, prepared in accordance with the National Environmental 
Policy Act and FAA Order 1050.1E, documents the potential effects to the environment that may result 
from implementation of the Proposed Action. Per 40 C.F.R. § 1508.9, the EA provides the information 
and analysis for determining whether to prepare an Environmental Impact Statement or a Finding of No 
Significant Impact. Accordingly, any existing noise or air quality issues being experienced by the 
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commenter cannot be attributed to the Denver Metroplex Project. The Proposed Action is not intended 
to address current noise or air quality issues associated with existing air traffic. 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
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identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
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EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Forecast/Future Operations: The purpose of the proposed Denver Metroplex Project, as described in 
Chapter 2 of the Final Environmental Assessment (EA), is to improve the efficiency of aircraft arrival 
and departure procedures and airspace utilization in the Denver Metroplex airspace. The FAA designed 
the metroplex initiative to optimize air traffic control (ATC) procedures and airspace on a regional 
scale. Optimized ATC procedures takes advantage of technological advances in navigation, such as 
Area Navigation (RNAV), while ensuring that aircraft not equipped to use RNAV flight procedures 
continue to have access to the National Airspace System. This approach addresses airspace congestion 
and other factors that reduce airspace efficiency in busy metroplex areas. The overall intent is to use 
limited airspace as efficiently as possible for congested metroplex areas.   
   
Aircraft flight schedules for the forecasted change in the number of aircraft operations at the Study 
Airports were prepared to support the aircraft noise analysis for the proposed Denver Metroplex Project 
Final EA. Three flight schedules were developed to represent the average annual day (AAD) flight 
activity at the Study Airports, corresponding to the years assessed for aircraft noise conditions and used 
to model future aircraft noise exposure. The AAD does not reflect a particular day, but is meant to 
represent a typical day over a period of a year. The forecast was based on the FAA’s 2018 Terminal 
Area Forecast (TAF), modified for 2019 and 2024 with additional details using previously identified 
arrival/departure times, aircraft types, and origin/destination information. The TAF is the official 
forecast of aviation activity at FAA facilities and is updated annually. The AAD flight schedules only 
include operations conducted by aircraft operating under Instrument Flight Rules (IFR) because the 
proposed Denver Metroplex Project involves the design of standard instrument arrival and departure 
procedures, which are only used by aircraft operating under IFR.    
   
Based on the data in the TAF, there is an anticipated increase in average annual day air carrier traffic to 
Denver International Airport between the years 2019 and 2024. The proposed Denver Metroplex 
Project used the forecast data to model noise for 2019 and 2024 conditions. The noise modeling 
analysis indicated that the proposed Denver Metroplex project would not result in changes to noise 
exposure that exceed the significant noise threshold for the forecasted years of 2019 and 2024. More 
detail related to the development of the forecasts is provided in Appendix H: Denver Metroplex Flight 
Schedules Technical Report available on the Project website at 
http://www.metroplexenvironmental.com/denver_metroplex/denver_docs.html. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
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safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
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Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 237   Submitted by: Lancton, Sherri 
Comment Received: PLEASE SPREAD THE NOISE instead of diverting it all over my wonderfully 
quiet mountain home! We retired at 9,000 feet to enjoy the other aviators (ravens, hummingbirds, 
hawks, jays, etc.) PLEASE CHANGE YOUR PLANS!! 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #237 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 238   Submitted by: Langer, Paul 
Comment Received: I am very displeased by your possible decision to send more flights over Coal 
Creek Canyon when there are already too many. It is annoying to live in a very quiet place and have to 
listen to airplanes flying over. I would think there are other areas to fly over that are not populated with 
neighborhoods that have been here for almost 50 years. This is unacceptable. 
 
Topics Identified in the Comment 

● Potential Increase in Aircraft Operations 
● Projected Changes in Aircraft Noise 
Exposure 

 
 

FAA Response for Comment #238 Topics 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 



2 
 

for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
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Comments-Responses 

Comment# 239   Submitted by: Larson, Breck 
Comment Received: I echo the sentiments of our community. The FAA statistics about the Denver 
Metroplex contain gross inaccuracies and fail to address legitimate issues raised with respect to the 
impact of noise on children, schools and disadvantaged communities. I demand an Environmental 
Impact Statement that reflects genuine research and unbiased study into the impact of Denver 
Metroplex on human beings on the ground below airplanes. So far, the legitimate concerns and proven 
research done by citizens have fallen on deaf ears and have been disregarded by the FAA and/or sluffed 
off to airports who haven't got the authority or ability to change this plan. The FAA is totally 
responsible for the decisions for Denver Metroplex. Think of us as real people who will suffer terrible 
consequences daily, all day, for endless years if your program goes through as you plan. Think of this 
as if you and your family, personally will be affected by the pollution and stressful, nerve wracking 
noise of airplanes every minute of the day. STOP THIS PLAN from being implemented as you have it 
now. LISTEN to the people who will suffer from its implementation. CARE about us as you would 
your families. Breck Larson 
 
Topics Identified in the Comment 

● Children's Environmental Health and Safety 
● Environmental Justice 
● Level of NEPA Review 
● NEPA and FAA Order 1050.1F 
● Physical and Mental Health 

● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 
● Withold Personal Identifying Information  
 
 

FAA Response for Comment #239 Topics 
 
Children's Environmental Health and Safety: Concerns were expressed over the long-term negative 
health impacts associated with inhalation of various pollutants, including fine particulate matter and its 
impact on children’s health and cognitive skills such as reading, memory and standardized test scores. 
Pursuant to Executive Order 13045, Protection of Children from Environmental Health Risks and 
Safety Risks, federal agencies are directed, as appropriate and consistent with the agency’s mission, to 
identify and assess environmental health and safety risks that may disproportionately affect children. 
Environmental health risks and safety risks are attributable to products or substances that a child is 
likely to come in contact with or ingest or other products they might use or be exposed to.   
   
As discussed in Section 5.2.1, changes associated with the proposed Denver Metroplex Project would 
occur at or above 3,000 feet Above Ground Level (AGL). Aircraft emissions above the mixing height 
do not have an effect on pollution concentrations at ground level. In addition, changes in air traffic 
procedures above 1,500 feet AGL and below the mixing height “would have little if any effect on 
emissions and ground concentrations.” (72 Fed. Reg. 6641 (February 12, 2007). Accordingly, there 
would be no increase in environmental health and safety risks that could disproportionately affect 
children. 
 
Environmental Justice: An environmental justice analysis considers the potential for impact on 
minority and low-income populations of the proposed Denver Metroplex Project as compared to the No 
Action Alternative. In weighing whether the proposed Denver Metroplex Project raises environmental 
justice concerns, the FAA considers whether a proposed action may have disproportionately high and 



2 
 

adverse human health or environmental effects on minority and low-income populations. This analysis 
draws on the findings of the other impact analyses, particularly noise, land use, and air quality. If these 
factors exist, there is not necessarily a significant impact; rather, the FAA must evaluate these factors 
in light of context and intensity to determine if there are significant impacts.   
   
Implementation of the proposed Denver Metroplex Project would not adversely affect air quality or 
land use within the General Study Area. Additionally, the results of the noise modelling analysis 
alternative indicate that changes in aircraft noise exposure would be below the threshold of significance 
when comparing the proposed Denver Metroplex Project and the No Action Alternative. As a result, 
there are no disproportionate impacts on minority, or low-income populations of the proposed Denver 
Metroplex Project as compared to the No Action Alternative. 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Level of NEPA Review: The FAA’s primary mission is to provide the safest, most efficient aerospace 
system in the world. National Environmental Policy Act (NEPA) compliance and other environmental 
responsibilities are integral components of that mission. The FAA is responsible for complying with 
the procedures and policies of NEPA and other environmental laws, regulations, and orders applicable 
to FAA actions. Under NEPA, the Federal Agencies are required to disclose to decision-makers and the 
interested public a clear and accurate description of the potential environmental impacts that could 
arise from proposed Federal actions. The FAA decision-making process must consider and disclose the 
potential impacts of a proposed action and its alternatives on the quality of the human environment.    
   
In meeting its NEPA obligations, the FAA should seek to achieve the policy objectives of 40 CFR § 
1500.2 to the fullest extent possible. Once the FAA determines that NEPA applies to a proposed action, 
it needs to decide on the appropriate level of review. The three levels of NEPA review are Categorical 
Exclusion (CATEX), Environmental Assessment (EA), and Environmental Impact Statement (EIS). An 
EA is a concise public document that briefly provides sufficient evidence and analysis for determining 
whether to prepare an Environmental Impact Statement (EIS) or a Finding of No Significant Impact 
(FONSI). The purpose of an EA is to determine whether a proposed action has the potential to 
significantly affect the human environment. Specifically, the Final EA for the proposed Denver 
Metroplex Project considered the potential effects on the environmental resource categories identified 
in FAA Order 1050.1F. The FAA uses the corresponding thresholds that serve as specific indicators of 
significant impact for some environmental impact categories.    
   
The FAA evaluated the Preferred Alternative and the No Action Alternative, as required under NEPA. 
The results of the analysis indicate that the Preferred Alternative would not exceed the thresholds of 
significance for any of the resource impact categories analyzed. The Final EA presents sufficient 



3 
 

evidence and analysis in determining that preparation of a FONSI is appropriate and that no EIS is 
required in accordance with NEPA. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 



4 
 

equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Withold Personal Identifying Information: Commenters were made aware of the following 
statement with their comment submission - "Please be aware that your name, address, phone number, 
email address, or other personal identifying information in your comment may be made publicly 
available at any time.  You may include in your comment a request to withhold your personal 
identifying information, however we cannot guarantee that we will be able to do so". 
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Comments-Responses 

Comment# 240   Submitted by: Lasater, Stacey 
Comment Received: I'm worried about changing flight plans and the devaluation of our homes value, 
as well as our quality of life. We've lived in Coal Creek Canyon for 34 years, and love our quiet, 
peaceful area. 
 
Topics Identified in the Comment 

● Physical and Mental Health 
● Property Values 

 
 

FAA Response for Comment #240 Topics 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Property Values: The proposed Denver Metroplex Project involves air traffic control routing changes 
for airborne aircraft only; and does not involve land acquisition, physical disturbance, or construction 
activities. The determination of whether a proposed action may have a significant environmental 
impact under the National Environmental Policy ACT (NEPA) is made by considering the relevant 
environmental impact categories and comparing impact to the FAA’s thresholds of significance as 
outlined in FAA Order 1050.1F. The assessment of property values is not an environmental impact 
category as outlined in FAA Order 1050.1F. To the extent applicable, and as there are no significant 
impacts under noise or compatible land use, the proposed Denver Metroplex Project is compatible with 
existing and planned land uses, and the applicable regulations and policies of federal, state, and local 
agencies. A limited number of studies have attempted to measure the impact of aircraft noise on 
property values. Specific studies of the impact of noise at the Study Airports on real property values 
have not been conducted and are not required. Studies conducted at other national airports have 
concluded that airport noise only has a slight impact on property values within the Day Night Average 
Sound Level 65 decibels or greater noise contour around airports. Additionally, comparison of older 
studies to more recent studies indicates that the impact was greater in the 1960s, when jet aircraft first 
entered the fleet. This decrease presumably is the result of stabilization of real estate markets following 
an initial adjustment to noisier jets, and of noise reduction in more modern Stage 3 or better aircraft. 
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Comments-Responses 

Comment# 241   Submitted by: Latouche, Shantell 
Comment Received: I do not support increased air traffic through Gillian area! 
 
Topics Identified in the Comment 

● Potential Increase in Aircraft Operations 
 

 

FAA Response for Comment #241 Topics 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
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Comments-Responses 

Comment# 242   Submitted by: Lawrence, Nathan 
Comment Received: Dear FAA  
 
With reference to the Denver Post article titled "(a)s feds prepare to shift DIA air traffic patterns  
Gilpin County is the latest community to dread plane noise " 
dated December 16  2019  I would like to respectfully ask that the FAA take all possible measures to 
minimize noise pollution over the pristine natural mountain areas to the west of Denver International 
Airport  including Golden Gate State Park  Eldorado Canyon State Park  the James Peak Wilderness 
Area  and the Indian Peaks Wilderness Area. 
 
These pristine natural places are exceptional in that they are close (less than 75 miles) to Denver 
International Airport and less than 30 miles from the borders of Metro Denver. As such  these natural 
places are constantly under threat from overuse and various forms of pollution. Coloradans have been 
consistently protective of these treasures and have enacted numerous land-use restrictions and devoted 
significant resources to their preservation. 
 
Coloradans understand the need to optimize efficiency and value measures that would help to reduce 
the carbon footprint of air travel  however  not at the expense of our state's most accessible wild places. 
Noise pollution affects animal populations and diminishes the experience of being in wild places. This 
is not easily quantifiable as is fuel consumption and flight delays  however  those of us who live here 
understand that the value of being able to enjoy a pristine experience in nature is valuable beyond 
measure. 
 
Please send representatives to visit these places if possible. Only a firsthand experience can 
communicate their worth. Those who do experience their natural beauty will become evangelists for 
their preservation in all respects  guaranteed. 
 
Respectfully  
 
Nathan T. Lawrence 
Attorney 
Boulder native and Denver Resident 
 
Topics Identified in the Comment 

● DOT Section 4(f) Resources 
● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 

● Noise Modelling Analysis 
 
 

FAA Response for Comment #242 Topics 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
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evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
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Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
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all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Noise Modelling Analysis: To comply with the National Environmental Policy Act (NEPA) 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric. DNL is the FAA’s primary metric used to establish a yearly day/night average of cumulative 
noise energy exposure of individuals to noise resulting from aviation activities. The noise analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR). IFR-filed aircraft activity was 
forecasted for the years 2019 and 2024 and used to model conditions under both the No Action 
Alternative and the Preferred Alternative.   
   
The FAA’s noise guidelines for compliance with NEPA define a significant impact as an increase of 
DNL1.5 dB in areas exposed to aircraft noise of DNL 65 and higher. Using these criteria, the noise 
analysis results indicate that the Preferred Alternative when compared to the No Action Alternative 
would not result in a DNL 1.5 dB or higher increase in sensitive areas exposed to DNL 65 dB or 
higher.     
   
The compatibility of noise sensitive land use is evaluated through comparison with the compatibility 
guidelines provided in 14 CFR Part 150, Appendix A, table 1. The guidelines focus on areas exposed to 
noise levels of DNL 65 dB and greater. However, the FAA recognizes that this standard may not be 
relevant to certain noise sensitive areas. As shown in Table 5-2, a 3 dB increase in areas exposed to 
DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 to 60 dB are considered reportable 
noise increases. The FAA prepared the noise modelling analysis of the proposed flight procedures to 
account the reportable noise criteria. Experience has indicated that DNL increases 5 dB or more at 
cumulative levels well below DNL 65 dB could be disturbing to people and become a source of public 
concern.    
   
The FAA identified three areas with lower levels of aircraft noise exposure, specifically, an increase of 
DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB.  Although this would result in a 
reportable aircraft noise exposure DNL 5 dB increase in areas exposed to DNL between 45 dB and 60 
dB, the project does not introduce noise that would affect the features, or attributes associated with the 
three areas that would adversely affect it. 
 
 



1 
 

Comments-Responses 

Comment# 243   Submitted by: Lehmkuhl, Judy 
Comment Received: Classic NIMBY no one wants planes going loudly over their house frequently. 
When the flight paths are scattered the noise impact is less. Scattering means less congestion on a 
shared route.  The higher the altitude  the less impact of the sound.  Gain altitude to the east  then swing 
around to the west.  At least utilize NW   SW  other compass points to dilute the impact. The 
squeakiest wheel (id Boulder) gets the most oil! Coal Creek Canyon and Gilpin County are now 
squeaking! 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

● West SIDs 
 
 

FAA Response for Comment #243 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
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https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
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Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
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Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 244   Submitted by: Lerchbacher, Jessica 
Comment Received: The loudness and closeness to my home has be concerned about Centennial 
Airport's traffic.  The planes seem to be coming in more often  and lower and later in the night.  I have 
had experiences where airplane noise is rattling my home while i'm putting my children to bed or when 
i'm going to bed.  It seems to have gotten worse over the last 9 months. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● General Aviation/Visual Flight Rules 
● Purpose and Need of Project 

 
 

FAA Response for Comment #244 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
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General Aviation/Visual Flight Rules: The commenter raises concerns that the impacts to general 
aviation and aircraft operating under Visual Flight Rules (VFR) were not considered in the Final 
Environmental Assessment. When operating outside certain categories of controlled airspace, aircraft 
operating under VFR are not required to be in contact with ATC. Because these aircraft operate at the 
pilot’s discretion and are often not required to file flight plans, the FAA has very limited information 
about these operations. Consequently, there is no known source for comprehensive route, altitude, 
aircraft type, and frequency information for VFR operations in the General Study Area. However, even 
if complete information were available for VFR operations, the proposed Denver Metroplex Project 
would not require any changes to routing or altitudes to accommodate these operations. If they could be 
modeled, they would use the same flight routes and altitudes under the No Action Alternative and the 
Preferred Action for the Denver Metroplex Project. Their operations would not be affected by the 
forecast conditions in 2019 (the proposed first year of implementation) and 2024 (five years after 
implementation) for either the No Action Alternative or the Preferred Action for the Denver Metroplex 
Project. Therefore, VFR aircraft were not included in the analysis. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 245   Submitted by: Licklider, Templin 
Comment Received: I have a south facing solarium and there are constant low-flying jets coming from 
DIA and up Boulder Canyon from about 7 PM to 11PM. In the winter it's a nice light show. In warmer 
weather i have to wear ear plugs because of the constant noise. Please move the traffic to southern 
Gilpen county. The people in Blackhawk/Central City are already deaf from all those slot 
machines.....tim 
 
Topics Identified in the Comment 

● Altitude/Mean Sea Level 
● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #245 Topics 
 
Altitude/Mean Sea Level: Airspace classes are defined by regulations in 14 CFR part 71. Class A 
airspace covers the highest altitudes of above 18,000 feet Mean Sea Level. Unless specially authorized, 
all aircraft in Class A airspace must operate under Instrument Flight Rules. Class B airspace generally 
includes airspace from the surface to 10,000 feet Mean Sea Level around the busiest airports and is 
individually tailored to contain all published instrument flight procedures for that airport. Class B 
airspace typically consists of a surface area around the airport and two or more layers that increase in 
size. Airspace altitudes are expressed in Mean Sea Level because it is a consistent measurement for 
aircraft flight operations, while Above Ground Level varies with the local terrain. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
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http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
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(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 246   Submitted by: Limber, Martha 
Comment Received: There are far too many very loud planes that fly over our house in South Boulder. 
I especially noticed the increase in flight traffic this summer  when we ate dinner outside  but now I'm 
noticing the large amount of traffic even from inside our house. I think flight routes need to be diverted 
5-10 miles south so there are not si many really loud planes flying over our neighborhood. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Potential Increase in Aircraft Operations 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #246 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
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Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 247   Submitted by: Lindsay, Erin 
Comment Received: Hi  
 
I've noticed an enormous uptick in noise pollution due to air traffic. Our town used to be quiet and 
peaceful. Now it feels like a war zone. The noise pollution from air traffic is truly a public health issue. 
Current air traffic routes are atrocious and desperately need to change. The new routes proposed by the 
F.A.A. do not do nearly enough to address this problem. Please fix it. Please revert back to the old 
flight paths which were used before this became a problem for our community. Thank you for your 
time  
Erin Lindsay 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Potential Increase in Aircraft Operations 
● Physical and Mental Health 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #247 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
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Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
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implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 248   Submitted by: Liu, Lian 
Comment Received: There has been increasing noise from the air traffic in the Greenwood Village 
area  it's a  health hazard to the residents here. Please do something for us! 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Physical and Mental Health 
● Purpose and Need of Project 

 
 

FAA Response for Comment #248 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
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environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 249   Submitted by: Lovett, Jon 
Comment Received: If gilpin county or any close in front range mountainous county is selected as a 
flight path there will be an increased fire hazard during our dry season summer months. This will result 
from the inevitable crash which will occur from flying into or leaving DIA and the abrupt elevation 
change from Denver metro to here in gilpin county...sooner or later that will mske a difference and itll 
happen. There will be a little or a lot of burning kerosene depending upon whether the flight is inbound 
or outbound. It'll really light up all super dry summer tinder that lies about on the ground. We dont 
have enough firetrucks to put out that kind of an ignition. Well lose our houses, property, animals, and 
lives. Come in some other way..across from the southwest or northeast. Simply fly less. Charge more 
to get here and fewer will come. Everyone involved in the flyong business will still make their money 
only they'll work less to get it. 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #249 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 250   Submitted by: Maciula, Kathryn 
Comment Received: Please reconsider changing air traffic pattern to increase traffic over Coal Creek 
Canyon. This will be absolutely devastating for the thousands of us living here. The noise pollution 
would ruin everything we have created here and I can only imagine the negative effects it will have on 
the wild life. Please try to imagine finding peace in your home out in nature, only to have that ruined in 
a way total beyond your control. Please do not do this! 
 
Topics Identified in the Comment 

● Biological Resources 
● BRNKO STAR 
● Purpose and Need of Project 

 
 

FAA Response for Comment #250 Topics 
 
Biological Resources: The greatest potential for impacts to wildlife species would result from wildlife 
strikes on avian and bat species at altitudes below 3,000 feet AGL. Changes to flight paths under the 
Preferred Alternative would primarily occur at or above 3,000 feet AGL. Therefore, the Preferred 
Alternative would not result in significant impacts to avian and bat species when compared with the No 
Action. The No Action would not involve changes to air traffic flows, land acquisition, construction, or 
other ground disturbance activities. Therefore, the No Action would not result in significant impacts to 
fish, wildlife, or plants. 
 
BRNKO STAR: The workload for managing air traffic on the existing PUFFR (RNAV) STAR flight 
procedure is intensive for air traffic controllers as it requires them to maintain separation between 
aircraft arrivals at Centennial Airport and aircraft arrivals and departures at Denver International 
Airport. The workload intensity has been identified as a potential safety risk, notably during periods of 
heavy air traffic operations in the Denver area airspace. The FAA is proposing to replace the existing 
PUFFR (RNAV) STAR with the proposed BRNKO (RNAV) STAR to enhance safety and efficiency 
for air traffic flow from the north arriving to Centennial Airport. The BRNKO (RNAV) STAR was 
developed in collaboration with the user groups including National Business Aviation Association and 
the Colorado Aviation Business Association to meet all safety and efficiency requirements. 
Additionally, the proposed PINNR (RNAV) STAR was developed to accommodate arrivals from the 
north. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
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operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 251   Submitted by: Mansour, Constance 
Comment Received: Denver Metroplex: Thank you FAA for considering shifting the proposed 
ZIMMR flight path 0.7 miles south for a total of about 2 miles southward shift from the present 
FOOOT position. There still would be reverberation off the mountains that travels a long way and 
could wake us up at night. Therefore we also would strongly suggest considering the South Boulder 
citizens' proposal #2: Shifting the ZIMMR another 1.3 miles south (for a total southward shift of 2 
miles for ZIMMR). This would then involve shifting the COORZ, CONNR and BAYLR flight paths 
1.3 miles south. My elderly live-in parents need 24 hr care, so it would be a hardship to have to move if 
jet traffic noise continues near our home and gets worse. It is compounded during the day by air traffic 
from RMMA and U.S. Highway 36 and 93 traffic noise near our home. Pls see our address on a map 
for reference. 
 
Topics Identified in the Comment 

● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #251 Topics 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
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qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 252   Submitted by: Marciniak, Michelle 
Comment Received: I understand that the FAA is planning on directing east west flights out of DIA 
over Gilpin County rather than having them evenly distributed over the front range.  The result  I've 
been informed  is that we may have as many as one plane every five minutes flying over our home.  
We built our home at the top of Coal Creek Canyon because it is a lovely  quiet place.  We never 
planned to be in the flight path of the Denver airport.  We are not saying that all flights over Gilpin 
County should be banned.  However  we feel that the flights should be evenly distributed over the front 
range rather than being funneled over a single county.  We also feel that it was inappropriate that 
residents of Gilpin County were left out of the public meetings to discuss the Denver Metroplex 
project. 
 
Topics Identified in the Comment 

● Frequency of Aircraft Overflights 
● Public Outreach/Public Involvement 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

● West SIDs 
 
 

FAA Response for Comment #252 Topics 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
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Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
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satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 253   Submitted by: Marciniak, Walter 
Comment Received: Making decisions without local knowledge or input that will be detrimental to 
local residents is unconscionable. The FAA did not interact with those of us who will be most effected 
by this unilaterally imposed travesty. This is an  abuse of power by unelected bureaucrats. 
 
Topics Identified in the Comment 

● Public Outreach/Public Involvement 
 

 

FAA Response for Comment #253 Topics 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
 



1 
 

Comments-Responses 

Comment# 254   Submitted by: Marquis, Melinda 
Comment Received: Your move of the FOOOT route  which used to go over Boulder  to the new 
ZIMMR route directly over Nederland in 2019  has returned the jet noise problem that Nederland 
suffered 20 years ago to its former unacceptable condition. Nederland is a small town near wilderness. 
Many Nederland residents live in the mountains to get away from the noise pollution of cities.  
City noise belongs in urban environments  not in rural or wilderness environments.  
 
I support the Boulder County Citizens concerned about DIA eastbound departure jet noise in Boulder 
County (CADN) proposal to move ZIMMR a few degrees south (i.e.  the Jerry Meehl ZIMMR Tweak). 
This would shift some ZIMMR route jet noise south  away from the Indian Peaks Wilderness  which is 
less polluted than the James Peak Wilderness because the latter suffers more noise from I-70 
automobile noise and ATVs. 
 
Topics Identified in the Comment 

● DEN Metroplex Has Not Been Implemented 
● East SIDs 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #254 Topics 
 
DEN Metroplex Has Not Been Implemented: The Proposed Action has not been implemented and 
will not be implemented until after the FAA has carefully and thoroughly considered the results of the 
Environmental Assessment (EA). The EA, prepared in accordance with the National Environmental 
Policy Act and FAA Order 1050.1E, documents the potential effects to the environment that may result 
from implementation of the Proposed Action. Per 40 C.F.R. § 1508.9, the EA provides the information 
and analysis for determining whether to prepare an Environmental Impact Statement or a Finding of No 
Significant Impact. Accordingly, any existing noise or air quality issues being experienced by the 
commenter cannot be attributed to the Denver Metroplex Project. The Proposed Action is not intended 
to address current noise or air quality issues associated with existing air traffic. 
 
East SIDs: The Draft EA Preferred Alternative East SIDs (EEONS, EMMY’s, EXTAN and EPKEE) 
have been removed from the Final EA Preferred Alternative due to changes in the FAA flight 
procedure design criteria, and changes in FAA air traffic control operating procedures. The FAA 
attempted to re-design the proposed procedures. However, in order for the re-designed procedures to 
meet the new design criteria, they did not meet the Purpose and Need for the proposed DEN Metroplex 
Project. Therefore, the revised Preferred Alternative carries forward those eastbound Area Navigation 
(RNAV) SID flight procedures that are noted in the No Action (EEONS, EMMYS, EXTAN, EPKEE). 
These SID flight procedures will remain in use. The No Action EPKEE SID will be modified in the en 
route structure above 18,000 feet above mean sea level (MSL) with a transition that ensures separation 
from the COUGAR military operations area special use airspace for safety. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
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equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 255   Submitted by: Marsella, Chris 
Comment Received: Please withhold my personal identifying info. I, along with other residents 
Superior and Louisville, are already subject to rapidly increasing overflights of RMMA (BJC), and 
now we are subject to increased overflights from DIA. Your lack of judgement, fairness, and 
community involvement is astounding. We live 45 minutes away from DIA and several hours a day, 
particularly at night, it sound like nonstop thunder. We do not have the benefit of an IGA (Inter-
government Agreements) like Adams County and Denver that route DIA aircraft around them due to 
fines. These overflights should be dispersed evenly among the Denver metro area and sent north of 
Boulder in less populated areas. Additionally, the Final EA is difficult to access which makes it 
impossible to know what changes, if any, were made from the Draft EA. The information doesn't load 
on our computer, even after following to access directions carefully and attempting to download the 
information multiple times. The directions are also poorly written, confusing and you would have to 
spend hours trying to figure it out. I know several other residents of Superior (Rock Creek) and 
Louisville who have also tried and had limited success. Despite what the FAA stated, this info was not 
made available at many libraries, and Louisville Library was excluded. Extending the comment period 
as multiple elected officials requested was not done, nor were their offices (Neguse and Bennet 
requested) briefed on the changes so they could properly inform constituents. The FAA released the 
Final EA months late and during the holidays when those on the ground are busy and unaware. The 
FAA will continue to be sued by multiple cities over the Metroplex projects, because they are negligent 
in their duties as an agency of the people. The Denver project will undoubtedly move ahead in March 
2020 no matter what comments those on the ground make. The FAA is only concerned with doing the 
airlines bidding and is unable to cite any credible reasons why any these flight patterns shouldn't be 
distributed evenly among all communities. You would think the ongoing Boeing 737 Max debacle and 
Boeing's relationship with the FAA would show the agency that change is needed. Unfortunately, the 
FAA's arrogance continues to be highlighted in these Metroplex projects. 
 
Topics Identified in the Comment 

● Comment Period 
● Commercial Airlines Operations Costs 
● Draft EA Exhibits 
● Google Earth Files 
● Potential Increase in Aircraft Operations 
● Public Outreach/Public Involvement 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
● Withold Personal Identifying Information  
 
 

FAA Response for Comment #255 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
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procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
Commercial Airlines Operations Costs: The purpose of the proposed Project is to address the 
problem of inefficiency of the existing aircraft flight procedures in the Denver Metroplex airspace. 
While fuel savings and/or a reduction in operating costs for commercial airlines may be  secondary 
benefits of implementing the proposed Denver Metroplex Project, it is not a part of the purpose and 
need for the Project. 
 
Draft EA Exhibits: There is no special knowledge of the Adobe Acrobat program needed to review 
Exhibits 3-7 through 3-12. Instructions on how to use the various features made available in the 
exhibits are presented in a page layered on the left hand side of the exhibits. The instruction page can 
be deselected from the list of layers that is displayed by selecting the Adobe Acrobat icon for layered 
pages. Second, because of the size of the General Study Area and the likelihood that a reader may only 
be interested in procedures serving one or two airports, the various arrival and departure procedures 
included in the No Action Alternative (Exhibit 3-7 through 3-9) and the Proposed Action (Exhibit 3-10 
through 3-12) are grouped by the Air Traffic Control procedure type (conventional or Area 
Navigation), operation (arrival or departure), and airport. This allows a reader to easily focus on his or 
her own area of interest and turn on or off only those flight corridors they are interested in. Similarly, 
other map features, such as airport icons, federal and state park properties, and highways, can be turned 
on or off to allow the user to select and view the details he or she is interested in. Finally, the 
information shown in Exhibits 3-7 through 3-12 has also been made available in the Google Earth 
format located at: http://www.metroplexenvironmental.com/denver_metroplex/denver_docs.html 
 
Google Earth Files: The FAA released information on the proposed Denver Metroplex Project in 
Google Earth format. This information is provided to allow the public to better understand the 
proposed procedures and the results of the noise analysis. These files can be downloaded from the 
project website at  
http://www.metroplexenvironmental.com/denver_metroplex/denver_docs.html. 
The information provided in Google Earth format includes the following: 
• The flight corridors for the No Action Alternative and the Proposed Action depicted in the exhibits in 
Chapter 3 of the Final Environmental Assessment (EA) 
• The AEDT model flight tracks used to complete the noise analysis prepared for the Final EA and to 
develop the flight corridors depicted in exhibits in Chapter 3 of the Final EA 
• The procedure route designs including waypoints 
• The results of the noise analysis for each grid point modeled under each scenario [i.e., Existing 
Conditions, No Action Alternative (2019 and 2024), and Proposed Action (2019 and 2024)]. As 
discussed in Section 5.1.2, three groups of points were modeled: 2010 Census block centroids, grid 
points at 0.5-nautical mile intervals located on a uniform grid that covers the entire General Study 
Area, and unique points representing Section 4(f) resources and historic sites listed on the National 
Register of Historic Places. 
Because of the size of the data presented, the files that present the flight corridors, flight tracks, and 
procedure routes are broken up by area: Centennial Airport (APA) only, Denver International Airport 
(DEN) only – East, DEN only – Northeast, DEN only – Northwest, DEN only Southeast, DEN only – 
Southwest, DEN only – West and non-APA Airport Satellites. More information on the noise analysis 
process, including development of the AEDT model flight tracks can be found in the Denver Metroplex 
Noise Technical Report, available at 
http://www.metroplexenvironmental.com/denver_metroplex/denver_docs.html The Google Earth 
application can be downloaded from https://www.google.com/earth/. Information on how to use 
Google Earth, including tutorials, is provided at https://www.google.com/earth/learn/. Please note that 
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due to file size and depending the internet connection speed, the files may take some time to download 
into Google Earth. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
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complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
Withold Personal Identifying Information: Commenters were made aware of the following 
statement with their comment submission - "Please be aware that your name, address, phone number, 
email address, or other personal identifying information in your comment may be made publicly 
available at any time.  You may include in your comment a request to withhold your personal 
identifying information, however we cannot guarantee that we will be able to do so". 
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Comments-Responses 

Comment# 256   Submitted by: Marsh, Michael 
Comment Received: At some point within the past couple of years  I began noticing the dramatically 
increased fly-overs of south Boulder  by commercial airliners and other airplanes. It's extraordinarily 
loud  and disturbing. Many crafts fly at a low altitude  probably because they don't have much distance 
between DIA and here to gain altitude. (And conversely  when they're descending over Boulder to 
DIA.) 
 
I am frequently jolted and startled by such flights. Sometimes the windows in our house shake  due to 
the vibration. I am regularly awakened by the sound of aircraft "buzzing" south Boulder. I use that term 
intentionally  because of the low altitude they're at  and the amount of noise they generate. 
 
Needless to say  it's even worse when one is outside trying to enjoy the outdoors. Not only Boulderites  
but many visitors try to enjoy Boulder's outdoor resources. Seems like a very strange place to have re-
routed airline traffic to  as you did within the past couple years. 
 
In addition  there are numerous studies documenting the adverse health effects on human populations 
that are subject to frequent flyovers. There is a "fallout" of sorts  from the emissions plumes  and 
increased exposure to other pollutants in jet fuel.  
 
In contrast  there are far less populated areas both to the south and north of us. To the south  between 
Boulder and Golden  down Highway 93  there is 25 miles of virtually uninhabited open space. Please 
look into re-routing flights there  or somewhere else that's less populated. 
 
Thank you. 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● Existing Arcraft Noise 
● Potential Increase in Aircraft Operations 
● Physical and Mental Health 
● Potential Increase In Fuel Burn and 
Emissions 

● Purpose and Need of Project 
● Sleep Disturbance/Speech Interference 
● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #256 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
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regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
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Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Potential Increase In Fuel Burn and Emissions: The commenter raised a concern regarding aircraft 
emission. As described in Section 5.2.3 of the Final Environmental Assessment under the proposed 
Denver Metroplex Project there would be a slight increase in fuel burn (1.83 percent in 2019 and 1.85 
percent in 2024) when compared to the No Action Alternative. While increased fuel burn corresponds 
with an increase in emissions, operational changes that could result in an increase in fuel burn would 
occur at 3,000 feet AGL or above and would not result in an increase in ground concentrations. Any 
operational changes that could result in an increase in fuel burn would occur at or above 3,000 feet 
AGL. As discussed above, procedures above 3,000 feet AGL are considered a de minimis action, 
would have little if any effect on emissions and ground concentrations of criteria pollutants, and are 
presumed to conform to all applicable State Implementation Plans.( 72 Fed. Reg. 6641 (February 12, 
2007). 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
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The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Sleep Disturbance/Speech Interference: The commenter recommended calculating different types of 
supplemental noise metrics to explain sleep disturbance and/or speech interference. A benefit of 
supplemental noise metrics is to help the public reach a better understanding of potential noise impacts. 
If the noise modelling analysis indicates a potential significant impact, FAA Order 1050.1F 
recommends additional information related to the human response to noise that is appropriate for the 
specific proposal. Additional information may include supplemental metrics applicable to sleep 
disturbance and/or speech interference. Such supplemental noise analysis is not, by itself, a measure of 
adverse aircraft noise or significant aircraft noise impact. As discussed in Chapter 5 of the EA, the 
noise modeling analysis indicated that the proposed Denver Metroplex project would not result in 
changes to noise exposure that exceed the significant noise threshold for the forecasted years of 2019 
and 2024. Therefore, the use of optional supplemental noise metrics are not warranted because they not 
would help explain the potential for cumulative noise exposure. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 257   Submitted by: Matthews, Gavin 
Comment Received: This is in response to the planned Metroplex routing of Denver International 
Airport flights over Black Hawk  Gilpin County  and Nederland. As a resident of this county and city  
and more importantly a supporter of Colorado's parks and wildlife  the plan to route a majority of 
Denver air traffic over this county is an awful idea. The residents of this county moved here to enjoy 
the best of what Colorado has to offer  and not to have jet noise and low-flybys constantly disrupt 
peace. This plan does not take into consideration the residents most impacted by the change  nor was 
any opportunity given to express our concerns. The Metroplex project has been routinely challenged 
and altered due to the very same concerns in other cities  and Denver and Gilpin County will do the 
same. We have long-established routes over the mountains that balance the need for modern transport 
with peace  and these should be continued into 2020 and beyond. 
 
Metroplex degrades quality of life and animal habitats  and puts Colorado a clear step behind. We need 
to collaborate to find solutions to Colorado's growth  but simply routing all air traffic over a formerly 
quiet mountain county at only 18 000ft is a blind and callous change. 
 
Topics Identified in the Comment 

● DOT Section 4(f) Resources 
● Frequency of Aircraft Overflights 
● Potential Increase in Aircraft Operations 
● Public Outreach/Public Involvement 
● Projected Changes in Aircraft Noise 
Exposure 

● Purpose and Need of Project 
● West SIDs 
 
 

FAA Response for Comment #257 Topics 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
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modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
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For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
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Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
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Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 258   Submitted by: Mayfield, Lyra 
Comment Received: I have lived in central Boulder  CO for 25yrs and I have a noticed a substantial 
increase in air traffic over Boulder in the past 3yrs. Hearing  and visually tracking  multiple passenger 
planes (sometimes as many as 1 every 3min) at any given hour over Boulder has been a disturbing 
trend as planes have been rerouted to fly over our city. I am writing to request a revaluation of flight 
patterns and a rerouting to NOT fly within a 15-20mile radius of our city limits. Boulder is still a small 
city and we should not have to contend with big city noise problems. Thank you for being open to 
public comment and for considering this email's content. PS: a jetliner is flying directly overhead as I 
write this. Lyra Mayfield 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #258 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
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Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
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RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 259   Submitted by: Mazurowski, Barbara 
Comment Received: I am a resident of Jefferson County and would appreciate more definition of the 
proposed flightpaths across our community and addition time to respond. 
 
Topics Identified in the Comment 

● Comment Period 
● Purpose and Need of Project 

 
 

FAA Response for Comment #259 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
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Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 260   Submitted by: McCormick, Sahari 
Comment Received: I once lived under the flight path to the Philadelphia airport and the constant 
noise of 6 planes a minute coming over was irritating at best. I moved to the mountains of Colorado to 
enjoy nature and the quiet. Since earlier this year I have been disturbed by many planes. I see the 
planes lining up to fly overhead. The noise wakes me during the night. I've witnessed wildlife being 
spooked by the noise. I know people who come to visit FOR the peace and quiet. Hikers come to enjoy 
the solitude but now they hear the birds and then the planes go over  which silences the wildlife 
momentarily. I'm all in favor of airport expansion and efficient air routes etc  however pretty soon there 
will be no wilderness left IF we don't protect it NOW. Noise pollution is unhealthy. We need to protect 
the mountains and keep the noise  light and garbage OUT. There are plenty of urban corridors that 
these flight paths can take that will take them over cities who constantly have noise already.  There is 
no room for the noise and pollution of planes flying overhead in remote areas. Let's all work to keep 
the wilderness wild. 
Thank you. 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● Biological Resources 
● DOT Section 4(f) Resources 
● Existing Arcraft Noise 
● Purpose and Need of Project 

● Sleep Disturbance/Speech Interference 
● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #260 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
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activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Biological Resources: The greatest potential for impacts to wildlife species would result from wildlife 
strikes on avian and bat species at altitudes below 3,000 feet AGL. Changes to flight paths under the 
Preferred Alternative would primarily occur at or above 3,000 feet AGL. Therefore, the Preferred 
Alternative would not result in significant impacts to avian and bat species when compared with the No 
Action. The No Action would not involve changes to air traffic flows, land acquisition, construction, or 
other ground disturbance activities. Therefore, the No Action would not result in significant impacts to 
fish, wildlife, or plants. 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 



3 
 

Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
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Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Sleep Disturbance/Speech Interference: The commenter recommended calculating different types of 
supplemental noise metrics to explain sleep disturbance and/or speech interference. A benefit of 
supplemental noise metrics is to help the public reach a better understanding of potential noise impacts. 
If the noise modelling analysis indicates a potential significant impact, FAA Order 1050.1F 
recommends additional information related to the human response to noise that is appropriate for the 
specific proposal. Additional information may include supplemental metrics applicable to sleep 
disturbance and/or speech interference. Such supplemental noise analysis is not, by itself, a measure of 
adverse aircraft noise or significant aircraft noise impact. As discussed in Chapter 5 of the EA, the 
noise modeling analysis indicated that the proposed Denver Metroplex project would not result in 
changes to noise exposure that exceed the significant noise threshold for the forecasted years of 2019 
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and 2024. Therefore, the use of optional supplemental noise metrics are not warranted because they not 
would help explain the potential for cumulative noise exposure. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 261   Submitted by: McCurry, Gordon 
Comment Received: The outbound airplane noise over my house since about 2014 interrupts my sleep 
at night, interrupts my family's enjoyment of our back yard, and feels like harassment. I feel like I am 
developing PTSD-like symptoms at night as I brace for the evening onslaught. I recommend a 2-step 
process to move westbound planes away from the south Boulder airspace: 1. Shift the RALFI waypoint 
(east of Boulder on the ZIMMR flight path) about 0.7 nautical miles south; and shift the IPALE 
waypoint (on the COORZ flight path south of RALFI) about 0.7 nautical miles south. This is made 
possible by reducing the departure angle between COORZ and CONNR from 17 degrees to 15 degrees. 
2. Shift ZIMMR another 1.3 miles south (for a total southward shift of 2 miles for ZIMMR). This 
would then involve shifting the COORZ, CONNR, and BAYLR flightpaths 1.3 miles south. I strongly 
request that both steps be implemented. Thank you for considering these suggestions. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Physical and Mental Health 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

● ZIMMR SID  
 
 

FAA Response for Comment #261 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
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https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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ZIMMR SID: The commenter requests that the FAA consider moving the flight path of the proposed 
ZIMMR (RNAV) SID southward from the location that was depicted at the workshops for the Draft 
Environmental Assessment. Based on the comments, the FAA completed a comprehensive analysis of 
the proposal to amend the flight procedure design of the proposed ZIMMR (RNAV) SID. The FAA 
modified the proposed ZIMMR (RNAV) SID by moving the location of the RALFI waypoint an 
additional 0.7 nautical miles to the south and east from the original location on the proposed ZIMMR 
(RNAV) SID. The new location of the RALFI waypoint creates a lateral shift of approximately 2.0 
nautical miles south of the location of the existing flight path of the published FOOOT (RNAV) SID 
procedure. The ZIMMR RNAV SID flight procedure will overfly north of the Gilpin County boundary. 
However, rapidly changing atmospheric conditions and convective activity over the Front Range may 
require air traffic control to build in a greater margin of safety to than the minimum separation 
standards for aircraft which may affect aircraft on the ZIMMR RNAV SID flight procedure. 
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Comments-Responses 

Comment# 262   Submitted by: McIntyre, Trish 
Comment Received: We are not in favor of any increased air traffic over Greenwood Village. 
 
Topics Identified in the Comment 

● Potential Increase in Aircraft Operations 
● Purpose and Need of Project 

 
 

FAA Response for Comment #262 Topics 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 263   Submitted by: Mckay, Natalie 
Comment Received: Strongly opposed to the metroplex plan as a resident of Gilpin County.  
Irreparable harm will be caused to the wilderness environment and our housing prices / quality of life.  
Denverâ€™s metroplex provides very little value compared to other plans and should be abandoned.  
Lastly  the mountainous environment is a unique condition which magnified the effect of this 
irresponsible noise hazard. 
 
Topics Identified in the Comment 

● Physical and Mental Health 
 

 

FAA Response for Comment #263 Topics 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
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Comments-Responses 

Comment# 264   Submitted by: McKay, Rob 
Comment Received: I do not support the Metroplex Plan specifically the increase in air traffic and 
noise over Gilpin County.  In addition to being a nuisance and degrading quality of life for current and 
future residences the impact on wildlife and open space should not be discounted. It is possible the 
current plan could cause significant damage in many respects and should be  in the least  further 
analyzed before being implemented. Specifically  a detailed study on the impact to local wildlife 
should be conducted with both the James Peak Wilderness and Golden Gate State park.  A further 
study should be conducted to assess the impact to current residents both in terms of noise effecting 
mental health as well as property value impact.  I think compensation should be awarded to those 
effected if nothing else.   
 
Overall  as a resident I disapprove of the plan in general and would like to see the traffic routed over 
the lower mountainous areas to the north of the state OR elevated to full cruising altitudes only when 
traversing over the foothills / continental divide.  
 
I do believe residents in other parts of the state such as Boulder and Denver are in agreement with the 
positions stated above.  If the plan is not changed I'm sure the community will continue to organize and 
expand its outreach to engage more citizens. 
 
Topics Identified in the Comment 

● Biological Resources 
● DOT Section 4(f) Resources 
● Existing Arcraft Noise 
● Potential Increase in Aircraft Operations 
● Physical and Mental Health 

● Property Values 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #264 Topics 
 
Biological Resources: The greatest potential for impacts to wildlife species would result from wildlife 
strikes on avian and bat species at altitudes below 3,000 feet AGL. Changes to flight paths under the 
Preferred Alternative would primarily occur at or above 3,000 feet AGL. Therefore, the Preferred 
Alternative would not result in significant impacts to avian and bat species when compared with the No 
Action. The No Action would not involve changes to air traffic flows, land acquisition, construction, or 
other ground disturbance activities. Therefore, the No Action would not result in significant impacts to 
fish, wildlife, or plants. 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
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that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
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has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Property Values: The proposed Denver Metroplex Project involves air traffic control routing changes 
for airborne aircraft only; and does not involve land acquisition, physical disturbance, or construction 
activities. The determination of whether a proposed action may have a significant environmental 
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impact under the National Environmental Policy ACT (NEPA) is made by considering the relevant 
environmental impact categories and comparing impact to the FAA’s thresholds of significance as 
outlined in FAA Order 1050.1F. The assessment of property values is not an environmental impact 
category as outlined in FAA Order 1050.1F. To the extent applicable, and as there are no significant 
impacts under noise or compatible land use, the proposed Denver Metroplex Project is compatible with 
existing and planned land uses, and the applicable regulations and policies of federal, state, and local 
agencies. A limited number of studies have attempted to measure the impact of aircraft noise on 
property values. Specific studies of the impact of noise at the Study Airports on real property values 
have not been conducted and are not required. Studies conducted at other national airports have 
concluded that airport noise only has a slight impact on property values within the Day Night Average 
Sound Level 65 decibels or greater noise contour around airports. Additionally, comparison of older 
studies to more recent studies indicates that the impact was greater in the 1960s, when jet aircraft first 
entered the fleet. This decrease presumably is the result of stabilization of real estate markets following 
an initial adjustment to noisier jets, and of noise reduction in more modern Stage 3 or better aircraft. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 265   Submitted by: McMahon, Kimberly 
Comment Received: This last summer I noticed a lot more noise in the area even walked outside many 
times to see what was so close to the houses not knowing there was a considered change in the flight 
plan. When this property was bought we looked at the amount of people  living in county  the wildlife 
and what all that meant for travel times during the winters. We decided that living close to nature not 
having many neighbors and doing a little extra planning was very much worth the move. Now your 
telling us all that we chose to move her for is being changed. I understand that the more people 
traveling the more airspace's those big aircrafts need but this is not the location to choose.. please leave 
out peaceful home out of expansion options..I would like to preserve the land and the habitations we 
currently have. Thank you 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Purpose and Need of Project 

 
 

FAA Response for Comment #265 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
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Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 266   Submitted by: McMillan, Daurice 
Comment Received: I have noticed recently the increase of air traffic over my house. Until recently it 
was an occasional helicopter or small plane. People do move to areas and expect a certain environment. 
The recent increase in air traffic is not minor and definitely sound pollution. EXTREMELY noticeable 
when you live in a rural area. I was never asked how this might impact me. I was never asked an 
opinion at all. It's my understanding that the county wasn't asked either. It is my understanding that 
larger counties were considered. I wonder why? 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Public Outreach/Public Involvement 

 
 

FAA Response for Comment #266 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
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Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
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Comments-Responses 

Comment# 267   Submitted by: Meehl, Gerald 
Comment Received: Recall our solution formulated by a large group of neighbors in Boulder, 
Louisville and Nederland for alleviating jet noise over south Boulder, Louisville and Nederland was a 
two step process noted below; in your proposed final EA you claim you will enact step 1 and we thank 
you for that, but to fully address our jet noise problems, please enact step 2 as well. You note that this 
would of course involve small southward shifts of the other westbound flight paths, but those are small 
in relation to what is required to give us relief from jet noise: 1. Shift the RALFI waypoint (east of 
Boulder on the ZIMMR flight path) about 0.7 nautical miles south; and shift the IPALE waypoint (on 
the COORZ flight path south of RALFI) about 0.7 nautical miles south. This is made possible by 
reducing the departure angle between COORZ and CONNR from 17 degrees to 15 degrees. 2. Shift 
ZIMMR another 1.3 miles south (for a total southward shift of 2 miles for ZIMMR). This would then 
involve shifting the COORZ, CONNR, and BAYLR flightpaths 1.3 miles south. 
 
Topics Identified in the Comment 

● COORZ SID - Move IPALE Waypoint 0.7 
Nautical Miles 
● Existing Arcraft Noise 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
● ZIMMR SID  
 
 

FAA Response for Comment #267 Topics 
 
COORZ SID - Move IPALE Waypoint 0.7 Nautical Miles: The commenter requests that the FAA 
consider modifying the proposed COORZ (RNAV) SID by moving the location of the IPALE 
waypoint 0.7 nautical miles south from the original location.  The FAA reviewed the proposal while 
also considering the effects of weather and winds in the area. Rapidly changing atmospheric conditions 
and convective activity over the Front Range requires air traffic control to build in a greater margin of 
safety to than the minimum separation standards for aircraft. The FAA determined the proposal would 
reduce the built-in margin of safety, thus limiting the procedures for air traffic control to efficiency 
manage air traffic on the proposed COORZ (RNAV) SID and CONNR (RNAV) SID. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
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Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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ZIMMR SID: The commenter requests that the FAA consider moving the flight path of the proposed 
ZIMMR (RNAV) SID southward from the location that was depicted at the workshops for the Draft 
Environmental Assessment. Based on the comments, the FAA completed a comprehensive analysis of 
the proposal to amend the flight procedure design of the proposed ZIMMR (RNAV) SID. The FAA 
modified the proposed ZIMMR (RNAV) SID by moving the location of the RALFI waypoint an 
additional 0.7 nautical miles to the south and east from the original location on the proposed ZIMMR 
(RNAV) SID. The new location of the RALFI waypoint creates a lateral shift of approximately 2.0 
nautical miles south of the location of the existing flight path of the published FOOOT (RNAV) SID 
procedure. The ZIMMR RNAV SID flight procedure will overfly north of the Gilpin County boundary. 
However, rapidly changing atmospheric conditions and convective activity over the Front Range may 
require air traffic control to build in a greater margin of safety to than the minimum separation 
standards for aircraft which may affect aircraft on the ZIMMR RNAV SID flight procedure. 
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Comments-Responses 

Comment# 268   Submitted by: Meehl, Jerry and Pamela 
Comment Received: Dear neighbors, 
It's time to provide an update on what's been happening over the second half of 2019 with regards to 
our jet noise problems over Boulder, Louisville, and Nederland. First, we want to thank our elected 
representatives for their efforts on our behalf in appealing to the FAA for help in moving the present 
FOOOT flightpath farther south. We attach a sample of the letters they sent to the FAA, and we greatly 
appreciate their efforts, as well as Pamela's tenacity in repeatedly reminding them to stand up for us by 
sending those letters. 
The initial FAA response was to establish the proposed ZIMMR flight path about 1.5 miles south of its 
present position, and this is what they proposed first in their workshop in April of 2017, and again in 
April of 2019. We pushed back on this and proposed the following as you will recall: 
Our recommendation was a two step process: 
1. Shift the RALFI waypoint (east of Boulder on the ZIMMR flight path) about 0.7 nautical miles 
south; and shift the IPALE waypoint (on the COORZ flight path south of RALFI) about 0.7 nautical 
miles south. This is made possible by reducing the departure angle between COORZ and CONNR from 
17 degrees to 15 degrees. 
2. Shift ZIMMR another 1.3 miles south (for a total southward shift of 2 miles for ZIMMR). This 
would then involve shifting the COORZ, CONNR, and BAYLR flightpaths 1.3 miles south. 
There were indications at the April 2019 workshop that the FAA would entertain enacting step 1, but 
they resisted step 2 due to the chain reaction on all the other westbound flightpaths. As it's turned out, 
the last attached letter below ('FAA Denver Metroplex EA') summarizes the current FAA solution to 
enact step 1. The relevant language appears near the end of the letter, and basically concludes that they 
will shift the proposed ZIMMR flightpath 0.7 miles south for a total of about 2 miles southward shift 
from the present FOOOT position. 
As some of you already know, the FAA opened yet another public comment period that closes 
tomorrow, Dec. 20. If you so desire, you could advocate for enactment of our proposed step 2 in 
addition to what they've proposed in enacting our step 1: 
The Federal Aviation Administration (FAA) has released the Final Environmental Assessment for the 
proposed Denver Metroplex Project for public review. The Denver Metroplex project would improve 
the efficiency of the national airspace system in the Denver region by optimizing aircraft arrival and 
departure procedures at Denver International Airport and four outlying satellite airports. A 32 day 
comment period from November 18, 2019 through December 20, 2019 is available where the interested 
public can submit comments on the Final Environmental Assessment. The purpose of the comment 
period is to provide an opportunity for the public to review the changes from the Draft Environmental 
Assessment to the Final Environmental Assessment, as well as comment related to Section 106 of the 
National Historic Preservation Act. The FAA will review and consider each comment prior to making 
its decision whether to implement the proposed Denver Metroplex Project.  
The public is invited to submit comments by mail, or via the Web comment form which is available 
here on this webpage https://www.faa.gov/air_traffic/community_involvement/den/ or the link 
provided on the Project website located at: 
http://www.metroplexenvironmental.com/denver_metroplex/denver_introduction.html throughout the 
comment period. 
It's unclear when the final word will come down or when or if any of this will get enacted. But we 
believe we need to keep applying pressure as long as the FAA has comment periods so they don't 
forget about our jet noise issues. 
Please forward to any other neighbors you think would be interested. 
thanks, 
Jerry and Pamela 
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Topics Identified in the Comment 

● COORZ SID - Move IPALE Waypoint 0.7 
Nautical Miles 
● Existing Arcraft Noise 
● Historical and Cultural Resources 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
● ZIMMR SID  
 
 

FAA Response for Comment #268 Topics 
 
COORZ SID - Move IPALE Waypoint 0.7 Nautical Miles: The commenter requests that the FAA 
consider modifying the proposed COORZ (RNAV) SID by moving the location of the IPALE 
waypoint 0.7 nautical miles south from the original location.  The FAA reviewed the proposal while 
also considering the effects of weather and winds in the area. Rapidly changing atmospheric conditions 
and convective activity over the Front Range requires air traffic control to build in a greater margin of 
safety to than the minimum separation standards for aircraft. The FAA determined the proposal would 
reduce the built-in margin of safety, thus limiting the procedures for air traffic control to efficiency 
manage air traffic on the proposed COORZ (RNAV) SID and CONNR (RNAV) SID. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
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303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Historical and Cultural Resources: The commenter mentioned the Environmental Assessment (EA) 
excludes the impact of noise at or below the Day Night Average Sound Level (DNL) of 65 decibels 
(dB) on noise sensitive areas, including historic and cultural properties. To comply with NEPA 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric; the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.    
   
However, the FAA recognizes that this standard may not be relevant to historical and cultural 
resources. As shown in Table 5-2, a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB 
increase in areas exposed to DNL 45 to 60 dB are considered reportable noise increases. In Section 5.6 
of the Final EA, the noise modelling analysis for the proposed Denver Metroplex Project indicated two 
areas of reportable noise grid points, which were investigated for the presence of historic and cultural 
properties. The FAA focused its efforts on identifying historic properties in the two areas of potential 
effect that could receive noise increases and considered the potential for overflight to introduce visual 
effects that could cause an alteration in the character of the historic property that qualify it for the 
National Register of Historic Places (National Register).  As depicted in Exhibit 5-2, the two areas are 
associated with the proposed aircraft flight procedures for Denver International Airport: the COORZ 
Area Navigation (RNAV) Standard Instrument Departure (SID) for westbound departures, the SLEEK 
(RNAV) SID for southbound departures.   
   
Under Section 106 of the National Historic Preservation Act, the FAA completed consultation with 
State and Local governments having jurisdiction or special expertise over historic and cultural 
resources. Additionally, the FAA entered into government-to-government consultation with forty-eight 
Native American Tribes having a legacy of occupation in the State of Colorado. Consultation with all 
of these parties did not identify any historic properties within the areas of potential effect for which a 
quiet setting is a characteristic that qualifies it for the National Register, and that therefore could be 
affected at the lower level of reportable noise exposure. The FAA also considered the potential for the 
introduction of visual elements that could diminish the integrity of the property’s historic features. We 
compared the proposed procedures with current flight tracks within the areas of potential effect, and 
determined that there would be no new areas overflown, and therefore no potential to introduce new 
visual elements. The proposed procedures would not introduce flight tracks over sensitive areas 
changing any existing impacts on those historic properties and cultural resources. Consultation did not 
identify any traditional and cultural properties within the APE for which aircraft noise and/or aircraft 
overflights would have an effect on a historic property’s characteristics qualifying that property for the 
National Register. Therefore, the proposed Denver Metroplex Project would not have an adverse effect 
on historic properties. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
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equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
ZIMMR SID: The commenter requests that the FAA consider moving the flight path of the proposed 
ZIMMR (RNAV) SID southward from the location that was depicted at the workshops for the Draft 
Environmental Assessment. Based on the comments, the FAA completed a comprehensive analysis of 
the proposal to amend the flight procedure design of the proposed ZIMMR (RNAV) SID. The FAA 
modified the proposed ZIMMR (RNAV) SID by moving the location of the RALFI waypoint an 
additional 0.7 nautical miles to the south and east from the original location on the proposed ZIMMR 
(RNAV) SID. The new location of the RALFI waypoint creates a lateral shift of approximately 2.0 
nautical miles south of the location of the existing flight path of the published FOOOT (RNAV) SID 
procedure. The ZIMMR RNAV SID flight procedure will overfly north of the Gilpin County boundary. 
However, rapidly changing atmospheric conditions and convective activity over the Front Range may 
require air traffic control to build in a greater margin of safety to than the minimum separation 
standards for aircraft which may affect aircraft on the ZIMMR RNAV SID flight procedure. 
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Comments-Responses 

Comment# 269   Submitted by: Merline, Diane 
Comment Received: I am opposed to this plan. We live in a remote area for quiet and this plan 
threatens to change this. I drive 65 miles per day to get AWAY from city noise! 
 
Topics Identified in the Comment 

● Projected Changes in Aircraft Noise 
Exposure 

 
 

FAA Response for Comment #269 Topics 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
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Comments-Responses 

Comment# 270   Submitted by: Merline, William 
Comment Received: I wish to object in the strongest terms about proposed changes to flight patterns 
that would go over Gilpin County. There are several reasons for this: 1) Primarily, we live at the edge 
of the Front Range, where terrain elevation abruptly rises from about 5000 ft MSL to 9000 ft MSL. 
This means that departing/arriving traffic, while at, say, 10000 ft above ground level over Golden, 
suddenly becomes 6000 ft above ground level in our community. Thus, the sound levels are almost 4 
times higher than they would be in Golden. Possibly this is not recognized by the FAA. The sound 
level is far enhanced over what might be expected for our distance from DIA. 2) There are 
concentrations of population in this close Front Range area that could and should be avoided with the 
flight paths. We request that you search out and use the least-populated corridors. Paths should also be 
varied so you don't drive the same residents crazy. I doubt if Central City / Black Hawk / Missouri 
Lakes is the least-populated route. 3) As far as I know, there are no noise-monitoring stations located in 
Gilpin County to assess the effect of aircraft noise. These stations are required at virtually all large 
commercial airports to record the timing, frequency, and sound level of flights. 4) I am not aware of 
any noise restrictions in place for aircraft flying over Gilpin and there should be. 5) We request noise 
mitigation procedures so that the aircraft manage to attain higher altitude before passing over Gilpin. 
Such noise abatement procedures are common in places like LAX, where departing aircraft must first 
attain altitude over the ocean before starting a pass over the city. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● NEPA and FAA Order 1050.1F 
● Noise Modelling 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #270 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
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Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Noise Modelling: The commenter raised concerns with the noise modelling methodology. The noise 
analysis of the Preferred Alternative compared to the No Action Alternative completed for the Final 
Environmental Assessment (EA) was prepared using the Aviation Environmental Design Tool (AEDT) 
version 2d, which is the FAA’s required noise model. The FAA uses AEDT to model noise for flight 
track changes over large areas to analyze noise associated with the No Action Alternative and the 
Denver Metroplex Project proposed action. The AEDT 2d modelling tool provides detailed modelling 
to evaluate the effects of high-altitude airspace changes from the ground level up to 18,000 feet Above 
Ground Level. The AEDT 2d model utilizes an extensive aircraft performance and sound level 
database that includes information on variations in sound attributed to different types of aircraft and 
aircraft engines, aircraft speed, climb and descent thrust, and the altitude along a route. Detailed terrain 
data was inputted into the AEDT 2d model, which accounts for the elevation of each grid point or 
population centroid when calculating the distance between the grid point and the aircraft. The aircraft 
noise analysis prepared for the Denver Metroplex Project Final EA was conducted in compliance with 
FAA Order 1050.1F. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
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The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 271   Submitted by: Milane, Tamara 
Comment Received: Unfortunately, I have always suspected the Denver Metroplex project was a 
"done deal". The only concession appears to be a slight deviation of flight departures over Boulder, 
which then impact other areas of the Metroplex unfavorably. The FAA outreach, which included 
various workshops around the Denver metro area and the initial public comment period seems to be 
only an attempt to give lip service to the inclusion of the general public in the decision-making process. 
Given the canned responses to the initial public commentary, they (FAA) seem to think they have 
covered all the bases. There were several hundred citizen comments and I was hard-pressed to find but 
a few comments in support of this program. It is very unpopular with the citizenry. There are millions 
of people all around the U.S. who appear to be unhappy with this project and who will suffer the 
consequences of the FAA's ill-conceived aircraft flight management program. The FAA studied 
various environmental impacts, but seems to have forgotten the citizens on the ground, who never 
before had issues with flight patterns and the associated relentless aircraft noise, potential health issues, 
pollution, etc. In my view, the only solution is dispersing these flights over a wider geographical area 
and relieving those of us beneath these flight patterns from the relentless and I'm sure, increasing 
number of flights coming out of DIA. The FAA has made a terrible mistake by imposing this program 
on the Denver Metro area. 
 
Topics Identified in the Comment 

● Comment Period 
● NEPA and FAA Order 1050.1F 
● Public Outreach/Public Involvement 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #271 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 



2 
 

proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
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general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 272   Submitted by: Miller, Donna 
Comment Received: I am writing to oppose the Denver Metroplexed Next Gen plan.  I live up here for 
the peace and quiet and I have a hearing disability where I need that quiet.  This will destroy my life.  
There is no good reason to do this and a lot of reasons not to. 
 
Topics Identified in the Comment 

● Physical and Mental Health 
● Purpose and Need of Project 
● West SIDs 

 
 

FAA Response for Comment #272 Topics 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
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Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 273   Submitted by: Miller, Teresa 
Comment Received: NO! We have wilderness areas up here in Gilpin County that should not be 
disturbed by the noise of constant jet traffic. We have families that moved OUT OF CITIES AND 
AIRPORT NEIGHBORHOODS for the peace and quiet the mountain environment provides. The 
research done on the 12 areas selected for this Metroplex Plan shows Denver Metroplex second from 
BOTTOM in the amount of benefit to the airlines' efficiency  etc. Not necessary!  
We have historical properties throughout Gilpin County that have been preserved for more than 100 
years. Our county is a destination for people around the country seeking the beauty and peace of these 
Rocky Mountains. Others come to enjoy the hiking opportunities in our national forests and parks. We 
have the James Peak Wilderness here in Gilpin  and the Golden Gate Canyon State Park. Look them 
up. You will find they are pristine  peaceful places for residents and visitors alike. The best part of this 
area is the PEACE IT PROVIDES and the wildlife. 
We are extremely opposed to the Denver Metroplex project for Gilpin County  and for Colorado as a 
whole. We would like the FAA to return the air traffic in Denver Metro back to the way it was two 
years ago  where you fairly dispersed jets throughout the skies. A highway in the sky over this peaceful  
natural land would destroy it. The changes that have already been made have ruined our peaceful 
environment  and we want that reversed!   
The Denver Metroplex Project will exacerbate the already-increased jet noise pollution over our area. 
We were never informed of this project  and have had no opportunity afforded us to meet with a 
representative of the FAA. 
DO NOT IMPLEMENT THIS PROJECT OVER GILPIN COUNTY. Please accept our County 
Commissioners' request for a meeting here. 
We have already organized a group in this community to fight the implementation of this plan  and we 
will do what is necessary to stop it  before it ruins our peaceful life up here on these mountains. 
 
Topics Identified in the Comment 

● DOT Section 4(f) Resources 
● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● Historical and Cultural Resources 
● Public Outreach/Public Involvement 

● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #273 Topics 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
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However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
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the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
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To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Historical and Cultural Resources: The commenter mentioned the Environmental Assessment (EA) 
excludes the impact of noise at or below the Day Night Average Sound Level (DNL) of 65 decibels 
(dB) on noise sensitive areas, including historic and cultural properties. To comply with NEPA 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric; the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.    
   
However, the FAA recognizes that this standard may not be relevant to historical and cultural 
resources. As shown in Table 5-2, a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB 
increase in areas exposed to DNL 45 to 60 dB are considered reportable noise increases. In Section 5.6 
of the Final EA, the noise modelling analysis for the proposed Denver Metroplex Project indicated two 
areas of reportable noise grid points, which were investigated for the presence of historic and cultural 
properties. The FAA focused its efforts on identifying historic properties in the two areas of potential 
effect that could receive noise increases and considered the potential for overflight to introduce visual 
effects that could cause an alteration in the character of the historic property that qualify it for the 
National Register of Historic Places (National Register).  As depicted in Exhibit 5-2, the two areas are 
associated with the proposed aircraft flight procedures for Denver International Airport: the COORZ 
Area Navigation (RNAV) Standard Instrument Departure (SID) for westbound departures, the SLEEK 
(RNAV) SID for southbound departures.   
   
Under Section 106 of the National Historic Preservation Act, the FAA completed consultation with 
State and Local governments having jurisdiction or special expertise over historic and cultural 
resources. Additionally, the FAA entered into government-to-government consultation with forty-eight 
Native American Tribes having a legacy of occupation in the State of Colorado. Consultation with all 
of these parties did not identify any historic properties within the areas of potential effect for which a 
quiet setting is a characteristic that qualifies it for the National Register, and that therefore could be 
affected at the lower level of reportable noise exposure. The FAA also considered the potential for the 
introduction of visual elements that could diminish the integrity of the property’s historic features. We 
compared the proposed procedures with current flight tracks within the areas of potential effect, and 
determined that there would be no new areas overflown, and therefore no potential to introduce new 
visual elements. The proposed procedures would not introduce flight tracks over sensitive areas 
changing any existing impacts on those historic properties and cultural resources. Consultation did not 
identify any traditional and cultural properties within the APE for which aircraft noise and/or aircraft 
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overflights would have an effect on a historic property’s characteristics qualifying that property for the 
National Register. Therefore, the proposed Denver Metroplex Project would not have an adverse effect 
on historic properties. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 



6 
 

investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 274   Submitted by: Millet, Jacqueline 
Comment Received: Thank you very much for the opportunity to comment on the Denver Metroplex 
Final Environmental Assessment (“EA”), which was made available to the public on November 18, 
2019. The City previously submitted comments on the draft environmental assessment on or about 
May 23, 2019. As the Mayor of the City of Lone Tree, I write to state our community’s strong and 
unequivocal objections to the final EA. The City of Lone Tree is a home rule municipality with over 
14,000 residents, covering 10 square miles located south and west of Centennial Airport. Our 
community would be directly impacted by the proposed Denver Metroplex. Centennial Airport is 
already the second busiest general aviation and business airport in the country and route changes and 
potential increases in flights over our community will have a direct, deleterious impact on our quality 
of life. We concur with the points raised by Centennial Airport in its objection letter. In addition, we 
object to the EA on the following grounds: 1. The FAA arbitrarily set 3,000 feet Above Ground Level 
(AGL) as the threshold to analyze all impacts studied in the EA. o The FAA considered noise and air 
quality impacts only above 3,000’ AGL but nothing below that threshold where Lone Tree residents 
live, work and play. It is no wonder that the EA’s conclusion “…that a Finding of No Significant 
Impact is appropriate.” o Aircraft are vectored for the sole purpose of landing at a specific destination 
after departure; they do not simply disappear in midair while descending below 3,000 feet AGL. o The 
3,000’ AGL has no basis in law or fact and was decided upon internally by the FAA without rationale. 
o Because the FAA completely ignores impacts below 3,000’AGL, any noise modeling is deeply 
flawed. 2. The EA ignores cumulative impacts as defined by the National Environmental Protection 
Act (NEPA). The FAA consistently misapplies, misinterprets or ignores the definition of “cumulative 
impacts” as defined by NEPA. The FAA correctly identified spatial and temporal boundaries but 
ignores the spatial relationship between above and below 3,000’AGL or the temporal impacts over the 
five-year and twenty-year planning horizons. o The FAA limited its temporal review using a five-year 
planning horizon and then only looked at runways and modifications to parallel runways to determine 
impacts. It completely failed to look at the thirty-nine new gates at Denver International Airport (DIA) 
which it is funding to add capacity to the airport, or the seventh runway being planned by the airport to 
add capacity. o The FAA also failed to look at the historic growth of Denver International Airport 
(DIA), and its current expansion plans to include a new runway. This “reasonably foreseeable future 
action” is projected to increase DIA air traffic by 70-100 percent by 2035, which is not accounted for in 
the cumulative impact analysis. 3. The EA disregards the FAA’s previously approved Centennial 
Airport Part 150 Noise Compatibility Program. Centennial Airport is the only airport in the Denver 
Metroplex to have an FAA funded and approved Part 150 Noise Compatibility Program (NCP). 
However, the NCP is not mentioned once in the EA despite the fact that the FAA has funded the 
program in the millions of dollars, and untold hours of work by volunteers and interested stakeholders 
have been and continue to be expended to ensure quality of life and air commerce can co-exist. o The 
Centennial Airport Part 150 study commenced in 1998 and the NCP was approved by the FAA in 
2012. More than twenty years of work with the FAA, citizens, and seven cities and towns and three 
counties are at risk of being upended by the Denver Metroplex if implemented without consideration of 
the NCP. o The Noise Roundtable, an FAA approved voluntary measure as part of its Record of 
Decision, currently consists of seven towns and cities including the City of Lone Tree as well as 
counties and other community stakeholders. The Roundtable is a forum to address and mitigate noise 
concerns. The FAA has completely ignored these efforts by not engaging with the Noise Roundtable. 4. 
The EA ignores the directives contained in the FAA Reauthorization Act of 2018. The Reauthorization 
Act mandates a number of metroplex-related studies and actions to produce a report on community 
involvement in FAA Nextgen projects located in metroplexes and a study on potential health and 
economic impacts of overflight noise. o By October 5, 2019, the FAA was required to submit to 
Congress pursuant to Sections 173 and 188 of Subtitle “D” two studies related to aircraft noise metrics 
and the 65 Day-Night Level (DNL) standard, respectively. It is unclear that these deliverables were 
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submitted to Congress, yet these studies have a direct bearing on noise studies and the impact on 
individuals exposed to aircraft noise. o The health and welfare of Lone Tree citizens should not have to 
take a backseat to the FAA attempting to rush changes to airspace usage when time is not of the 
essence. o The FAA should place a voluntary hold on the implementation of the Denver Metroplex 
until all studies are completed; and, o The FAA should be required to release and make public the 
studies ordered by Congress through the FAA Reauthorization Act. In closing, while the City of Lone 
Tree appreciates the opportunity to comment on the EA, it implores the FAA to actively engage and 
coordinate with concerned communities that would be negatively and significantly affected by the 
Denver Metroplex and the adverse impacts of overflight on the quality of life of residents living 
underneath the revised flight routes. Sincerely, Jacqueline A. Millet Mayor, City of Lone Tree cc: Lone 
Tree City Council Seth Hoffman, City Manager Linda Michow, City Attorney 
 
Topics Identified in the Comment 

● 14 CFR Part 150 
● Air Quality/Air Pollution  
● Cumulative Impacts 
● FAA Reauthorization Act of 2018 
● General Aviation/Visual Flight Rules 
● Historical and Cultural Resources 
● Potential Increase in Aircraft Operations 
● NEPA and FAA Order 1050.1F 

● Noise Modelling 
● Physical and Mental Health 
● Public Outreach/Public Involvement 
● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 
 
 

FAA Response for Comment #274 Topics 
 
14 CFR Part 150: The 14 Code of Federal Regulation Part 150 (Part 150) is a voluntary program that 
United States airports may undertake to seek a balance between their operational needs and the noise 
impacts their operations have on surrounding neighborhoods. A noise and land use compatibility plan 
under Federal Airport Aviation Regulation (F.A.R.) Part 150 Noise Compatibility would be prepared 
based on present and projected activity.  The F.A.R. Part 150 Noise Compatibility Regulation sets out 
rules and guidelines and authorizes Federal assistance for the preparation of airport noise compatibility 
programs.  Part 150 provides for the preparation of two types of information: Noise Exposure Maps, 
which describe existing noise conditions in the Airport area and projected future conditions if no noise 
abatement actions were taken; and a Noise Compatibility Program, which provides guidelines for the 
mitigation of existing incompatible land uses and the prevention of development that would introduce 
new incompatible uses. Together, this information constitutes the Noise Compatibility Plan for the 
coming 5-10 year period. 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
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conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Cumulative Impacts: Consideration of cumulative impacts applies to the impacts resulting from the 
implementation of the proposed Denver Metroplex Project combined with other actions. A cumulative 
impact is defined as an impact on the environment, which results from the incremental impact of the 
action when added to other past, present, and reasonably foreseeable future actions regardless of what 
agency (federal or non-federal) or person undertakes such other actions.   
   
Analyzing cumulative effects is considered within geographic (spatial) and time (temporal) boundaries. 
Reasonably foreseeable future actions refers to projects that would likely be completed before 2024 
and do not include those actions that are highly speculative or indefinite. The type of projects 
considered under the cumulative impact analysis were primarily limited to airfield projects, specifically 
projects that directly affect or involve runways and modifications to parallel taxiways. These type of 
projects may effect aircraft flight operations. A comprehensive search of the FAA Airport Capital 
Improvement Programs for the identified Study Airports yielded no substantive runway endpoint or 
elevation changes within the timeline horizons of the Final Environmental Assessment. The Preferred 
Alternative, when considered with other past, present, and reasonably foreseeable projects would not 
would not exceed the thresholds of significance for the resource categories analyzed in the Final 
Environmental Assessment. Therefore, no cumulative impacts would be anticipated. The No Action 
Alternative does not involve a proposed project that could contribute to the effects of past, present, or 
reasonably foreseeable projects. Therefore, no cumulative impacts would be anticipated under the No 
Action Alternative. 
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NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
FAA Reauthorization Act of 2018: The FAA Reauthorization Act of 2018 specifies congressionally 
mandated directives for which the FAA is responsible for completing at varied timelines.  In 
accordance with the congressionally mandated directives, the FAA will comply and adhere to the 
timelines. While the requested directives are being completed, the U.S. Congress did not place a 
moratorium on implementation of the proposed Denver Metroplex Project, or any Metroplex project. 
 
General Aviation/Visual Flight Rules: The commenter raises concerns that the impacts to general 
aviation and aircraft operating under Visual Flight Rules (VFR) were not considered in the Final 
Environmental Assessment. When operating outside certain categories of controlled airspace, aircraft 
operating under VFR are not required to be in contact with ATC. Because these aircraft operate at the 
pilot’s discretion and are often not required to file flight plans, the FAA has very limited information 
about these operations. Consequently, there is no known source for comprehensive route, altitude, 
aircraft type, and frequency information for VFR operations in the General Study Area. However, even 
if complete information were available for VFR operations, the proposed Denver Metroplex Project 
would not require any changes to routing or altitudes to accommodate these operations. If they could be 
modeled, they would use the same flight routes and altitudes under the No Action Alternative and the 
Preferred Action for the Denver Metroplex Project. Their operations would not be affected by the 
forecast conditions in 2019 (the proposed first year of implementation) and 2024 (five years after 
implementation) for either the No Action Alternative or the Preferred Action for the Denver Metroplex 
Project. Therefore, VFR aircraft were not included in the analysis. 
 
Historical and Cultural Resources: The commenter mentioned the Environmental Assessment (EA) 
excludes the impact of noise at or below the Day Night Average Sound Level (DNL) of 65 decibels 
(dB) on noise sensitive areas, including historic and cultural properties. To comply with NEPA 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric; the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.    
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However, the FAA recognizes that this standard may not be relevant to historical and cultural 
resources. As shown in Table 5-2, a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB 
increase in areas exposed to DNL 45 to 60 dB are considered reportable noise increases. In Section 5.6 
of the Final EA, the noise modelling analysis for the proposed Denver Metroplex Project indicated two 
areas of reportable noise grid points, which were investigated for the presence of historic and cultural 
properties. The FAA focused its efforts on identifying historic properties in the two areas of potential 
effect that could receive noise increases and considered the potential for overflight to introduce visual 
effects that could cause an alteration in the character of the historic property that qualify it for the 
National Register of Historic Places (National Register).  As depicted in Exhibit 5-2, the two areas are 
associated with the proposed aircraft flight procedures for Denver International Airport: the COORZ 
Area Navigation (RNAV) Standard Instrument Departure (SID) for westbound departures, the SLEEK 
(RNAV) SID for southbound departures.   
   
Under Section 106 of the National Historic Preservation Act, the FAA completed consultation with 
State and Local governments having jurisdiction or special expertise over historic and cultural 
resources. Additionally, the FAA entered into government-to-government consultation with forty-eight 
Native American Tribes having a legacy of occupation in the State of Colorado. Consultation with all 
of these parties did not identify any historic properties within the areas of potential effect for which a 
quiet setting is a characteristic that qualifies it for the National Register, and that therefore could be 
affected at the lower level of reportable noise exposure. The FAA also considered the potential for the 
introduction of visual elements that could diminish the integrity of the property’s historic features. We 
compared the proposed procedures with current flight tracks within the areas of potential effect, and 
determined that there would be no new areas overflown, and therefore no potential to introduce new 
visual elements. The proposed procedures would not introduce flight tracks over sensitive areas 
changing any existing impacts on those historic properties and cultural resources. Consultation did not 
identify any traditional and cultural properties within the APE for which aircraft noise and/or aircraft 
overflights would have an effect on a historic property’s characteristics qualifying that property for the 
National Register. Therefore, the proposed Denver Metroplex Project would not have an adverse effect 
on historic properties. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Noise Modelling: The commenter raised concerns with the noise modelling methodology. The noise 
analysis of the Preferred Alternative compared to the No Action Alternative completed for the Final 
Environmental Assessment (EA) was prepared using the Aviation Environmental Design Tool (AEDT) 
version 2d, which is the FAA’s required noise model. The FAA uses AEDT to model noise for flight 
track changes over large areas to analyze noise associated with the No Action Alternative and the 
Denver Metroplex Project proposed action. The AEDT 2d modelling tool provides detailed modelling 
to evaluate the effects of high-altitude airspace changes from the ground level up to 18,000 feet Above 
Ground Level. The AEDT 2d model utilizes an extensive aircraft performance and sound level 
database that includes information on variations in sound attributed to different types of aircraft and 
aircraft engines, aircraft speed, climb and descent thrust, and the altitude along a route. Detailed terrain 
data was inputted into the AEDT 2d model, which accounts for the elevation of each grid point or 
population centroid when calculating the distance between the grid point and the aircraft. The aircraft 
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noise analysis prepared for the Denver Metroplex Project Final EA was conducted in compliance with 
FAA Order 1050.1F. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
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same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 275   Submitted by: Mineo, David 
Comment Received: The Town of Berthoud, Colorado is located 35 miles North West of DIA. We 
have three major arrival patterns over our small 10 square block Historic Old Town area since 2013. 
This small historic area is surrounded by open airspace and sparsely populated farmland. We, Berthoud 
residents and elected town officials have been requesting for years to divert around this small Historic 
Old Town area. Live radar has indicated for years the open airspace and farmland surrounding this 
area, yet you continue pounding the residents and Historic houses with these arrivals to DIA. Letters 
have been sent about these concerns signed by the Berthoud Mayor, town administrator, Berthoud town 
board members and residents. With so much open area surrounding this small historic area, the FAA 
employees who design these routes should create routes over the sparsely populated areas and not this 
small, dencely populated Historic Town of Berthoud, Colorado. Residents have been harassed by 
aircraft noise day and night for seven years. Waking us throughout the night and robbing this small 
historic area of it's small town identity. This can easily be avoided by observing ground populations. 
We understand the need for speed and economy of arrivals to DIA. With the existing open area for 
miles surrounding this small town, after seven years ,and concern from the entire town, we would 
appreciate some respect regarding this serious noise issue. Preservation of this small historically 
designated area is critical to the Colorado front range. Please take time to observe the miles of open 
airspace and land surrounding Old Town Berthoud, Co. and divert arrivals around this 10 square block 
( 1 square mile) Historic area. Residents and elected officials of Berthoud are tired of these three major 
routes that have negatively affected this town for years! It is time you changed them. Thank-You 
 
Topics Identified in the Comment 

● Historical and Cultural Resources 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #275 Topics 
 
Historical and Cultural Resources: The commenter mentioned the Environmental Assessment (EA) 
excludes the impact of noise at or below the Day Night Average Sound Level (DNL) of 65 decibels 
(dB) on noise sensitive areas, including historic and cultural properties. To comply with NEPA 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric; the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.    
   
However, the FAA recognizes that this standard may not be relevant to historical and cultural 
resources. As shown in Table 5-2, a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB 
increase in areas exposed to DNL 45 to 60 dB are considered reportable noise increases. In Section 5.6 
of the Final EA, the noise modelling analysis for the proposed Denver Metroplex Project indicated two 
areas of reportable noise grid points, which were investigated for the presence of historic and cultural 
properties. The FAA focused its efforts on identifying historic properties in the two areas of potential 
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effect that could receive noise increases and considered the potential for overflight to introduce visual 
effects that could cause an alteration in the character of the historic property that qualify it for the 
National Register of Historic Places (National Register).  As depicted in Exhibit 5-2, the two areas are 
associated with the proposed aircraft flight procedures for Denver International Airport: the COORZ 
Area Navigation (RNAV) Standard Instrument Departure (SID) for westbound departures, the SLEEK 
(RNAV) SID for southbound departures.   
   
Under Section 106 of the National Historic Preservation Act, the FAA completed consultation with 
State and Local governments having jurisdiction or special expertise over historic and cultural 
resources. Additionally, the FAA entered into government-to-government consultation with forty-eight 
Native American Tribes having a legacy of occupation in the State of Colorado. Consultation with all 
of these parties did not identify any historic properties within the areas of potential effect for which a 
quiet setting is a characteristic that qualifies it for the National Register, and that therefore could be 
affected at the lower level of reportable noise exposure. The FAA also considered the potential for the 
introduction of visual elements that could diminish the integrity of the property’s historic features. We 
compared the proposed procedures with current flight tracks within the areas of potential effect, and 
determined that there would be no new areas overflown, and therefore no potential to introduce new 
visual elements. The proposed procedures would not introduce flight tracks over sensitive areas 
changing any existing impacts on those historic properties and cultural resources. Consultation did not 
identify any traditional and cultural properties within the APE for which aircraft noise and/or aircraft 
overflights would have an effect on a historic property’s characteristics qualifying that property for the 
National Register. Therefore, the proposed Denver Metroplex Project would not have an adverse effect 
on historic properties. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
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Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 276   Submitted by: Mineo, David 
Comment Received: I live at 5th St. and Capitol St. in Old Town Berthoud Colorado. The intersection 
of 5th St and Capitol St. has been in the crosshairs of two major arrivals patterns to DIA for almost 8 
years, one from west to east the other northwest to southeast. These planes have flown directly over 
my, and my neighbors houses, for years. They often fly so low they shake our roofs and rattle our 
windows. Old Town Berthoud is only 10 square blocks in size. We are locate 35 miles NW of DIA. 5th 
and Capitol is the highest point in old town. Looking west, we can see arrivals line 40 miles away 
heading right for our houses at 5th and Capitol St. while the entire sky surrounding this small area is 
empty. Often times they keep up awake at night and wake us in the mornings. 8 years of this 
harassment. It is time you looked at other options and finally give this historic area some peace and 
quiet. With the support of the entire town, can you finally divert around this area Life is short people, 
we all work hard every day to be able to afford our houses! We , town residents and elected officials, 
have all asked you to please divert around this small historic, all American town, one of the very few 
left along the Colorado front range. Residents of this small area have been pounded by these arrivals 
for years, Please. find other options. Please observe all the open airspace and land surrounding 
Berthoud for miles! 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
● Sleep Disturbance/Speech Interference 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #276 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
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Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Sleep Disturbance/Speech Interference: The commenter recommended calculating different types of 
supplemental noise metrics to explain sleep disturbance and/or speech interference. A benefit of 
supplemental noise metrics is to help the public reach a better understanding of potential noise impacts. 
If the noise modelling analysis indicates a potential significant impact, FAA Order 1050.1F 
recommends additional information related to the human response to noise that is appropriate for the 
specific proposal. Additional information may include supplemental metrics applicable to sleep 
disturbance and/or speech interference. Such supplemental noise analysis is not, by itself, a measure of 
adverse aircraft noise or significant aircraft noise impact. As discussed in Chapter 5 of the EA, the 
noise modeling analysis indicated that the proposed Denver Metroplex project would not result in 
changes to noise exposure that exceed the significant noise threshold for the forecasted years of 2019 
and 2024. Therefore, the use of optional supplemental noise metrics are not warranted because they not 
would help explain the potential for cumulative noise exposure. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 277   Submitted by: Mingo, Heidi 
Comment Received: DEN Metroplex EA Federal Aviation Administration Western Service Area – 
Operations Support Group 2200 S. 216th St. Des Moines, WA 98198-6547 December 18, 2019, I am 
writing to plead that you Stop the Denver Metroplex Plan, and reconsider extending the comment 
period! Like many Gilpin County residents, my husband and I moved to Gilpin County, seeking peace 
and quiet. Your plan is directing the jet traffic right over our home…our sanctuary…our sanity. The 
increased traffic will mean that we will only have about 5 minutes of peace in between jet noise – 
something that can be alleviated if you simply disperse the traffic for ALL communities to share. 
Doesn’t that sound fair? The deep rumbling of a jet is more than a nuisance to the ear. Often times, I 
can feel the vibration of a passing Jet in my body. If I can feel the vibration in my body, imagine the 
effects the vibrations have on Historical Structures, Terrain, Historical Archeological Sites, Domestic 
Animals, Wildlife, Migratory Birds, Fish, etc. Don’t just imagine - read the studies regarding the 
negative effects of noise. Or better yet, allow us the time to perform an environmental study, and 
present the science as to why directing the traffic over our community will be detrimental on multiple 
levels. It is disheartening that you denied extending the comment period, to a community that did not 
get the chance to be involved in the discussions to direct the flight patterns directly over their own 
home. Frankly, we feel bulldozed. We are being forced to withstand this Jet Noise, without having a 
seat at the table. I hear that you held dozens of stakeholder meetings, and 12 public workshops – but 
those were not inclusive of our community’s opinion. I am still upset at our county leadership for not 
representing our community - but there is no use trying to fix the past. We are standing up as a 
community, to be heard with our own voices. Over the Jet Noise, please hear us, and stop the Denver 
Metroplex Plan. It is not fair, right, or just to bulldoze a single community. Begging for your 
consideration, Heidi Mingo 16903 Hwy 119 Black Hawk, CO 80422 
 
Topics Identified in the Comment 

● Biological Resources 
● Comment Period 
● DOT Section 4(f) Resources 
● Existing Arcraft Noise 
● Historical and Cultural Resources 
● NEPA and FAA Order 1050.1F 
● Public Outreach/Public Involvement 

● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
● West SIDs 
 
 

FAA Response for Comment #277 Topics 
 
Biological Resources: The greatest potential for impacts to wildlife species would result from wildlife 
strikes on avian and bat species at altitudes below 3,000 feet AGL. Changes to flight paths under the 
Preferred Alternative would primarily occur at or above 3,000 feet AGL. Therefore, the Preferred 
Alternative would not result in significant impacts to avian and bat species when compared with the No 
Action. The No Action would not involve changes to air traffic flows, land acquisition, construction, or 
other ground disturbance activities. Therefore, the No Action would not result in significant impacts to 
fish, wildlife, or plants. 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
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action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
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Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
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their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Historical and Cultural Resources: The commenter mentioned the Environmental Assessment (EA) 
excludes the impact of noise at or below the Day Night Average Sound Level (DNL) of 65 decibels 
(dB) on noise sensitive areas, including historic and cultural properties. To comply with NEPA 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric; the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.    
   
However, the FAA recognizes that this standard may not be relevant to historical and cultural 
resources. As shown in Table 5-2, a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB 
increase in areas exposed to DNL 45 to 60 dB are considered reportable noise increases. In Section 5.6 
of the Final EA, the noise modelling analysis for the proposed Denver Metroplex Project indicated two 
areas of reportable noise grid points, which were investigated for the presence of historic and cultural 
properties. The FAA focused its efforts on identifying historic properties in the two areas of potential 
effect that could receive noise increases and considered the potential for overflight to introduce visual 
effects that could cause an alteration in the character of the historic property that qualify it for the 
National Register of Historic Places (National Register).  As depicted in Exhibit 5-2, the two areas are 
associated with the proposed aircraft flight procedures for Denver International Airport: the COORZ 
Area Navigation (RNAV) Standard Instrument Departure (SID) for westbound departures, the SLEEK 
(RNAV) SID for southbound departures.   
   
Under Section 106 of the National Historic Preservation Act, the FAA completed consultation with 
State and Local governments having jurisdiction or special expertise over historic and cultural 
resources. Additionally, the FAA entered into government-to-government consultation with forty-eight 
Native American Tribes having a legacy of occupation in the State of Colorado. Consultation with all 
of these parties did not identify any historic properties within the areas of potential effect for which a 
quiet setting is a characteristic that qualifies it for the National Register, and that therefore could be 
affected at the lower level of reportable noise exposure. The FAA also considered the potential for the 
introduction of visual elements that could diminish the integrity of the property’s historic features. We 
compared the proposed procedures with current flight tracks within the areas of potential effect, and 
determined that there would be no new areas overflown, and therefore no potential to introduce new 
visual elements. The proposed procedures would not introduce flight tracks over sensitive areas 
changing any existing impacts on those historic properties and cultural resources. Consultation did not 
identify any traditional and cultural properties within the APE for which aircraft noise and/or aircraft 
overflights would have an effect on a historic property’s characteristics qualifying that property for the 
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National Register. Therefore, the proposed Denver Metroplex Project would not have an adverse effect 
on historic properties. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
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National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
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The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 278   Submitted by: Mirarck, Carol 
Comment Received: The proposed flight paths in our peaceful and quiet mountain living will be 
ruining not only our lives but the wildlife will not be able to adapt. They are flying too low and sooner 
or later there is bound to be an accident and no way to get to them in our heavily wooded landscape. 
The airplane fuel will catch fire and create the largest path of destruction we have seen up here burning 
thousands of acres of pristine forest. Please reconsider the current flight paths. You need to take a lot 
more data before you finalize any flight paths! 
 
Topics Identified in the Comment 

● DOT Section 4(f) Resources 
● NEPA and FAA Order 1050.1F 

 
 

FAA Response for Comment #278 Topics 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
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proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
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Comments-Responses 

Comment# 279   Submitted by: Mirowski, Elizabeth 
Comment Received: I am astonished by the number of flights going over my house. I moved here to 
live in peace and serenity  but instead I hear flights overhead constantly  more than I did when I lived 
in Boulder.  
 
I am not sure why the plan calls for densely packed flight patterns to go over populated areas like 
Nederland  while locations like Black Hawk with a population of 126  are left virtually untouched.  
Please reroute the flights so they don't cross over North Boulder Creek watershed and Barker 
Reservoir. Consider moving them south to Black Hawk. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

● West SIDs 
 
 

FAA Response for Comment #279 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
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Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
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RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
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conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 280   Submitted by: Misken, Katharine 
Comment Received: I have lived here since 1994, and when I moved here NO commercial flights flew 
over the neighborhood. Starting around 2013 the noise from commercial air traffic has been 
unbearable. I can no longer sit outside and enjoy my back yard. My friends used to come over and 
comment on how quite my house and neighborhood used to be, since it had not noise other than birds. I 
am constantly assaulted by airplane noise when I walk my dog throughout the neighborhood. I can 
clearly and loudly hear the planes inside my house with all the doors and windows closed tight, and 
that is after I remodeled with sound proofing windows. My house is routinely shaken by the noise from 
airplanes flying overhead. The planes are so loud they can wake me up in the middle of the night. I 
have been deprived of the peaceful enjoyment of my property. The panes must stop flying anywhere I 
can hear them. It must return to the way it was when I bought the house. I would NEVER have 
purchased a house in any sort of commercial flight path. NEVER. The noise models that have been 
used are, first of all models and are therefore wrong. Even the head of modeling told me in a public 
information session that they lack any real world data on the noise in my neighborhood. He also said 
that the noise from the planes is reflected off the of the mountains,a the flatirons, and amplified by the 
shape of the mountains and that they were aware that the noise models did not, and could not, factor 
this in. I have been on flights that went directly over my house, and heard the ‘ping’ that indicates the 
flight is above 10,000 feet. However, my house is at just over 5600 feet in elevation, so those planes 
are less than a mile from me and the sound has been demonstrated to echo off the mountains back into 
my neighborhood. In public comment, I have also been told that planes do not fly directly overhead. 
That is simply wrong. I routinely see, and hear and feel, planes directly overhead. In public comment 
sessions I was also told that the flight paths had been changed because some new technology had been 
installed that had changed the flight paths. I DO NOT CARE. Fix your technology, that is your 
problem, not mine. You need to solve it now. MAKE WHAT EVER CHANGES YOU MUST SO I 
NEVER HEAR ANOTHER COMMERCIAL PLANE OVER MY HOUSE. NEVER. THIS MUST 
RETURN TO BASELINE, WHICH IS NO COMMERCIAL AIR TRAFFIC NOISE. NO NOISE. NO 
PLANES. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Noise Modelling 
● Sleep Disturbance/Speech Interference 

 
 

FAA Response for Comment #280 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
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Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Noise Modelling: The commenter raised concerns with the noise modelling methodology. The noise 
analysis of the Preferred Alternative compared to the No Action Alternative completed for the Final 
Environmental Assessment (EA) was prepared using the Aviation Environmental Design Tool (AEDT) 
version 2d, which is the FAA’s required noise model. The FAA uses AEDT to model noise for flight 
track changes over large areas to analyze noise associated with the No Action Alternative and the 
Denver Metroplex Project proposed action. The AEDT 2d modelling tool provides detailed modelling 
to evaluate the effects of high-altitude airspace changes from the ground level up to 18,000 feet Above 
Ground Level. The AEDT 2d model utilizes an extensive aircraft performance and sound level 
database that includes information on variations in sound attributed to different types of aircraft and 
aircraft engines, aircraft speed, climb and descent thrust, and the altitude along a route. Detailed terrain 
data was inputted into the AEDT 2d model, which accounts for the elevation of each grid point or 
population centroid when calculating the distance between the grid point and the aircraft. The aircraft 
noise analysis prepared for the Denver Metroplex Project Final EA was conducted in compliance with 
FAA Order 1050.1F. 
 
Sleep Disturbance/Speech Interference: The commenter recommended calculating different types of 
supplemental noise metrics to explain sleep disturbance and/or speech interference. A benefit of 
supplemental noise metrics is to help the public reach a better understanding of potential noise impacts. 
If the noise modelling analysis indicates a potential significant impact, FAA Order 1050.1F 
recommends additional information related to the human response to noise that is appropriate for the 
specific proposal. Additional information may include supplemental metrics applicable to sleep 
disturbance and/or speech interference. Such supplemental noise analysis is not, by itself, a measure of 
adverse aircraft noise or significant aircraft noise impact. As discussed in Chapter 5 of the EA, the 
noise modeling analysis indicated that the proposed Denver Metroplex project would not result in 
changes to noise exposure that exceed the significant noise threshold for the forecasted years of 2019 
and 2024. Therefore, the use of optional supplemental noise metrics are not warranted because they not 
would help explain the potential for cumulative noise exposure. 
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Comments-Responses 

Comment# 281   Submitted by: Moede, Joan 
Comment Received: I am a resident of Gilpin County  having moved here from Michigan two years 
ago. 
 
This is a beautiful  quiet  natural environment.  The substantial increase of air traffic over our county as 
proposed in the Metroplex project would be intrusive at best  and destructive to wildlife and the 
environment at worst.  Please extend the comment period and send FAA personnel to meet with we 
Gilpin County Residents so we can be heard and our concerns considered before you implement this 
project. 
 
Please withhold my personal identifying information. 
Thank you. 
Joan Moede 
 
Topics Identified in the Comment 

● Biological Resources 
● Comment Period 
● Potential Increase in Aircraft Operations 
● NEPA and FAA Order 1050.1F 
● Purpose and Need of Project 

● West SIDs 
● Withold Personal Identifying Information  
 
 

FAA Response for Comment #281 Topics 
 
Biological Resources: The greatest potential for impacts to wildlife species would result from wildlife 
strikes on avian and bat species at altitudes below 3,000 feet AGL. Changes to flight paths under the 
Preferred Alternative would primarily occur at or above 3,000 feet AGL. Therefore, the Preferred 
Alternative would not result in significant impacts to avian and bat species when compared with the No 
Action. The No Action would not involve changes to air traffic flows, land acquisition, construction, or 
other ground disturbance activities. Therefore, the No Action would not result in significant impacts to 
fish, wildlife, or plants. 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
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accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
 
Withold Personal Identifying Information: Commenters were made aware of the following 
statement with their comment submission - "Please be aware that your name, address, phone number, 
email address, or other personal identifying information in your comment may be made publicly 
available at any time.  You may include in your comment a request to withhold your personal 
identifying information, however we cannot guarantee that we will be able to do so". 
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Comments-Responses 

Comment# 282   Submitted by: Moede, Michael 
Comment Received: Thank you for receiving comments. At a Gilpin County meeting today  
12/18/2019  many concerns were voiced. Some concerned safety  some concerned noise  some 
concerned impact on the environment ; flora and fauna. Some concerned property values. Some 
concerned due process. Some concerned fairness. Some concerned community process. Some 
concerned legal process. The FAA exists to serve the citizens of the USA. We look forward to you 
doing the right thing for all of us . Please start by allowing more time for comments concerning Denver 
Metroplex EA. 
 
Thank you. 
 
Topics Identified in the Comment 

● Comment Period 
● NEPA and FAA Order 1050.1F 
● Property Values 
● Purpose and Need of Project 

● West SIDs 
 
 

FAA Response for Comment #282 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
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Property Values: The proposed Denver Metroplex Project involves air traffic control routing changes 
for airborne aircraft only; and does not involve land acquisition, physical disturbance, or construction 
activities. The determination of whether a proposed action may have a significant environmental 
impact under the National Environmental Policy ACT (NEPA) is made by considering the relevant 
environmental impact categories and comparing impact to the FAA’s thresholds of significance as 
outlined in FAA Order 1050.1F. The assessment of property values is not an environmental impact 
category as outlined in FAA Order 1050.1F. To the extent applicable, and as there are no significant 
impacts under noise or compatible land use, the proposed Denver Metroplex Project is compatible with 
existing and planned land uses, and the applicable regulations and policies of federal, state, and local 
agencies. A limited number of studies have attempted to measure the impact of aircraft noise on 
property values. Specific studies of the impact of noise at the Study Airports on real property values 
have not been conducted and are not required. Studies conducted at other national airports have 
concluded that airport noise only has a slight impact on property values within the Day Night Average 
Sound Level 65 decibels or greater noise contour around airports. Additionally, comparison of older 
studies to more recent studies indicates that the impact was greater in the 1960s, when jet aircraft first 
entered the fleet. This decrease presumably is the result of stabilization of real estate markets following 
an initial adjustment to noisier jets, and of noise reduction in more modern Stage 3 or better aircraft. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
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changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 283   Submitted by: Monahan, Catherine 
Comment Received: I live 70 miles northwest of DIA, but I may as well live next to a runway. Each 
day since July 2019, westbound commercial jets fly LOW and LOUD over my Nederland area home as 
often as every 2 minutes. One Sunday morning, 18 jets roared over the house in less than an hour. 
Before the noise of one plane recedes, another begins. This starts at 6 am and continues well past 11pm 
each night. The noise travels through windows, walls and ceilings. On Sunday August 4 jets flew over 
my home at: 8:30 am 8:35 am 8:37 am 8:38 am 8:40 am 8:44 am 8:46 am 8:49 am 8:50 am 8:51 am 
8:57 am 8:59 am 9:02 am 9:03 am 9:04 am 9:14 am 9:20 am, and 9:25 am More than four months later, 
nothing is changed. DIA’s noise complaint representatives contend the shift in flight paths is weather- 
or construction-related. This is nonsense. Without discussion, warning, or consideration for people's 
welfare, my home and community are now directly below a major flight path for the 5th busiest airport 
in the US. I’ve lived here 15 years. Until July, westbound air traffic was dispersed and planes flew 
much higher. Now, not only are the jets more frequent, they are LOW and LOUD. It is decreasing the 
quality of life for people in the mountains west of Boulder. We are being sacrificed for the benefit of 
the airlines and DIA. It is unacceptable. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● Purpose and Need of Project 

 
 

FAA Response for Comment #283 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
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Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
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equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 284   Submitted by: Moody, Clark 
Comment Received: It looks like I need to re-establish myself on your site. I have a question for you 
high altitude cooks. How can you make cookies rise at 8000 ft elevation? my wife"s cookies are flat 
and thin. Thanks much, Clark Moody in Coal Creek Canyon off of Brumm Trail. 
 
Topics Identified in the Comment 

● Comment Period 
 

 

FAA Response for Comment #284 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
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Comments-Responses 

Comment# 285   Submitted by: Moorman, Beth 
Comment Received: The flight patterns should avoid wilderness areas  for the sake of wildlife and for 
those who seek the quiet of nature. 
 
Topics Identified in the Comment 

● Biological Resources 
● Purpose and Need of Project 
● West SIDs 

 
 

FAA Response for Comment #285 Topics 
 
Biological Resources: The greatest potential for impacts to wildlife species would result from wildlife 
strikes on avian and bat species at altitudes below 3,000 feet AGL. Changes to flight paths under the 
Preferred Alternative would primarily occur at or above 3,000 feet AGL. Therefore, the Preferred 
Alternative would not result in significant impacts to avian and bat species when compared with the No 
Action. The No Action would not involve changes to air traffic flows, land acquisition, construction, or 
other ground disturbance activities. Therefore, the No Action would not result in significant impacts to 
fish, wildlife, or plants. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 286   Submitted by: Moorman, Max 
Comment Received: I frequently visit the area near Central City  and one of the primary benefits of 
doing so is the peace and quiet. Or it was. Lately  the increased air traffic has become a near constant 
annoyance. We have far too few quiet places left in this world. Seems to me it makes far more sense to 
keep that area quiet by rerouting those flights back where they were... over a much larger city where 
noise was already inevitable. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Potential Increase in Aircraft Operations 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

● West SIDs 
 
 

FAA Response for Comment #286 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
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Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
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controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 287   Submitted by: Morgan, Kathy 
Comment Received: I moved up to Gilpin county over 10 years ago.  The reason I did this is for the 
tranquility of mountains.  Over the past 2 to 3 years the air traffic over my home area has increased 
significantly.  It seems to be much louder volume coming from this air traffic.  I don't understand why 
air traffic is being routing over my home in the mountains.  I am against the increased air traffic and do 
not want this to continue or even to increase.  It is not right to take away my right for a quiet area to 
live in.  That is the reason I bought my house in Black Hawk.  Please redesign the flight patterns away 
from Highway 46.  Thank you. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Potential Increase in Aircraft Operations 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #287 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
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303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 288   Submitted by: Motchan, Judd 
Comment Received: I'm writing in opposition to the Denver Metroplex plan to basically make Gilpin 
County the Denver Metro Area airports' Western exit lane as well as the lane for East West overflights.  
I understand Congressman Joe Neguse threw Gilpin County under the City of Boulder bus and asked 
the FAA to clear the airspace over Boulder but please don't direct all that traffic over one small county.  
I also understand the FAA didn;t provide the citizens of Gilpin County the opportunity to comment on 
this plan during the same time other Countys were provided public comment time.  It appears we have 
been set up by the FAA from the beginning. 
 
Topics Identified in the Comment 

● Forecast/Future Operations 
● Public Outreach/Public Involvement 
● Purpose and Need of Project 

 
 

FAA Response for Comment #288 Topics 
 
Forecast/Future Operations: The purpose of the proposed Denver Metroplex Project, as described in 
Chapter 2 of the Final Environmental Assessment (EA), is to improve the efficiency of aircraft arrival 
and departure procedures and airspace utilization in the Denver Metroplex airspace. The FAA designed 
the metroplex initiative to optimize air traffic control (ATC) procedures and airspace on a regional 
scale. Optimized ATC procedures takes advantage of technological advances in navigation, such as 
Area Navigation (RNAV), while ensuring that aircraft not equipped to use RNAV flight procedures 
continue to have access to the National Airspace System. This approach addresses airspace congestion 
and other factors that reduce airspace efficiency in busy metroplex areas. The overall intent is to use 
limited airspace as efficiently as possible for congested metroplex areas.   
   
Aircraft flight schedules for the forecasted change in the number of aircraft operations at the Study 
Airports were prepared to support the aircraft noise analysis for the proposed Denver Metroplex Project 
Final EA. Three flight schedules were developed to represent the average annual day (AAD) flight 
activity at the Study Airports, corresponding to the years assessed for aircraft noise conditions and used 
to model future aircraft noise exposure. The AAD does not reflect a particular day, but is meant to 
represent a typical day over a period of a year. The forecast was based on the FAA’s 2018 Terminal 
Area Forecast (TAF), modified for 2019 and 2024 with additional details using previously identified 
arrival/departure times, aircraft types, and origin/destination information. The TAF is the official 
forecast of aviation activity at FAA facilities and is updated annually. The AAD flight schedules only 
include operations conducted by aircraft operating under Instrument Flight Rules (IFR) because the 
proposed Denver Metroplex Project involves the design of standard instrument arrival and departure 
procedures, which are only used by aircraft operating under IFR.    
   
Based on the data in the TAF, there is an anticipated increase in average annual day air carrier traffic to 
Denver International Airport between the years 2019 and 2024. The proposed Denver Metroplex 
Project used the forecast data to model noise for 2019 and 2024 conditions. The noise modeling 
analysis indicated that the proposed Denver Metroplex project would not result in changes to noise 
exposure that exceed the significant noise threshold for the forecasted years of 2019 and 2024. More 
detail related to the development of the forecasts is provided in Appendix H: Denver Metroplex Flight 
Schedules Technical Report available on the Project website at 
http://www.metroplexenvironmental.com/denver_metroplex/denver_docs.html. 
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Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
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Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 289   Submitted by: Murkland, James 
Comment Received: As a landowner in Gilpin County I am opposed to the proposed plan to re-route a 
substantial amount of air traffic from DIA and other regional airports over our County and our 
properties. Gilpin County residents were not notified of this plan until quite late in the process, some of 
us with a day’s notice to file public comment, and this is not fair to the residents of our County – no 
public workshops were scheduled, announced or held for us. The proposed and indicated increase in 
traffic, (which from 8-9000 feet seems much closer to us than the supposed 18,000 ft), and the increase 
in noise pollution is not why so many people move to the mountains. I feel that the volume of this 
proposed increase over this corridor will degrade the value of our beautiful 132 acres that are in both 
Gilpin and Jefferson Counties. I also work with many Veterans with the Local American Legion Post 
166. Many Vets come to the mountains and forests because of the peace and tranquility, a place to 
come home, a place to heal. We have had workshops and sweat lodge and campfire experiences with 
many, a beautiful place surrounded by the beauty of Golden Gate Canyon State Park where one can 
feel at peace, ground, and enjoy nature at its finest, to hear oneself breathe, bathe in the forest and 
where thousands of visitors come each year to enjoy the amazing jewel it is. This is important to many, 
including our Vets some who suffer from PTSD conditions due to their service, and the noise from 
these large jets going right overhead is quite disturbing. Currently there are also pending plans to build 
a Veterans meeting place and retreat on a property in Gilpin County, which is supported by the District 
and State American Legion Organization, and I believe that these flight paths could be detrimental to 
these Vets, and all of our neighbors peace and quiet, and property values may be affected as well. We 
did not come up to the mountains to bear the weight of such proposed and concentrated air traffic such 
as if we had chosen to live next to an airport. I have noticed at times the planes appear so low that one 
can see small features on the planes. The noise of some of the planes is so loud that as it echoes 
through the canyons it is hard to have a conversation. I believe the concentrated proposed flight paths 
should be re-evaluated and the impact to local Front Range communities being affected need a closer 
look before the implementation of such a plan. Perhaps a more distributed approach so certain corridors 
do not bear all the traffic and the load is distributed in better fashion. More data needs to be collected 
and properly presented. Please also respond to the requests made in writing already by our elected 
Local, State and Federal Representatives promptly regarding this matter. Sincerely, James Murkland 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Potential Increase in Aircraft Operations 
● NEPA and FAA Order 1050.1F 
● Noise Modelling 

● Physical and Mental Health 
● Public Outreach/Public Involvement 
 
 

FAA Response for Comment #289 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 



2 
 

the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Noise Modelling: The commenter raised concerns with the noise modelling methodology. The noise 
analysis of the Preferred Alternative compared to the No Action Alternative completed for the Final 
Environmental Assessment (EA) was prepared using the Aviation Environmental Design Tool (AEDT) 



3 
 

version 2d, which is the FAA’s required noise model. The FAA uses AEDT to model noise for flight 
track changes over large areas to analyze noise associated with the No Action Alternative and the 
Denver Metroplex Project proposed action. The AEDT 2d modelling tool provides detailed modelling 
to evaluate the effects of high-altitude airspace changes from the ground level up to 18,000 feet Above 
Ground Level. The AEDT 2d model utilizes an extensive aircraft performance and sound level 
database that includes information on variations in sound attributed to different types of aircraft and 
aircraft engines, aircraft speed, climb and descent thrust, and the altitude along a route. Detailed terrain 
data was inputted into the AEDT 2d model, which accounts for the elevation of each grid point or 
population centroid when calculating the distance between the grid point and the aircraft. The aircraft 
noise analysis prepared for the Denver Metroplex Project Final EA was conducted in compliance with 
FAA Order 1050.1F. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
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Comments-Responses 

Comment# 290   Submitted by: Murkland, Leslie 
Comment Received: I live in Gilpin County and have for over 20 years. I have chronic migraine 
which is caused by stress, loud noises, and bright or strobing lights. I came here for the peace and quiet 
of mountain living. I found that after I moved here, the migraines reduced significantly. Since I no 
longer live in the hustle and bustle of metro-Denver, and there is much less noise, I rarely get 
migraines. With proposed changes in this project, air traffic will be redirected right over my house. The 
stress of this, and the frequent loud noise of jets gaining altitude right over my living quarters, will 
cause the migraines to increase for me. It will impact my health. I moved here for my health – for 
peace and quiet. This project is taking that away. It will also negatively impact my property value 
which I am very upset about. If I am forced to leave due to this, because of my health, it will greatly 
impact what I am able to get for my property, and then try to find something comparable in a peaceful 
environment. I don’t want to move, I love it here. Please figure out a way to minimize air traffic over 
Gilpin County. We, in Gilpin County, were not notified about these proposed changes until the very 
last minute. I found out only yesterday. There are still many in the County that are not aware of this 
proposal, and others, who will also be upset, that do not have the means or capability to respond or 
comment. It is highly unfair to them not to have appropriate time to find someone to help them 
comment and respond. The approach has been very unfair to the citizens of Gilpin County, as they have 
not been properly, timely, or sufficiently notified about this proposal. Thank you for your 
consideration. Sincerely, Leslie Murkland 
 
Topics Identified in the Comment 

● Physical and Mental Health 
● Public Outreach/Public Involvement 
● Projected Changes in Aircraft Noise 
Exposure 

 
 

FAA Response for Comment #290 Topics 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
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and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
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Comments-Responses 

Comment# 291   Submitted by: Murphy, Patrick 
Comment Received: I am against this plan. I moved to the mountains for peace an quiet. Now it would 
appear that the quality of our lives will be adversely affected by the increased air traffic over our 
homes. We live at 9000 feet. The 18 000 foot altitude of the proposed increased air traffic will be less 
than 10 000 feet above our homes!  The noise pollution will be significant and affect the resale value of 
our homes  not to mention our peaceful environment. Thank you for taking my input. 
 
Topics Identified in the Comment 

● Potential Increase in Aircraft Operations 
● Physical and Mental Health 
● Projected Changes in Aircraft Noise 
Exposure 
● Property Values 

● Purpose and Need of Project 
● West SIDs 
 
 

FAA Response for Comment #291 Topics 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
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2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Property Values: The proposed Denver Metroplex Project involves air traffic control routing changes 
for airborne aircraft only; and does not involve land acquisition, physical disturbance, or construction 
activities. The determination of whether a proposed action may have a significant environmental 
impact under the National Environmental Policy ACT (NEPA) is made by considering the relevant 
environmental impact categories and comparing impact to the FAA’s thresholds of significance as 
outlined in FAA Order 1050.1F. The assessment of property values is not an environmental impact 
category as outlined in FAA Order 1050.1F. To the extent applicable, and as there are no significant 
impacts under noise or compatible land use, the proposed Denver Metroplex Project is compatible with 
existing and planned land uses, and the applicable regulations and policies of federal, state, and local 
agencies. A limited number of studies have attempted to measure the impact of aircraft noise on 
property values. Specific studies of the impact of noise at the Study Airports on real property values 
have not been conducted and are not required. Studies conducted at other national airports have 
concluded that airport noise only has a slight impact on property values within the Day Night Average 
Sound Level 65 decibels or greater noise contour around airports. Additionally, comparison of older 
studies to more recent studies indicates that the impact was greater in the 1960s, when jet aircraft first 
entered the fleet. This decrease presumably is the result of stabilization of real estate markets following 
an initial adjustment to noisier jets, and of noise reduction in more modern Stage 3 or better aircraft. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
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efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 292   Submitted by: Murphy, Paul 
Comment Received: I have property in the Texas Creek area  between Canon City and Salida and 
Westcliffe. I can see the contrails and hear aircraft flying at altitude  all hours of the day. Less at night 
but I can still see the position lights as they cross the mountains. Please keep things as they are. I 
recreate in the mountains and go there to get away from the noise and city. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Projected Changes in Aircraft Noise 
Exposure 

 
 

FAA Response for Comment #292 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
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Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
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Comments-Responses 

Comment# 293   Submitted by: Myers, Claudia 
Comment Received: In the last year or more air traffic over our home in Greenwood Village has 
quadrupled. This includes low flying military jets which physically rattle our windows. Many other jets 
are also flying low and almost as loud. On weekends we have small planes that must be learning 
takeoffs and landing which circle over our house to return to the airport (Centennial Airport). It has 
become virtually impossible to enjoy time on our deck. We can’t talk over the noise of the planes and 
no longer get to enjoy the sounds of nature. Our dog barks daily because she has been startled by the 
noise. When we moved into our home there were occasional flights but the increase in flights and noise 
is impacting our lives. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● General Aviation/Visual Flight Rules 
● Potential Increase in Aircraft Operations 

● Purpose and Need of Project 
 
 

FAA Response for Comment #293 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
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Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
General Aviation/Visual Flight Rules: The commenter raises concerns that the impacts to general 
aviation and aircraft operating under Visual Flight Rules (VFR) were not considered in the Final 
Environmental Assessment. When operating outside certain categories of controlled airspace, aircraft 
operating under VFR are not required to be in contact with ATC. Because these aircraft operate at the 
pilot’s discretion and are often not required to file flight plans, the FAA has very limited information 
about these operations. Consequently, there is no known source for comprehensive route, altitude, 
aircraft type, and frequency information for VFR operations in the General Study Area. However, even 
if complete information were available for VFR operations, the proposed Denver Metroplex Project 
would not require any changes to routing or altitudes to accommodate these operations. If they could be 
modeled, they would use the same flight routes and altitudes under the No Action Alternative and the 
Preferred Action for the Denver Metroplex Project. Their operations would not be affected by the 
forecast conditions in 2019 (the proposed first year of implementation) and 2024 (five years after 
implementation) for either the No Action Alternative or the Preferred Action for the Denver Metroplex 
Project. Therefore, VFR aircraft were not included in the analysis. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
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of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 294   Submitted by: Nickell, Kelly 
Comment Received: Hello, I am a resident of Adams County and live cadicorner to DIA. About 10 
miles North East of 
DIA We moved here 12 years ago and the plane traffic never came over our home. In the last year or 
two the 
plane traffic has increased over our home to about ever few minutes. It's so loud and disruptive we can 
no 
longer sit on our porch , sleep past 5 am, go to sleep until after 11 pm, or take a nap when we are sick 
or tired. It 
is impossible to enjoy our own home. We can't open the windows to get fresh air or enjoy a nice 
summer 
evening drink on the port. It's like we have to pay for the da t that people are moving to Colorado. We 
already 
have pay for them in he's y traffic and job loss, but this was the only place we had to find peace and we 
pay alot 
to live here. Please don't take this away from us. We love our home and don't want to be forced out. 
Please keep 
our phone number out of the public eyes, but feel share ours comments 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● Purpose and Need of Project 
● Sleep Disturbance/Speech Interference 

● Withold Personal Identifying Information  
 
 

FAA Response for Comment #294 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
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Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
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Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Sleep Disturbance/Speech Interference: The commenter recommended calculating different types of 
supplemental noise metrics to explain sleep disturbance and/or speech interference. A benefit of 
supplemental noise metrics is to help the public reach a better understanding of potential noise impacts. 
If the noise modelling analysis indicates a potential significant impact, FAA Order 1050.1F 
recommends additional information related to the human response to noise that is appropriate for the 
specific proposal. Additional information may include supplemental metrics applicable to sleep 
disturbance and/or speech interference. Such supplemental noise analysis is not, by itself, a measure of 
adverse aircraft noise or significant aircraft noise impact. As discussed in Chapter 5 of the EA, the 
noise modeling analysis indicated that the proposed Denver Metroplex project would not result in 
changes to noise exposure that exceed the significant noise threshold for the forecasted years of 2019 
and 2024. Therefore, the use of optional supplemental noise metrics are not warranted because they not 
would help explain the potential for cumulative noise exposure. 
 
Withold Personal Identifying Information: Commenters were made aware of the following 
statement with their comment submission - "Please be aware that your name, address, phone number, 
email address, or other personal identifying information in your comment may be made publicly 
available at any time.  You may include in your comment a request to withhold your personal 
identifying information, however we cannot guarantee that we will be able to do so". 
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Comments-Responses 

Comment# 295   Submitted by: nordgren, scott 
Comment Received: As a resident of Gilpin county for the past 40 years, I believe any increased air 
traffic over Gilpin county will impair my quality of life. I enjoy the peaceful solitude and quiet manner 
of life. Any increased air traffic at less than 35,000 feet will spoil and disrupt my life style. Please DO 
NOT increase any air traffic over Gilpin county. Thank you. scott nordgren 303-582-5116 
scottnordgren2@gmail.com 
 
Topics Identified in the Comment 

● Altitude/Mean Sea Level 
● Potential Increase in Aircraft Operations 
● Physical and Mental Health 

 
 

FAA Response for Comment #295 Topics 
 
Altitude/Mean Sea Level: Airspace classes are defined by regulations in 14 CFR part 71. Class A 
airspace covers the highest altitudes of above 18,000 feet Mean Sea Level. Unless specially authorized, 
all aircraft in Class A airspace must operate under Instrument Flight Rules. Class B airspace generally 
includes airspace from the surface to 10,000 feet Mean Sea Level around the busiest airports and is 
individually tailored to contain all published instrument flight procedures for that airport. Class B 
airspace typically consists of a surface area around the airport and two or more layers that increase in 
size. Airspace altitudes are expressed in Mean Sea Level because it is a consistent measurement for 
aircraft flight operations, while Above Ground Level varies with the local terrain. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
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Comments-Responses 

Comment# 296   Submitted by: Norton, Faith 
Comment Received: Please withhold my personal identifying information. 
Hi  The air traffic noise has increased within this year over my residential area - Virginia Village 
neighborhood. I hear planes much more frequently - many times per day. I feel frustrated with the 
increase in noise. It adds to an unsettled feeling and less peacefulness inside my home as well as 
outside. I believe elevated noise levels can effect one's emotional well-being. Please consider other 
routes for planes to take to lessen the impact/noise on residential communities. Thank you. Faith 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● Physical and Mental Health 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
● Withold Personal Identifying Information  
 
 

FAA Response for Comment #296 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
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303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
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analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
Withold Personal Identifying Information: Commenters were made aware of the following 
statement with their comment submission - "Please be aware that your name, address, phone number, 
email address, or other personal identifying information in your comment may be made publicly 
available at any time.  You may include in your comment a request to withhold your personal 
identifying information, however we cannot guarantee that we will be able to do so". 
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Comments-Responses 

Comment# 297   Submitted by: Nunes, Chris 
Comment Received: Please do not push larger commercial or cargo aircraft (larger than private jet) to 
RMMA - it is in 
violation of the avigation easement they have with our HOA community of 2800 homes. The HOA 
Board 
would consider initiating a class action lawsuit if larger planes are permitted at or planned for that 
facility. 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
 

 

FAA Response for Comment #297 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 298   Submitted by: Obermeyer, Mike 
Comment Received: Far too much low-level, noisy approach traffic to the airport in Broomfield, 
coming in over residential areas to the north. I live in the Lexington subdivision, and walk my dogs 
frequently at night in the back yard. Some landing aircraft (jets) are extremely loud. Approaches need 
to be re-directed, not allowed at such low levels. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #298 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
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Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 299   Submitted by: Obrien, Laurel 
Comment Received: I would like the FAA to review the current report considering information 
needed from a full Environmental Impact Statement. I believe decisions are being made without 
adequate information and evaluation. 
 
Topics Identified in the Comment 

● Level of NEPA Review 
● NEPA and FAA Order 1050.1F 

 
 

FAA Response for Comment #299 Topics 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Level of NEPA Review: The FAA’s primary mission is to provide the safest, most efficient aerospace 
system in the world. National Environmental Policy Act (NEPA) compliance and other environmental 
responsibilities are integral components of that mission. The FAA is responsible for complying with 
the procedures and policies of NEPA and other environmental laws, regulations, and orders applicable 
to FAA actions. Under NEPA, the Federal Agencies are required to disclose to decision-makers and the 
interested public a clear and accurate description of the potential environmental impacts that could 
arise from proposed Federal actions. The FAA decision-making process must consider and disclose the 
potential impacts of a proposed action and its alternatives on the quality of the human environment.    
   
In meeting its NEPA obligations, the FAA should seek to achieve the policy objectives of 40 CFR § 
1500.2 to the fullest extent possible. Once the FAA determines that NEPA applies to a proposed action, 
it needs to decide on the appropriate level of review. The three levels of NEPA review are Categorical 
Exclusion (CATEX), Environmental Assessment (EA), and Environmental Impact Statement (EIS). An 
EA is a concise public document that briefly provides sufficient evidence and analysis for determining 
whether to prepare an Environmental Impact Statement (EIS) or a Finding of No Significant Impact 
(FONSI). The purpose of an EA is to determine whether a proposed action has the potential to 
significantly affect the human environment. Specifically, the Final EA for the proposed Denver 
Metroplex Project considered the potential effects on the environmental resource categories identified 
in FAA Order 1050.1F. The FAA uses the corresponding thresholds that serve as specific indicators of 
significant impact for some environmental impact categories.    
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The FAA evaluated the Preferred Alternative and the No Action Alternative, as required under NEPA. 
The results of the analysis indicate that the Preferred Alternative would not exceed the thresholds of 
significance for any of the resource impact categories analyzed. The Final EA presents sufficient 
evidence and analysis in determining that preparation of a FONSI is appropriate and that no EIS is 
required in accordance with NEPA. 
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Comments-Responses 

Comment# 300   Submitted by: Okray Parman, Donna 
Comment Received: NO! We have wilderness areas up here in Gilpin County that should not be 
disturbed by the noise of constant jet traffic. We have families that moved OUT OF CITIES AND 
AIRPORT NEIGHBORHOODS for the peace and quiet the mountain environment provides. 
We have historical properties throughout Gilpin County that have been preserved for more than 100 
years. Our county is a destination for people around the country seeking the beauty and peace of these 
Rocky Mountains. Others come to enjoy the hiking opportunities in our national forests and parks. We 
have the St. James' Peak Wilderness here in Gilpin  and the Golden Gate Canyon State Park. Look 
them up. You will find they are pristine  peaceful places for residents and visitors alike. The best part 
of this area is the PEACE IT PROVIDES and the wildlife areas.  
We are extremely opposed to the Denver Metroplex project for Gilpin County  and for Colorado as a 
whole. We would like the FAA to return the air traffic in Denver Metro back to the way it was two 
years ago  where you fairly dispersed jets throughout the skies. A highway in the sky over this peaceful  
natural land would destroy it. The changes that have already been made have ruined our peaceful 
environment  and we want that reversed!   
The Denver Metroplex Project will exacerbate the already-increased jet noise pollution over our area. 
We were never informed of this project  and have had no opportunity afforded us to meet with a 
representative of the FAA.  
DO NOT IMPLEMENT THIS PROJECT OVER GILPIN COUNTY. Please accept our County  
Commissioners request for a meeting here. The research done on the 12 areas selected for this 
Metroplex Plan shows Denver Metroplex second from BOTTOM in the amount of benefit to the 
airlines' efficiency  etc. Not necessary. 
We have already organized a group in this community to fight the implementation of this plan  and we 
will do what is necessary to stop it  before it ruins our peaceful life up here on these mountains. 
 
Topics Identified in the Comment 

● DOT Section 4(f) Resources 
● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● Historical and Cultural Resources 
● Public Outreach/Public Involvement 

● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #300 Topics 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
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However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 



3 
 

the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
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To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Historical and Cultural Resources: The commenter mentioned the Environmental Assessment (EA) 
excludes the impact of noise at or below the Day Night Average Sound Level (DNL) of 65 decibels 
(dB) on noise sensitive areas, including historic and cultural properties. To comply with NEPA 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric; the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.    
   
However, the FAA recognizes that this standard may not be relevant to historical and cultural 
resources. As shown in Table 5-2, a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB 
increase in areas exposed to DNL 45 to 60 dB are considered reportable noise increases. In Section 5.6 
of the Final EA, the noise modelling analysis for the proposed Denver Metroplex Project indicated two 
areas of reportable noise grid points, which were investigated for the presence of historic and cultural 
properties. The FAA focused its efforts on identifying historic properties in the two areas of potential 
effect that could receive noise increases and considered the potential for overflight to introduce visual 
effects that could cause an alteration in the character of the historic property that qualify it for the 
National Register of Historic Places (National Register).  As depicted in Exhibit 5-2, the two areas are 
associated with the proposed aircraft flight procedures for Denver International Airport: the COORZ 
Area Navigation (RNAV) Standard Instrument Departure (SID) for westbound departures, the SLEEK 
(RNAV) SID for southbound departures.   
   
Under Section 106 of the National Historic Preservation Act, the FAA completed consultation with 
State and Local governments having jurisdiction or special expertise over historic and cultural 
resources. Additionally, the FAA entered into government-to-government consultation with forty-eight 
Native American Tribes having a legacy of occupation in the State of Colorado. Consultation with all 
of these parties did not identify any historic properties within the areas of potential effect for which a 
quiet setting is a characteristic that qualifies it for the National Register, and that therefore could be 
affected at the lower level of reportable noise exposure. The FAA also considered the potential for the 
introduction of visual elements that could diminish the integrity of the property’s historic features. We 
compared the proposed procedures with current flight tracks within the areas of potential effect, and 
determined that there would be no new areas overflown, and therefore no potential to introduce new 
visual elements. The proposed procedures would not introduce flight tracks over sensitive areas 
changing any existing impacts on those historic properties and cultural resources. Consultation did not 
identify any traditional and cultural properties within the APE for which aircraft noise and/or aircraft 
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overflights would have an effect on a historic property’s characteristics qualifying that property for the 
National Register. Therefore, the proposed Denver Metroplex Project would not have an adverse effect 
on historic properties. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
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investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 301   Submitted by: Olislagers, Robert 
Comment Received: The Arapahoe County Public Airport Authority on behalf of Centennial Airport 
filed written comments regarding the Denver Metroplex Final EA and delivered today at the FAA, 
Denver Metroplex, Western Service - Operations Support Group, 2200 S. 216th Street, Des Moines, 
WA 98198-6547 - Received December 19, 2019 at 11:11 AM by A. Rebaur. In addition, to the 
comments files by Centennial Airport, the National Bussiness Aviation Association also filed a letter 
dated December 18, 2019 disputing the allegation by the FAA that the NBAA (and CABA) 
collaborated with the FAA on the BRNKO and PINNR STARS, which is not true. Because the FAA 
does not allow for PDF attachments, a copy of NBAA's letter will be sent via FedEx overnight as a 
supplement to the comments by Centennial Airport. 
 
Topics Identified in the Comment 

● BRNKO STAR 
● Public Outreach/Public Involvement 

 
 

FAA Response for Comment #301 Topics 
 
BRNKO STAR: The workload for managing air traffic on the existing PUFFR (RNAV) STAR flight 
procedure is intensive for air traffic controllers as it requires them to maintain separation between 
aircraft arrivals at Centennial Airport and aircraft arrivals and departures at Denver International 
Airport. The workload intensity has been identified as a potential safety risk, notably during periods of 
heavy air traffic operations in the Denver area airspace. The FAA is proposing to replace the existing 
PUFFR (RNAV) STAR with the proposed BRNKO (RNAV) STAR to enhance safety and efficiency 
for air traffic flow from the north arriving to Centennial Airport. The BRNKO (RNAV) STAR was 
developed in collaboration with the user groups including National Business Aviation Association and 
the Colorado Aviation Business Association to meet all safety and efficiency requirements. 
Additionally, the proposed PINNR (RNAV) STAR was developed to accommodate arrivals from the 
north. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
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procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
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Comments-Responses 

Comment# 302   Submitted by: Olislagers(part1), Robert 
Comment Received: To Whom It May Concern; 
Thank you very much for the opportunity to comment on the Denver Metroplex Final 
Environmental Assessment, which was made available to the public on November 18, 2019. 
It is an understatement to say that we are disappointed by the fact that the FAA has completely 
ignored most comments presented to the FAA regarding the Draft EA while proceeding 
unabated with pushing the DEN-Metroplex without any regard for the health, welfare, safety 
and quality of life of residents living underneath the proposed flight paths. We stand by our 
original comments. Below is a recap of the what Centennial Airport as a stakeholder in this 
process considers to be the most significant points of disagreement with the FAA's take on the 
Final EA and decision to issue a FONSI; 
Altitude Restriction. The FAA arbitrarily set 3,000 feet Above Ground Level (AGL) as the 
threshold to analyze all impacts studied in the EA. Only impacts above 3,000' AGL were 
considered in the EA; none below: 
The FAA considered noise and air quality impacts only above 3,000' AGL but 
nothing below that threshold where people live, work and play. It is no wonder 
that the EA's conclusion is " ... that a Finding of No Significant Impact is 
appropriate." (page 1310). 
Aircraft are vectored for the sole purpose of landing at a specific destination 
after departure; they do not simply disappear in midair while descending below 
3,000 feet AGL! 
The 3,000' AGL has no basis in law or fact and was decided upon internally by the 
FAA without rationale. 
As a result, all noise and air quality data is deeply flawed and unresponsive to the 
requirement under National Environmental Policy Act of 1969 as amended (Pub. 
L. 91-190, 42 U.S.C. 4321-4347, January 1, 1970, as amended by Pub. L. 94-52, 
July 3, 1975, Pub. L. 94-83, August 9, 1975, and Pub. L. 97-258, § 4(b), Sept. 13, 
1982); and, FAA Order 1050.lF. 
BRNKO & PINNR Approaches. The FAA claims (page 1307) that it collaborated with the 
Colorado Aviation Business Association (CABA) and the National Business Aviation 
Association (NBAA) to develop the two approaches. This is an outright falsehood! 
The FAA developed these approaches from day one and never deviated from 
that position despite opposition from pilots and both associations. 
See attached CABA letter and email from Ed Bolen, President & CEO of NBAA 
substantiating disagreement with the FAA conclusion regarding BRNKO and 
PINNR. 
Both approaches remain dangerous due to orographic factors which create high 
winds, as well as incompatible traffic traveling thru the same narrow flight 
corridor. 
Finally, the FAA argues that it only involves an average of six aircraft a day, which 
begs the question; if the FAA cannot handle six additional aircraft a day, how will 
it handle the ±9,000 additional flights forecasted for each of the next five years? 
(See next point). 
Cumulative Impacts. The FAA consistently misapplies, misinterprets or ignores the 
definition of "cumulative impacts" as defined by NEPA. The FAA correctly identified 
spatial and temporal boundaries but ignores the spatial relationship between above and 
below 3,000' AGL or the temporal impacts over the 5-year and 20-year planning 
horizons. 
There can be no disconnect between altitudes when aircraft are directed to 
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certain waypoints and airports. What goes up must come down. 
The above is best demonstrated by the replacement of the PUFFR approach with 
the BRNKO approach, which takes aircraft well north and west of its current 
position, adding nearly 50 miles to the intended destination. The aircraft must 
then descend below 3,000' AGL over areas that have not been impacted by 
constant overflight in the past, irrespective of frequency. 
The FAA limited its temporal review using a 5-year planning horizon and then 
only looked at runways and modifications to parallel runways to determine 
impact. It completely failed to look at the 39 new gates at Denver International 
Airport (DEN) which it is funding to add capacity to the airport, or the 7th runway 
being planned by the airport to add capacity. 
The FAA also failed to look at the historic growth of DEN that corresponds to the 
FAA's own 20-year forecast, the 2019-2039 Aerospace Forecast, which shows an 
increase of approximately ±9,000 additional flights per year for the next five 
years, which comes out to ±45,000 aircraft by 2024. That is a significant increase 
in potential noise and emissions impacts. Over 20 years that adds nearly 180,000 
new flights in an out of Denver; without a doubt necessitating additional tweaks 
to Metroplex. Cumulative impacts require the FAA to address such impacts now. 
Centennial Airport Part 150 Noise Compatibility Program. Centennial Airport is the only 
airport in the DEN-Metroplex to have an FAA funded and approved Part 150 Noise 
Compatibility Program (NCP). The study is not mentioned once in the EA even though 
the FAA has funded the program in the millions of dollars. Untold hours of work by volunteers and 
interested stakeholders have been and continue to be expended 
unabated to ensure quality of life and for air commerce to co-exist. 
The Centennial Airport Part 150 study commenced in 1998 and the NCP was 
approved by the FAA in 2012. More than 20 years of work with the FAA, citizens, 
and nine cities and towns and two counties are at risk of being upended by the 
DEN Metroplex if implemented without consideration of the NCP. 
The Noise Roundtable is an FAA approved voluntary measure as part of its 
Record of Decision. It consists of 9 towns and cities and two counties, and other 
communities may soon have to seek membership if Metroplex is implemented as 
is. The environmental process is designed to mitigate noise and overflight 
concerns, not exacerbate them. 
Noise Modeling and Noise Modeling Analysis. As has been stated before, the FAA 
completely ignores impacts below 3,000' AGL, which makes any noise modeling deeply 
flawed . The indifference shown by the FAA in implementing Metroplex around the 
country makes a mockery of nearly 50 years of environmental regulation. 
Existing Aircraft Noise. The FAA conveniently and again recklessly punts on aircraft 
noise by stating that " ... the General Study Area is beyond the scope of the proposed 
Metroplex Project Draft and Final EA" , and that "Noise complaints related to local air 
traffic are best addressed by the local airport" . It goes on to list five airport noise hotline 
phone numbers. Centennial Airport is a listed airport within the General Study Area and 
the Part 150 NCP should have been included in the EA analysis! 
When a large percentage of aircraft using Centennial Airport is itinerant, 
meaning it is not local, and noise complaints come from areas well beyond the 
65 DNL threshold established by the FAA as the nuisance bright-line, it is clear 
that airports have become the dumping ground for complaints while the FAA 
washes it hands from the problem, including Metroplex. 
Metroplex implementation around the country has resulted in millions of new 
noise complaints as a result of FAA's negligent environmental assessment 
process (See Appendix "A", pg. 15, 16). 
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Metroplex implementation around the country has also resulted in litigation 
against the FAA which might have been avoided if the FAA conducted a truly 
transparent public engagement model as mandated by Congress. While most 
suits have been unsuccessful, mostly due timing issues, the merits of those suits 
remain as glaring examples of the FAA's indifference to the impacts perpetrated 
upon citizens living underneath these new routes. A recent decision by the Ninth 
Circuit Court of Appeals, and a previous decision by the District of Columbia 
Circuit Court of Appeals involving the City of Phoenix did reverse the FAA's rush 
towards Metroplex implementation (See City of Burien, WA v. FAA, Ninth Circuit 
Court of Appeals; No. 18-71705). 
FAA Reauthorization Act of 2018 and Congressionally Mandated Studies. The President 
signed the FAA Reauthorization Act of 2018 into law on October 5, 2018, more than a 
year ago since the Final EA was published on November 18, 2019. Under Subtitle "D". 
Congress mandated a number of Metroplex related studies and actions. Since the DENMetroplex 
is not time sensitive, we requested a moratorium. The FAA responded that "the U.S. Congress did not 
place a moratorium on implementation of the proposed DENMetroplex"; 
however, the U.S. Congress also did not prohibit the FAA from voluntarily 
imposing a hold. It is assumed that the FAA does not wish to agree to a voluntary 
moratorium until the studies are completed; however, due to the passage of time 
between the issuance of the Draft EA and the Final EA, the deadline for two important 
studies mandated by Congress related to aircraft noise expired . 
By October 5, 2019, the FAA was required to submit to Congress pursuant to 
Sections 173 and 188 of Subtitle "D" two studies related to aircraft noise metrics 
and the 65 Day-Night Level (DNL) standard. It is unclear that these deliverables 
were submitted to Congress, yet these studies have a direct bearing on noise 
studies and the impact on humans exposed to aircraft noise, including 
Metroplex. 
Again, the health and welfare of citizens near airports should not have to take a 
backseat to the FAA attempting to rush changes to airspace usage when time is 
not of the essence. 
The FAA should place a voluntary hold on the implementation of the DEN 
Metroplex until all studies are completed; and, 
The FAA should be required to make public the studies ordered by Congress that 
were due on October 5, 2019. 
Centennial Airport is owned and operated by the Arapahoe County Public Airport Authority, a 
political subdivision of the State of Colorado. The airport was established in May of 1968. With 
more than 340,000 annual take-offs and landings, Centennial Airport is the 25nd busiest of all 
U.S. Airports, including all commercial service airports such as Los Angeles International Airport, 
O'Hare-Chicago International Airport and the New York airports. Despite not serving 
commercial airlines, Centennial Airport, which is an international airport with 24/7 U.S. 
Customs services, nevertheless is the second busiest general aviation and business airport in 
the U.S. With more than 7,000 full and part-time employees, the airport averages $1.3 Billion 
in direct and indirect economic impact annually. It is an economic engine for the S.E. Metro 
Denver area and the state. The airport is home to private and corporate aircraft, flight schools, 
defense contractors, homeland security, medical flight operators, charter and fractional 
operators, federal, state and local law enforcement and aviation R&D, including electric and 
supersonic aircraft developers. It boasts four award-winning full-service providers, and 24/7 
Federal Aviation Administration Air Traffic Control Tower and U.S. Customs & Border 
Protection. 
The Draft and Final Environmental Assessment ("D & F/EA") primary focus is first on Denver 
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International Airport and second, on proposed flight routes. Centennial Airport; however, contends that 
the Federal Aviation Administration ("FAA") did not adequately address the 
required elements of an Environmental Assessment pursuant to the National Environmental 
Policy Act of 1969 as amended (Pub. L. 91-190, 42 U.S.C. 4321-4347, January 1, 1970, as 
amended by Pub. L. 94-52, July 3, 1975, Pub. L. 94-83, August 9, 1975, and Pub. L. 97-258, § 
4(b), Sept. 13, 1982); and, its own FAA Order 1050.lF. 
The FAA contemplates implementing the Denver Metroplex without completing 
Congressionally mandated studies first pursuant to the FAA Reauthorization Act of 2018. In 
doing so, the FAA contravenes Congressional intent and lawful directives related to or 
substantially related to the Denver Metroplex. While the outcomes of the studies are unknown 
at this time, they are likely to have significant impact on the implementation of the proposed 
Metroplex specifically, and the environment in generally based on existing and anecdotal 
evidence. For example, the FAA's funded Partnership for Air Transportation Noise and 
Emissions Reduction ("PARTNER") program demonstrates significant health related 
environmental impacts of particulate matter emissions that were not considered in the D/EA.1 
Centennial Airport, on behalf of its tenants and users who seek long-term viability of this great 
economic asset, as well as the hundreds of thousands of residents who wish to peacefully coexist 
with the airport long into the future, asks that the FAA;  
(a) completes the studies mandated by Congress pursuant to the FAA Reauthorization 
Act of 2018 before it issues a determination regarding the Denver Metroplex D/EA; 
(b) conducts and include the findings of said studies in an Environmental Impact Study 
("EIS"), including cumulative impacts per NEPA before it issues a Record of Decision 
regarding the implementation of the Denver Metroplex; and, 
(c) eliminates the BRNKO and PUFFR arrival procedures on the grounds of safety, 
increased noise exposure and increased fuel burn and corresponding increases in air 
quality degradation in a federally designated nonattainment area that were not 
analyzed in the D/EA. 
It is our well-founded belief that the FAA has not adequately demonstrated the cumulative 
impacts of the proposed Metroplex in this rapidly growing area despite knowing and having 
documented the annual increases in flight operations in and out of the Denver metropolitan 
area. This applies especially to Denver International Airport, which is expected to grow by one 
percent per year, or approximately 9,000 additional flights each year.2 Related, the FAA has not 
adequately considered the health effects of noise on residents within the proposed Metroplex, 
including that of children, ostensibly because it lacks a standard for the latter.3 Finally, the FAA 
relies heavily on FAA Order 1050.lF, which is an internal FAA guidance document that does not 
supersede the National Environmental Policy Act of 1969 {"NEPA"). For this reason, the balance 
of the commentary below will focus on NEPA rather than the FAA Order. 
1 https:// onlinelibrary.wiley.com/doi/abs/10.1111/j.1539-6924.2011.01660.x 
2 FAA 2018-2038 Aerospace Forecast; 
https ://www.faa.gov/ data _research/ aviation/aerospace forecasts/ medi a/FY2018- 
38 _FAA_ Aerospa ce_Fo recast. pdf 
3 https://www.mdpi .com/1660-4601/15/8/1753. The Trade-Off between Optimizing Flight Patterns 
and Human 
Health: A Case Study of Aircraft Noise in Queens, NY, USA. Zafar Zafari, et a., Int. J. Environ . Res. 
Public 
Health 2018, 15(8), 1753 
Pursuant to the F/EA, the Federal Aviation Administration ("FAA") plans on issuing a Finding Of 
No Significant Impact ("FONSI") for the Denver Metroplex (page 1310), finding no significant 
environmental impacts on the community, cultural and natural resources; nor causing impacts 
on the quality of the human environment, including adverse health effects that are likely to be 
highly controversial on environmental grounds. The FAA also determined that there are no 
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Extraordinary Circumstances pursuant to National Environmental Policy Act of 1969, as 
amended.4 We beg to differ. 
The Denver Metroplex aims to redesign the use of the airspace to, from, near and above the 
Denver metropolitan area to make it more efficient, predictable and increase capacity. A 
Metroplex is but one element of NextGen, the FAA's ambitious program to modernize how it 
operates including but not limited to migrating from analog to digital technologies, and from 
ground-based to satellite-based navigation. Stated goals for modernization are to make it more 
efficient, improve airport access, increase capacity and reduce carbon emissions among other 
benefits.5 
The FAA currently has 11 active or completed Metroplex sites around the country and finding 
no significant impact. Yet, in virtually every community, implementation of Metroplex was 
followed by significant public outcry over the adverse impacts of overflight on the quality of life 
of residents living underneath the revised flight routes.6 Legal action was initiated against the 
FAA regarding Metroplex implementations in Phoenix, Los Angeles {Southern California) and 
Baltimore-Washington DC, and more communities are considering the same. Metroplex 
implementation was followed by very significant increases in noise complaints in communities 
in Northern California, South Florida (Miami), Southern California {Los Angeles), Washington 
DC/Baltimore and Phoenix. 
Pursuant to 40 CFR § 6.204, when determining a Categorical Exclusion, the FAA is required to 
include a statement explaining why no extraordinary circumstances exist. Centennial Airport 
contends that the FAA has ignored multiple provisions of 40 CFR § 6.204, specifically; 
40 CFR § 6.204(a)(l} A statement explaining why no extraordinary circumstances exist; 
The FAA failed to include such a statement despite the outcry and increases in 
noise complaints in other communities where Metroplex has been implemented. 
40 CFR § 6.204(b)(l) The proposed action is known or expected to have potential 
significant impacts on the human environment either individually (incrementally) or 
cumulatively over time; 
The DEN Metroplex is designed to increase capacity, which means more aircraft 
will be using the redesigned airspace. The FAA 2018-2038 Aerospace Forecast shows that traffic at 
Denver International Airport is expected to increase by at 
least one percent per year.7 Denver International Airport was given approval in 
2017 to add 39 new gates to accommodate its growth in passengers.8 Total 
aircraft operations are expected to increase from 594,522 operations to 773,855 
in 2038.9 That represents an increase of 179,333 flights over 20 years, or 8,966 
flights per year or 24.5 flights per day on average. Using reference forecasting, 
the above numbers also correspond to Denver's historic operational growth, 
which has grown by one percent per year since it commenced operations in 
1996. It is simply inconceivable that the FAA can reliably state that air quality for 
example will not substantially increase over this 20-year time period. NEPA, 
pursuant to 40 CFR § 1508.7 defines cumulative effects as "the impact on the 
environment which results from the incremental impact of the action when 
added to other past, present and reasonably foreseeable future actions 
regardless of what agency (federal or non-federal) or person undertakes such 
other actions". It is a demonstrated fact that the growth of aviation in the 
Denver Metroplex has grown by at least one percent per annum and one can 
assume it will continue to grow by that rate in the foreseeable future based on 
FAA's own studies. It is therefore incumbent on the FAA to show not only the 
growth over the five-year horizon as shown in the D/EA but expand the studies 
to 20 years as a result of the increases in anticipated traffic. 
4 2019 Denver Metroplex Draft Environmental Assessment 
5 https://www.faa.gov/nextgen/faqs/#q3 
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6 Reports from the airport noise office at LAX, PHX, SAN and BWI show substantial increases in 
noise complaints 
after implementation of Metroplex in those communities as shown in Appendix "A". 
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FAA Response for Comment #302 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
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The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Altitude/Mean Sea Level: Airspace classes are defined by regulations in 14 CFR part 71. Class A 
airspace covers the highest altitudes of above 18,000 feet Mean Sea Level. Unless specially authorized, 
all aircraft in Class A airspace must operate under Instrument Flight Rules. Class B airspace generally 
includes airspace from the surface to 10,000 feet Mean Sea Level around the busiest airports and is 
individually tailored to contain all published instrument flight procedures for that airport. Class B 
airspace typically consists of a surface area around the airport and two or more layers that increase in 
size. Airspace altitudes are expressed in Mean Sea Level because it is a consistent measurement for 
aircraft flight operations, while Above Ground Level varies with the local terrain. 
 
BRNKO STAR: The workload for managing air traffic on the existing PUFFR (RNAV) STAR flight 
procedure is intensive for air traffic controllers as it requires them to maintain separation between 
aircraft arrivals at Centennial Airport and aircraft arrivals and departures at Denver International 
Airport. The workload intensity has been identified as a potential safety risk, notably during periods of 
heavy air traffic operations in the Denver area airspace. The FAA is proposing to replace the existing 
PUFFR (RNAV) STAR with the proposed BRNKO (RNAV) STAR to enhance safety and efficiency 
for air traffic flow from the north arriving to Centennial Airport. The BRNKO (RNAV) STAR was 
developed in collaboration with the user groups including National Business Aviation Association and 
the Colorado Aviation Business Association to meet all safety and efficiency requirements. 
Additionally, the proposed PINNR (RNAV) STAR was developed to accommodate arrivals from the 
north. 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
Cumulative Impacts: Consideration of cumulative impacts applies to the impacts resulting from the 
implementation of the proposed Denver Metroplex Project combined with other actions. A cumulative 
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impact is defined as an impact on the environment, which results from the incremental impact of the 
action when added to other past, present, and reasonably foreseeable future actions regardless of what 
agency (federal or non-federal) or person undertakes such other actions.   
   
Analyzing cumulative effects is considered within geographic (spatial) and time (temporal) boundaries. 
Reasonably foreseeable future actions refers to projects that would likely be completed before 2024 
and do not include those actions that are highly speculative or indefinite. The type of projects 
considered under the cumulative impact analysis were primarily limited to airfield projects, specifically 
projects that directly affect or involve runways and modifications to parallel taxiways. These type of 
projects may effect aircraft flight operations. A comprehensive search of the FAA Airport Capital 
Improvement Programs for the identified Study Airports yielded no substantive runway endpoint or 
elevation changes within the timeline horizons of the Final Environmental Assessment. The Preferred 
Alternative, when considered with other past, present, and reasonably foreseeable projects would not 
would not exceed the thresholds of significance for the resource categories analyzed in the Final 
Environmental Assessment. Therefore, no cumulative impacts would be anticipated. The No Action 
Alternative does not involve a proposed project that could contribute to the effects of past, present, or 
reasonably foreseeable projects. Therefore, no cumulative impacts would be anticipated under the No 
Action Alternative. 
 
Environmental Justice: An environmental justice analysis considers the potential for impact on 
minority and low-income populations of the proposed Denver Metroplex Project as compared to the No 
Action Alternative. In weighing whether the proposed Denver Metroplex Project raises environmental 
justice concerns, the FAA considers whether a proposed action may have disproportionately high and 
adverse human health or environmental effects on minority and low-income populations. This analysis 
draws on the findings of the other impact analyses, particularly noise, land use, and air quality. If these 
factors exist, there is not necessarily a significant impact; rather, the FAA must evaluate these factors 
in light of context and intensity to determine if there are significant impacts.   
   
Implementation of the proposed Denver Metroplex Project would not adversely affect air quality or 
land use within the General Study Area. Additionally, the results of the noise modelling analysis 
alternative indicate that changes in aircraft noise exposure would be below the threshold of significance 
when comparing the proposed Denver Metroplex Project and the No Action Alternative. As a result, 
there are no disproportionate impacts on minority, or low-income populations of the proposed Denver 
Metroplex Project as compared to the No Action Alternative. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
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Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
FAA Reauthorization Act of 2018: The FAA Reauthorization Act of 2018 specifies congressionally 
mandated directives for which the FAA is responsible for completing at varied timelines.  In 
accordance with the congressionally mandated directives, the FAA will comply and adhere to the 
timelines. While the requested directives are being completed, the U.S. Congress did not place a 
moratorium on implementation of the proposed Denver Metroplex Project, or any Metroplex project. 
 
General Aviation/Visual Flight Rules: The commenter raises concerns that the impacts to general 
aviation and aircraft operating under Visual Flight Rules (VFR) were not considered in the Final 
Environmental Assessment. When operating outside certain categories of controlled airspace, aircraft 
operating under VFR are not required to be in contact with ATC. Because these aircraft operate at the 
pilot’s discretion and are often not required to file flight plans, the FAA has very limited information 
about these operations. Consequently, there is no known source for comprehensive route, altitude, 
aircraft type, and frequency information for VFR operations in the General Study Area. However, even 
if complete information were available for VFR operations, the proposed Denver Metroplex Project 
would not require any changes to routing or altitudes to accommodate these operations. If they could be 
modeled, they would use the same flight routes and altitudes under the No Action Alternative and the 
Preferred Action for the Denver Metroplex Project. Their operations would not be affected by the 
forecast conditions in 2019 (the proposed first year of implementation) and 2024 (five years after 
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implementation) for either the No Action Alternative or the Preferred Action for the Denver Metroplex 
Project. Therefore, VFR aircraft were not included in the analysis. 
 
Google Earth Files: The FAA released information on the proposed Denver Metroplex Project in 
Google Earth format. This information is provided to allow the public to better understand the 
proposed procedures and the results of the noise analysis. These files can be downloaded from the 
project website at  
http://www.metroplexenvironmental.com/denver_metroplex/denver_docs.html. 
The information provided in Google Earth format includes the following: 
• The flight corridors for the No Action Alternative and the Proposed Action depicted in the exhibits in 
Chapter 3 of the Final Environmental Assessment (EA) 
• The AEDT model flight tracks used to complete the noise analysis prepared for the Final EA and to 
develop the flight corridors depicted in exhibits in Chapter 3 of the Final EA 
• The procedure route designs including waypoints 
• The results of the noise analysis for each grid point modeled under each scenario [i.e., Existing 
Conditions, No Action Alternative (2019 and 2024), and Proposed Action (2019 and 2024)]. As 
discussed in Section 5.1.2, three groups of points were modeled: 2010 Census block centroids, grid 
points at 0.5-nautical mile intervals located on a uniform grid that covers the entire General Study 
Area, and unique points representing Section 4(f) resources and historic sites listed on the National 
Register of Historic Places. 
Because of the size of the data presented, the files that present the flight corridors, flight tracks, and 
procedure routes are broken up by area: Centennial Airport (APA) only, Denver International Airport 
(DEN) only – East, DEN only – Northeast, DEN only – Northwest, DEN only Southeast, DEN only – 
Southwest, DEN only – West and non-APA Airport Satellites. More information on the noise analysis 
process, including development of the AEDT model flight tracks can be found in the Denver Metroplex 
Noise Technical Report, available at 
http://www.metroplexenvironmental.com/denver_metroplex/denver_docs.html The Google Earth 
application can be downloaded from https://www.google.com/earth/. Information on how to use 
Google Earth, including tutorials, is provided at https://www.google.com/earth/learn/. Please note that 
due to file size and depending the internet connection speed, the files may take some time to download 
into Google Earth. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Noise Modelling Analysis: To comply with the National Environmental Policy Act (NEPA) 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric. DNL is the FAA’s primary metric used to establish a yearly day/night average of cumulative 
noise energy exposure of individuals to noise resulting from aviation activities. The noise analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR). IFR-filed aircraft activity was 
forecasted for the years 2019 and 2024 and used to model conditions under both the No Action 
Alternative and the Preferred Alternative.   
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The FAA’s noise guidelines for compliance with NEPA define a significant impact as an increase of 
DNL1.5 dB in areas exposed to aircraft noise of DNL 65 and higher. Using these criteria, the noise 
analysis results indicate that the Preferred Alternative when compared to the No Action Alternative 
would not result in a DNL 1.5 dB or higher increase in sensitive areas exposed to DNL 65 dB or 
higher.     
   
The compatibility of noise sensitive land use is evaluated through comparison with the compatibility 
guidelines provided in 14 CFR Part 150, Appendix A, table 1. The guidelines focus on areas exposed to 
noise levels of DNL 65 dB and greater. However, the FAA recognizes that this standard may not be 
relevant to certain noise sensitive areas. As shown in Table 5-2, a 3 dB increase in areas exposed to 
DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 to 60 dB are considered reportable 
noise increases. The FAA prepared the noise modelling analysis of the proposed flight procedures to 
account the reportable noise criteria. Experience has indicated that DNL increases 5 dB or more at 
cumulative levels well below DNL 65 dB could be disturbing to people and become a source of public 
concern.    
   
The FAA identified three areas with lower levels of aircraft noise exposure, specifically, an increase of 
DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB.  Although this would result in a 
reportable aircraft noise exposure DNL 5 dB increase in areas exposed to DNL between 45 dB and 60 
dB, the project does not introduce noise that would affect the features, or attributes associated with the 
three areas that would adversely affect it. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Potential Increase In Fuel Burn and Emissions: The commenter raised a concern regarding aircraft 
emission. As described in Section 5.2.3 of the Final Environmental Assessment under the proposed 
Denver Metroplex Project there would be a slight increase in fuel burn (1.83 percent in 2019 and 1.85 
percent in 2024) when compared to the No Action Alternative. While increased fuel burn corresponds 
with an increase in emissions, operational changes that could result in an increase in fuel burn would 
occur at 3,000 feet AGL or above and would not result in an increase in ground concentrations. Any 
operational changes that could result in an increase in fuel burn would occur at or above 3,000 feet 
AGL. As discussed above, procedures above 3,000 feet AGL are considered a de minimis action, 
would have little if any effect on emissions and ground concentrations of criteria pollutants, and are 
presumed to conform to all applicable State Implementation Plans.( 72 Fed. Reg. 6641 (February 12, 
2007). 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
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engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
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Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 0   Submitted by: Olislagers(part2), Robert 
Comment Received: • For this reason, Centennial Airport contends that the FAA's fuel and 
emissions analyses are lacking, as it looks solely at the incremental 
increases over 5 years but not the overall cumulative impacts over 20 
years as might reasonably be expected based on the FAA's own 2018- 
2038 Aerospace Forecast10. 
• Similarly, all noise exposure analyses should include 20-year cumulative 
effects, including noise exposures below 3,000 feet AGL. 
Environmental Justice. The D/EA shows an increase in noise over economically 
disadvantaged communities; the only communities adversely impacted by 
Metroplex using the FAA's limited analyses. Worse, FAA uses a 5db DNL delta as 
its threshold over areas with the quietest ambient noise levels and still manages 
to increase the number of affected citizens! The FAA uses a l0db DNL standard 
for nighttime operations because the ambient noise levels at night are lower and 
therefore more noticeable. The FAA should therefore apply a similar or more 
stringent standard for areas with a lower ambient noise level as any increase in 
noise will have a far greater impact. The FAA and the EPA have recognized this 
for national parks and nighttime occurrences and should do the same for 
daytime noise events over rural and quieter areas. To place an additional burden 
on disadvantaged communities is particularly disturbing. 
7 FAA 2018-238 Aerospace Forecast. Federal Aviation Administration. 2018, P 27. 
8 https ://news.get.com/ denver-a i rport-a dd-39-gates-15-bi Iii on-expansion/ 
9 https://taf.faa .gov/Home/RunReport 4/10/2019 
1° FAA Aerospace Forecast 2018-2038. 2018 
40 CFR § 6.204(b)(G) The proposed action is known or expected to cause significant 
adverse air quality effects; 
o As stated above, the fuel consumption and carbon emissions reductions 
presented as part of the DEN Metroplex study simply lack the cumulative impact 
that is reasonably foreseeable. More aircraft will consume more fuel and 
produce more carbon emissions, regardless of the efficiencies gained from 
Optimized Profile Descent. 
o The Denver metropolitan air quality has steadily declined over the course of the 
last two decades due to myriad incremental increases in vehicle, aircraft and 
other emissions as the demographic area continues to grow faster than most 
regions of the country. The Denver metropolitan area is now on the EPA list of 
cities and counties for air quality nonattainment (see map below). A five-year 
analysis may be considered de minim is in terms of additional air quality 
degradation but studied in the context of 20 years and the estimated 180,000 
additional flights in and out of Denver cannot possibly be considered de minimis 
per NEPA.  
40 CFR § 6.204(b}(8) The proposed action is known to cause significant public 
controversy about a potential environmental impact of the proposed action; 
o Metroplexes around the country have experienced significant increases in noise 
complaints as a result of implementation (see Appendix A). While noise 
complaints by themselves are not objective measurements of noise, they are 
indicators of potential noise issues as a nuisance. The accepted federal threshold 
is 65dB DNL, which corresponds to 12.3% of the population being highly annoyed 
(meaning sleep deprivation, loss of concentration, inability to continue a 
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conversation). 11 While it remains the federal standard and is applied in this D/EA, its validity has 
come under increased criticism as being inadequate. There 
have been steady calls for the FAA to reevaluate whether the 6SdB DNL is still an 
acceptable threshold when so many people are severely and adversely affected 
by aircraft noise. In fact, the FAA began a study to address this threshold several 
years ago but has failed to complete the study. Congress has now mandated in 
the FAA Reauthorization Act of 2018 that the FAA complete this study with in one 
year of the enactment of the Act and submit the same to Congress. 12 To this end, 
the FAA should place a moratorium on the Denver Metroplex study until the 
outcome of this and other studies are completed and published. Any change in 
the 65dB DNL threshold will have a significant impact on how the FAA measures 
environmental impact. It should be noted that Naples, FL successfully challenged 
the FAA on the 65 DNL threshold and was able to apply the more stringent 
threshold of 60dB DNL.13. 
As previously referenced, the implementation of Metroplexes and subsequent uproar by 
affected communities around the country has led to unprecedented action by Congress in 2018. 
The One Hundred Fifteenth Congress of the United States at the Second Session passed, and 
the President signed into law the FAA Reauthorization Act of 2018. In Subtitle D, Airport Noise 
and Environmental Streamlining, Congress specifically mandated numerous noise-related 
legislative actions, many directly and indirectly related to Metroplex implementation as follows; 
SECTION 176. COMMUNITY INVOLVEMENT IN FAA NEXTGEN PROJECTS LOCATED IN 
METROPLEXES. (a) Community Involvement Policy.-Not later than 180 days after the date of 
enactment of this Act, the Administrator of the Federal Aviation Administration shall complete 
a review of the Federal Aviation Administration's community involvement practices for Next 
Generation Air Transportation System (NextGen) projects located in metroplexes identified by 
the Administration . 
Congress has recognized that it is quite obvious that the FAA has not sufficiently 
addressed, or at a minimum underestimated, the need for broad citizen participation 
when so many communities have expressed their frustration after Metroplex 
implementation about the lack of community involvement, with many complainants 
being clearly surprised by the sudden and unanticipated changes in flight patterns over 
or near their residences (See Appendix "A"). 
11 "Assessment of the Effectiveness of Aircraft Noise Regulation", Fidell, Sanford . Special Issue: 
Noise & Health; 
Environmental Noise and non-Acoustical Determinants of Annoyance, Vol. 3, April-June 1999; 
Deepak Prasher, Ed ., 
The Denver Metroplex is no exception; the following are but a few examples. The EA 
was released on April 22, 2019 but the interactive GIS-based maps where residents 
could determine how overflights might affect their respective neighborhoods did not 
become available to the public until April 30th and only at the workshops, ostensibly 
because the sole computer operator capable of uploading the information was sick! The maps were 
finally uploaded on the May 2, 2019! Citizens were then given till June 6, 
2019 to provide responses to the FAA, a mere 45 days after the documents (approx. 
700+ pages) were released while the FAA took two years to prepare said documents. 
The SoCal Metroplex was given nearly four months. In another situation several 
Metroplex team members were overheard stating that "Metroplex will not change 
anything", including one of the co-leads! In yet another instance, the FAA Public Affairs 
Officer cancelled a meeting for elected officials just a few hours before it was to begin 
because a member of the media was invited. Finally, airport staff attended numerous 
"stakeholder" meetings with the FAA Metroplex design team, but any input provided to 
the team was summarily dismissed even though Centennial Airport had demonstrated 



3 
 

extensive cooperation with the FAA regarding RNAV implementation. These are not 
simple gripes but a few examples how the Denver Metroplex team has gone about the 
process; it has not only been arbitrary and capricious, but the design team has been 
indifferent to the needs of the stakeholder community-and, related;  
SECTION 187. AIRCRAFT NOISE EXPOSURE. (a) REVIEW.-The Administrator of the Federal 
Aviation Administration shall conclude the Administrator's ongoing review of the relationship 
between aircraft noise exposure and its effects on communities around airports. (b) REPORT.( 
10) IN GENERAL-Not later than two years after the date of enactment of this Act, the 
Administrator shall submit to Congress a report containing the results of the review;-and, 
related; 
P21. (This article is considered the seminal article on noise annoyance and the results have since been 
replicated 
by numerous studies, including by the U.S. Air Force) 
12 FAA Reauthorization Act of 2018, Subtitle D, Sec. 173 
13 http://airportnoiselaw.org/cases/naples6.html 
SECTION 189. STUDY ON POTENTIAL HEALTH AND ECONOMIC IMPACTS OF 
OVERFLIGHT 
NOISE. (a) IN GENERAL-Not later than 180 days after the date of enactment of this Act, the 
Administrator of the Federal Aviation Administration shall enter into an agreement with an 
eligible institution of higher education to conduct a study on the health impacts of noise from 
aircraft flights on residents exposed to a range of noise levels from such flights. (b) SCOPE OF 
STUDY.-The study conducted under subsection (a) shall- (1) include an examination of the 
incremental health impacts attributable to noise exposure that result from aircraft flights, 
including sleep disturbance and elevated blood pressure; (2) be focused on residents in the 
metropolitan area of- (A) Boston; (B) Chicago; (C) the District of Columbia; (D) New York; (E) 
the Northern California Metroplex; (F) Phoenix; (G) the Southern California Metroplex; (H) 
Seattle; or (I) such other area as may be identified by the Administrator; (3) consider, in 
particular, the incremental health impacts on residents living partly or wholly underneath flight 
paths most frequently used by aircraft flying at an altitude lower than 10,000 feet, including 
during takeoff or landing; (4) include an assessment of the relationship between a perceived 
increase in aircraft noise, including as a result of a change in flight paths that increases the 
visibility of aircraft from a certain location, and an actual increase in aircraft noise, particularly 
in areas with high or variable levels of non-aircraft-related ambient noise; and (5) consider the 
economic harm or benefits to businesses located party or wholly underneath flight paths most 
frequently used by aircraft flying at an altitude lower than 10,000 feet, including during takeoff 
or landing. (c) ELIGIBILITY.-An institution of higher education is eligible to conduct the study if 
the institution- (1) has- (A) a school of public health that has participated in the Center of 
Excellence for Aircraft Noise and Aviation Emissions Mitigation of the Federal Aviation 
Administration; or H.R.302-52 (B) a center for environmental health that receives funding 
from the National Institute of Environmental Health Sciences; (2) is located in one of the areas 
identified in subsection (b); (3) applies to the Administrator in a timely fashion; (4) 
demonstrates to the satisfaction of the Administrator that the institution is qualified to conduct 
the study; (5) agrees to submit to the Administrator, not later than 3 years after entering into 
an agreement under subsection (a), the results of the study, including any source materials 
used; and (6) meets such other requirements as the Administrator determines necessary. (d) 
SUBMISSION OF STUDY.-Not later than 90 days after the Administrator receives the results of 
the study, the Administrator shall submit to the appropriate committees of Congress the study 
and a summary of the results. 
Congress has long recognized that there is a direct relationship between aircraft noise 
and communities near airports, including establishing the Part 150 Airport Noise 
Compatibility Program, which, despite having been in place since 1989 has not always 
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produced expected results and both studies are requested in order to get a better 
understanding of the effects and what more can be done.14 These studies invariably will 
be weighed against the cost-benefit burdens to society as well as laws concerning 
interstate commerce-and, related; 
SECTION 188. STUDY REGARDING THE DAY-NIGHT AVERAGE SOUND LEVELS. (a) 
STUDY.-The 
Administrator of the Federal Aviation Administration shall evaluate alternative metrics to the 
current average day-night level standard, such as the use of actual noise sampling and other 
methods, to address community airplane noise concerns. (b) REPORT.-Not later than one year 
after the date of enactment of this Act, the Administrator shall submit to the appropriate 
committees of Congress a report of the study under subsection (a) This report was to have 
been delivered to Congress no later than October 5, 2019.-and related; SECTION 173. 
ALTERNATIVE AIRPLANE NOISE METRIC EVALUATION STUDY. Not later than one 
year after enactment of this Act, the Administrator of the Federal Aviation Administration shall 
complete the ongoing evaluation of alternative metrics to the current Day Night Level (DNL) 65 
Standard. This report was to have been delivered no later than October 5, 2019. 
Sec. 173 and 188 are focused on the same question, which is whether or not the 65 DNL 
remains an acceptable federal noise standard when 12.3 percent of the populations are 
highly annoyed by noise, including but not limited to sleep deprivation, loss of 
concentration, inability to continue a conversation, as well as health-related concerns 
such as hypertension and heart disease. Also, see Sec. 187 and 189. 
SAFETY, NOISE AND OVERFLIGHT CONCERNS. The FAA proposes to eliminate a "little-used" 
(FAA's term) arrival procedure called PUFRR and replace it with the so-called BRNKO arrival 
procedure. The PUFFR arrival procedure currently takes aircraft coming in from the north and 
east over and above Denver International Airport.  
14 14 CFR Part 150 Noise Compatibility Program. 
Source: Cities near Denver area's Centennial Airport are fi ghting possible changes to flight pat h, 
Denver Post, Ja nuary 22, 2019. 
https:// denverpost.com/2019/01/23/faa-centennial-airport-flight-paths-littleton/ 
The proposed BRNKO arrival procedure takes airplanes destined for Centennial Airport some 50 
miles further north towards Ft. Collins-Loveland, before aircraft are vectored eastward along 
the foothills of the Rocky Mountains where down drafts, wind shear and volatile wind 
conditions make it both uncomfortable due to turbulence, as well as dangerous due to 
unpredictable downdrafts coming from the mountains. When weather or winds are not a 
factor, the corridor is popular with small aircraft flying in both directions creating safety 
concerns as aircraft with vastly different speeds will operate in the same airspace at nearly 
identical altitudes. While safety is typically the purview of the FAA, numerous pilots, who are 
the ultimate arbiters on safety, have to fly this route including PINRR (for aircraft arriving from 
the west) and have advised the FAA that the proposed BRNKO and PINNR arrival procedures are 
potentially dangerous in addition to the discomfort for their passengers. 15 Numerous pilots 
have indicated that they will simply not use the BRNKO/PINRR and look to use the DUNNN 
arrival procedure instead. Therefore, from the book of unintended consequences, the FAA should 
consider alternative arrival procedures or take no action on PUFFR. The FAA also claims 
that only very few aircraft use the PUFFR, which begs the question, why change? 
15 The FAA acknowledges that when it comes to safety, the Pilot in Command comes first. 
While the FAA has touted the reductions in fuel burn and emissions as part of Metroplex, it did 
not include an analysis in the D/EA pertaining to the increases in fuel burn and emissions 
generated by aircraft using the BRNKO rather than PUFFR procedure. The FAA should be 
required to provide this data, including associated costs. 
Equally important, aircraft flying the BRNKO and PINNR arrival procedures will be turning east 
towards Centennial Airport and overflying communities like Littleton, Columbine Valley, 
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Highlands Ranch, Cherry Hills, Lone Tree, Castle Pines, Castle Pines North, Castle Rock, 
Greenwood Village, Centennial and unincorporated counties of Douglas, Arapahoe and City and 
County of Denver that have previously only seen occasional aircraft overflight. Although the 
overflights may not reach the 65dB DNL legal threshold at this time, and therefore may not 
meet the nuisance or extraordinary circumstance standards under current law, that could 
change with the Congressional mandates pursuant to the FAA Reauthorization Act of 2018, Title 
D. For this reason, Centennial Airport requests that the FAA place a moratorium on 
implementation of the Denver Metroplex until the studies requested by Congress are 
completed and submitted to Congress for consideration. 
The proposed BRNKO procedure presents two additional problems not considered in the D/EA. 
First, what happens when TRACON hands over aircraft to local ATC, and second, there is great 
uncertainty regarding the altitudes of the overflights above the referenced communities once 
that happens? The FAA does not consider impacts below 3,000 feet AGL, and therefore the final 
phase of flight is "undetermined". A typical flight profile would see an aircraft depart or land at 
an airport, which is managed by local air traffic control. In between, near the airports, Terminal 
Radar Approach Control "talks" to the aircraft and provides direction, while on longer flights, 
the Centers or "end route" controllers provide direction to the aircraft. This is best illustrated in 
the diagram below. There cannot be a disconnect between the three air traffic control 
functions, yet the FAA leaves the final phase of flight to the local air traffic control tower and 
excludes that phase of flight from further analysis. The FAA simply ignores that transition from 
TRACON to local ATC, leaving the most important concerns, noise and overflight at the lowest 
altitudes over those communities unanswered. While the FAA considers the BRNKO procedure 
de minimis, Centennial Airport will continue to grow, and more flights will be vectored over 
these communities without a say in the matter if BRNKO can stand. Even if the current volume 
of eight to ten aircraft a day were true, it is eight to ten aircraft a day too many for citizens who 
never bought into, expected or agreed to this proposition.  
Finally, Centennial Airport is the only airport within the proposed Denver Metroplex with an 
FAA approved Part 150 Noise Compatibility Program ("NCP" ). The FAA never once consulted 
with Centennial Airport regarding the NCP. Since the NCP was approved by the FAA on August 
12, 2007, the airport has worked with the Centennial Airport Community Noise Roundtable to 
address and mitigate noise concerns. The Part 150 Study, the work by the Community and 
Technical Advisory Committees, the approved NCP and the subsequent work by the Roundtable 
to mitigate aircraft noise, now comprising 20-plus years of work, will be forever jeopardized by 
the FAA with this proposed Denver Metroplex. The latter also includes the Noise Exposure 
Maps (NEMs), which airports, local communities and planning departments and sponsors rely 
on to determine compatible development as required by the FAA pursuant to the Federal Grant 
Assurances! 
In closing, we urge the FAA to complete the studies mandated by Congress; address any 
changes in an Environmental Impact Study including cumulative impacts over 20 years; and, 
eliminate the BRNKO and PINNR procedures in favor of more acceptable alternatives including 
taking no action on PUFFR. 
Again, thank you very much for this opportunity to comment. 
Sincerely, 
Robert P. Olislagers 
 
 
Topics Identified in the Comment 

● 14 CFR Part 150 
● Air Quality/Air Pollution  

● Altitude/Mean Sea Level 
● BRNKO STAR 
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● Comment Period 
● Cumulative Impacts 
● Environmental Justice 
● Existing Arcraft Noise 
● FAA Reauthorization Act of 2018 
● General Aviation/Visual Flight Rules 
● Google Earth Files 
● Potential Increase in Aircraft Operations 
● NEPA and FAA Order 1050.1F 
● Noise Modelling Analysis 

● Physical and Mental Health 
● Potential Increase In Fuel Burn and 
Emissions 
● Public Outreach/Public Involvement 
● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 
 
 

FAA Response for Comment #0 Topics 
 
14 CFR Part 150: The 14 Code of Federal Regulation Part 150 (Part 150) is a voluntary program that 
United States airports may undertake to seek a balance between their operational needs and the noise 
impacts their operations have on surrounding neighborhoods. A noise and land use compatibility plan 
under Federal Airport Aviation Regulation (F.A.R.) Part 150 Noise Compatibility would be prepared 
based on present and projected activity.  The F.A.R. Part 150 Noise Compatibility Regulation sets out 
rules and guidelines and authorizes Federal assistance for the preparation of airport noise compatibility 
programs.  Part 150 provides for the preparation of two types of information: Noise Exposure Maps, 
which describe existing noise conditions in the Airport area and projected future conditions if no noise 
abatement actions were taken; and a Noise Compatibility Program, which provides guidelines for the 
mitigation of existing incompatible land uses and the prevention of development that would introduce 
new incompatible uses. Together, this information constitutes the Noise Compatibility Plan for the 
coming 5-10 year period. 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
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places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Altitude/Mean Sea Level: Airspace classes are defined by regulations in 14 CFR part 71. Class A 
airspace covers the highest altitudes of above 18,000 feet Mean Sea Level. Unless specially authorized, 
all aircraft in Class A airspace must operate under Instrument Flight Rules. Class B airspace generally 
includes airspace from the surface to 10,000 feet Mean Sea Level around the busiest airports and is 
individually tailored to contain all published instrument flight procedures for that airport. Class B 
airspace typically consists of a surface area around the airport and two or more layers that increase in 
size. Airspace altitudes are expressed in Mean Sea Level because it is a consistent measurement for 
aircraft flight operations, while Above Ground Level varies with the local terrain. 
 
BRNKO STAR: The workload for managing air traffic on the existing PUFFR (RNAV) STAR flight 
procedure is intensive for air traffic controllers as it requires them to maintain separation between 
aircraft arrivals at Centennial Airport and aircraft arrivals and departures at Denver International 
Airport. The workload intensity has been identified as a potential safety risk, notably during periods of 
heavy air traffic operations in the Denver area airspace. The FAA is proposing to replace the existing 
PUFFR (RNAV) STAR with the proposed BRNKO (RNAV) STAR to enhance safety and efficiency 
for air traffic flow from the north arriving to Centennial Airport. The BRNKO (RNAV) STAR was 
developed in collaboration with the user groups including National Business Aviation Association and 
the Colorado Aviation Business Association to meet all safety and efficiency requirements. 
Additionally, the proposed PINNR (RNAV) STAR was developed to accommodate arrivals from the 
north. 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
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Cumulative Impacts: Consideration of cumulative impacts applies to the impacts resulting from the 
implementation of the proposed Denver Metroplex Project combined with other actions. A cumulative 
impact is defined as an impact on the environment, which results from the incremental impact of the 
action when added to other past, present, and reasonably foreseeable future actions regardless of what 
agency (federal or non-federal) or person undertakes such other actions.   
   
Analyzing cumulative effects is considered within geographic (spatial) and time (temporal) boundaries. 
Reasonably foreseeable future actions refers to projects that would likely be completed before 2024 
and do not include those actions that are highly speculative or indefinite. The type of projects 
considered under the cumulative impact analysis were primarily limited to airfield projects, specifically 
projects that directly affect or involve runways and modifications to parallel taxiways. These type of 
projects may effect aircraft flight operations. A comprehensive search of the FAA Airport Capital 
Improvement Programs for the identified Study Airports yielded no substantive runway endpoint or 
elevation changes within the timeline horizons of the Final Environmental Assessment. The Preferred 
Alternative, when considered with other past, present, and reasonably foreseeable projects would not 
would not exceed the thresholds of significance for the resource categories analyzed in the Final 
Environmental Assessment. Therefore, no cumulative impacts would be anticipated. The No Action 
Alternative does not involve a proposed project that could contribute to the effects of past, present, or 
reasonably foreseeable projects. Therefore, no cumulative impacts would be anticipated under the No 
Action Alternative. 
 
Environmental Justice: An environmental justice analysis considers the potential for impact on 
minority and low-income populations of the proposed Denver Metroplex Project as compared to the No 
Action Alternative. In weighing whether the proposed Denver Metroplex Project raises environmental 
justice concerns, the FAA considers whether a proposed action may have disproportionately high and 
adverse human health or environmental effects on minority and low-income populations. This analysis 
draws on the findings of the other impact analyses, particularly noise, land use, and air quality. If these 
factors exist, there is not necessarily a significant impact; rather, the FAA must evaluate these factors 
in light of context and intensity to determine if there are significant impacts.   
   
Implementation of the proposed Denver Metroplex Project would not adversely affect air quality or 
land use within the General Study Area. Additionally, the results of the noise modelling analysis 
alternative indicate that changes in aircraft noise exposure would be below the threshold of significance 
when comparing the proposed Denver Metroplex Project and the No Action Alternative. As a result, 
there are no disproportionate impacts on minority, or low-income populations of the proposed Denver 
Metroplex Project as compared to the No Action Alternative. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
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Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
FAA Reauthorization Act of 2018: The FAA Reauthorization Act of 2018 specifies congressionally 
mandated directives for which the FAA is responsible for completing at varied timelines.  In 
accordance with the congressionally mandated directives, the FAA will comply and adhere to the 
timelines. While the requested directives are being completed, the U.S. Congress did not place a 
moratorium on implementation of the proposed Denver Metroplex Project, or any Metroplex project. 
 
General Aviation/Visual Flight Rules: The commenter raises concerns that the impacts to general 
aviation and aircraft operating under Visual Flight Rules (VFR) were not considered in the Final 
Environmental Assessment. When operating outside certain categories of controlled airspace, aircraft 
operating under VFR are not required to be in contact with ATC. Because these aircraft operate at the 
pilot’s discretion and are often not required to file flight plans, the FAA has very limited information 
about these operations. Consequently, there is no known source for comprehensive route, altitude, 
aircraft type, and frequency information for VFR operations in the General Study Area. However, even 
if complete information were available for VFR operations, the proposed Denver Metroplex Project 
would not require any changes to routing or altitudes to accommodate these operations. If they could be 
modeled, they would use the same flight routes and altitudes under the No Action Alternative and the 
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Preferred Action for the Denver Metroplex Project. Their operations would not be affected by the 
forecast conditions in 2019 (the proposed first year of implementation) and 2024 (five years after 
implementation) for either the No Action Alternative or the Preferred Action for the Denver Metroplex 
Project. Therefore, VFR aircraft were not included in the analysis. 
 
Google Earth Files: The FAA released information on the proposed Denver Metroplex Project in 
Google Earth format. This information is provided to allow the public to better understand the 
proposed procedures and the results of the noise analysis. These files can be downloaded from the 
project website at  
http://www.metroplexenvironmental.com/denver_metroplex/denver_docs.html. 
The information provided in Google Earth format includes the following: 
• The flight corridors for the No Action Alternative and the Proposed Action depicted in the exhibits in 
Chapter 3 of the Final Environmental Assessment (EA) 
• The AEDT model flight tracks used to complete the noise analysis prepared for the Final EA and to 
develop the flight corridors depicted in exhibits in Chapter 3 of the Final EA 
• The procedure route designs including waypoints 
• The results of the noise analysis for each grid point modeled under each scenario [i.e., Existing 
Conditions, No Action Alternative (2019 and 2024), and Proposed Action (2019 and 2024)]. As 
discussed in Section 5.1.2, three groups of points were modeled: 2010 Census block centroids, grid 
points at 0.5-nautical mile intervals located on a uniform grid that covers the entire General Study 
Area, and unique points representing Section 4(f) resources and historic sites listed on the National 
Register of Historic Places. 
Because of the size of the data presented, the files that present the flight corridors, flight tracks, and 
procedure routes are broken up by area: Centennial Airport (APA) only, Denver International Airport 
(DEN) only – East, DEN only – Northeast, DEN only – Northwest, DEN only Southeast, DEN only – 
Southwest, DEN only – West and non-APA Airport Satellites. More information on the noise analysis 
process, including development of the AEDT model flight tracks can be found in the Denver Metroplex 
Noise Technical Report, available at 
http://www.metroplexenvironmental.com/denver_metroplex/denver_docs.html The Google Earth 
application can be downloaded from https://www.google.com/earth/. Information on how to use 
Google Earth, including tutorials, is provided at https://www.google.com/earth/learn/. Please note that 
due to file size and depending the internet connection speed, the files may take some time to download 
into Google Earth. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Noise Modelling Analysis: To comply with the National Environmental Policy Act (NEPA) 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric. DNL is the FAA’s primary metric used to establish a yearly day/night average of cumulative 
noise energy exposure of individuals to noise resulting from aviation activities. The noise analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR). IFR-filed aircraft activity was 
forecasted for the years 2019 and 2024 and used to model conditions under both the No Action 
Alternative and the Preferred Alternative.   
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The FAA’s noise guidelines for compliance with NEPA define a significant impact as an increase of 
DNL1.5 dB in areas exposed to aircraft noise of DNL 65 and higher. Using these criteria, the noise 
analysis results indicate that the Preferred Alternative when compared to the No Action Alternative 
would not result in a DNL 1.5 dB or higher increase in sensitive areas exposed to DNL 65 dB or 
higher.     
   
The compatibility of noise sensitive land use is evaluated through comparison with the compatibility 
guidelines provided in 14 CFR Part 150, Appendix A, table 1. The guidelines focus on areas exposed to 
noise levels of DNL 65 dB and greater. However, the FAA recognizes that this standard may not be 
relevant to certain noise sensitive areas. As shown in Table 5-2, a 3 dB increase in areas exposed to 
DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 to 60 dB are considered reportable 
noise increases. The FAA prepared the noise modelling analysis of the proposed flight procedures to 
account the reportable noise criteria. Experience has indicated that DNL increases 5 dB or more at 
cumulative levels well below DNL 65 dB could be disturbing to people and become a source of public 
concern.    
   
The FAA identified three areas with lower levels of aircraft noise exposure, specifically, an increase of 
DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB.  Although this would result in a 
reportable aircraft noise exposure DNL 5 dB increase in areas exposed to DNL between 45 dB and 60 
dB, the project does not introduce noise that would affect the features, or attributes associated with the 
three areas that would adversely affect it. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Potential Increase In Fuel Burn and Emissions: The commenter raised a concern regarding aircraft 
emission. As described in Section 5.2.3 of the Final Environmental Assessment under the proposed 
Denver Metroplex Project there would be a slight increase in fuel burn (1.83 percent in 2019 and 1.85 
percent in 2024) when compared to the No Action Alternative. While increased fuel burn corresponds 
with an increase in emissions, operational changes that could result in an increase in fuel burn would 
occur at 3,000 feet AGL or above and would not result in an increase in ground concentrations. Any 
operational changes that could result in an increase in fuel burn would occur at or above 3,000 feet 
AGL. As discussed above, procedures above 3,000 feet AGL are considered a de minimis action, 
would have little if any effect on emissions and ground concentrations of criteria pollutants, and are 
presumed to conform to all applicable State Implementation Plans.( 72 Fed. Reg. 6641 (February 12, 
2007). 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
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the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
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Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 303   Submitted by: Olson, Laura 
Comment Received: I'm writing to oppose the Denver Metroplex project. My home in Coal Creek 
Canyon  Colorado  will be adversely affected by the consolidation of flight patterns into fewer specific 
corridors. Not only will me and my neighbors lose much of the peace and quiet that made us move to 
this community  but our home values will be affected by the increase in noise pollution from these new 
corridors. We all understand and appreciate the need to accommodate a form of transportation that has 
become vital to our society; however  I ask that you consider routing air traffic from DIA and the 
surrounding airports over a less populated area of the front range. Many thanks for your consideration. 
 
Topics Identified in the Comment 

● Projected Changes in Aircraft Noise 
Exposure 
● Property Values 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #303 Topics 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
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Property Values: The proposed Denver Metroplex Project involves air traffic control routing changes 
for airborne aircraft only; and does not involve land acquisition, physical disturbance, or construction 
activities. The determination of whether a proposed action may have a significant environmental 
impact under the National Environmental Policy ACT (NEPA) is made by considering the relevant 
environmental impact categories and comparing impact to the FAA’s thresholds of significance as 
outlined in FAA Order 1050.1F. The assessment of property values is not an environmental impact 
category as outlined in FAA Order 1050.1F. To the extent applicable, and as there are no significant 
impacts under noise or compatible land use, the proposed Denver Metroplex Project is compatible with 
existing and planned land uses, and the applicable regulations and policies of federal, state, and local 
agencies. A limited number of studies have attempted to measure the impact of aircraft noise on 
property values. Specific studies of the impact of noise at the Study Airports on real property values 
have not been conducted and are not required. Studies conducted at other national airports have 
concluded that airport noise only has a slight impact on property values within the Day Night Average 
Sound Level 65 decibels or greater noise contour around airports. Additionally, comparison of older 
studies to more recent studies indicates that the impact was greater in the 1960s, when jet aircraft first 
entered the fleet. This decrease presumably is the result of stabilization of real estate markets following 
an initial adjustment to noisier jets, and of noise reduction in more modern Stage 3 or better aircraft. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 304   Submitted by: Panasewicz, John 
Comment Received: VERY UPSET with the lack of outreach to the MOST IMPACTED population. I 
am very happy to "share the noise," as it has been. Many mornings, my noise level is LESS than 28 
dBa...below the threshhold of hearing! When the jets do come over, it is a struggle to carry on a normal 
conversation! What about the wildlife? Vets with PTSD? PLEASE PLEASE DO NOT MAKE MY 
PROPERTY A SOUNDTRACK FOR TOP GUN!!! 
 
Topics Identified in the Comment 

● DOT Section 4(f) Resources 
● Physical and Mental Health 
● Public Outreach/Public Involvement 

 
 

FAA Response for Comment #304 Topics 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
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reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
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procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
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Comments-Responses 

Comment# 305   Submitted by: Panneton, Barb 
Comment Received: The numerous flights over our house all summer/fall long were incredibly loud  
annoying and intrusive. The jets between 10:30 and 11 pm flying west made it very difficult to fall 
asleep. Also  sitting on our deck in summer evenings (6-8 pm) our peace was disrupted by low flying 
noisy aircraft. I used to keep track of the # of aircraft but eventually gave up. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Sleep Disturbance/Speech Interference 

 
 

FAA Response for Comment #305 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
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Sleep Disturbance/Speech Interference: The commenter recommended calculating different types of 
supplemental noise metrics to explain sleep disturbance and/or speech interference. A benefit of 
supplemental noise metrics is to help the public reach a better understanding of potential noise impacts. 
If the noise modelling analysis indicates a potential significant impact, FAA Order 1050.1F 
recommends additional information related to the human response to noise that is appropriate for the 
specific proposal. Additional information may include supplemental metrics applicable to sleep 
disturbance and/or speech interference. Such supplemental noise analysis is not, by itself, a measure of 
adverse aircraft noise or significant aircraft noise impact. As discussed in Chapter 5 of the EA, the 
noise modeling analysis indicated that the proposed Denver Metroplex project would not result in 
changes to noise exposure that exceed the significant noise threshold for the forecasted years of 2019 
and 2024. Therefore, the use of optional supplemental noise metrics are not warranted because they not 
would help explain the potential for cumulative noise exposure. 
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Comments-Responses 

Comment# 306   Submitted by: Panneton, Russell 
Comment Received: The climb out from DIA in summer is apparently directly over our neighborhood, 
just outside of Nederland, CO, and over the Indian Peaks Wilderness. The almost constant drone is 
completely anathema to a National Forest or wilderness experience. Please at least vary the climb out 
route for westbound flights from north to south so the planes avoid pummeling our area with noise. 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #306 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 307   Submitted by: Parisse, Alan 
Comment Received: If the planes from the Rocky Mountain Airport don't just flew over our area at 
reasonable hours it might be tolerable. Regrettably  that is not the case. They fly at all hours and circle 
above our homes in planes that were manufactured long before noise controls became more the norm. 
The FAA has a responsibility to do something. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● General Aviation/Visual Flight Rules 
● Purpose and Need of Project 

 
 

FAA Response for Comment #307 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
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General Aviation/Visual Flight Rules: The commenter raises concerns that the impacts to general 
aviation and aircraft operating under Visual Flight Rules (VFR) were not considered in the Final 
Environmental Assessment. When operating outside certain categories of controlled airspace, aircraft 
operating under VFR are not required to be in contact with ATC. Because these aircraft operate at the 
pilot’s discretion and are often not required to file flight plans, the FAA has very limited information 
about these operations. Consequently, there is no known source for comprehensive route, altitude, 
aircraft type, and frequency information for VFR operations in the General Study Area. However, even 
if complete information were available for VFR operations, the proposed Denver Metroplex Project 
would not require any changes to routing or altitudes to accommodate these operations. If they could be 
modeled, they would use the same flight routes and altitudes under the No Action Alternative and the 
Preferred Action for the Denver Metroplex Project. Their operations would not be affected by the 
forecast conditions in 2019 (the proposed first year of implementation) and 2024 (five years after 
implementation) for either the No Action Alternative or the Preferred Action for the Denver Metroplex 
Project. Therefore, VFR aircraft were not included in the analysis. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 308   Submitted by: Parkhurst, Alisha 
Comment Received: I am a Gilpin county resident and I strongly oppose the new air traffic plan 
Denver Meteoplex Plan.  It is not ok to effect a whole community's way of life! 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
● West SIDs 

 
 

FAA Response for Comment #308 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
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flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 309   Submitted by: Parkhurst, Kent 
Comment Received: I am strongly opposed to the Denver Metroplex Plan.  This plan unfairly effects 
communities including mine  Gilpin County.  Please reconsider an alternative plan that will disperse 
the air traffic throughout multiple counties instead of just a few.  Thank you. 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
● West SIDs 

 
 

FAA Response for Comment #309 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
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the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 310   Submitted by: Parman, Bruce 
Comment Received: My wife and I have retired and settled to the peace and beauty of these Rocky 
Mountains. Recently, though, we have begun to experience an increasing level of noise and frequency 
of flights over our home. This has led us to discover the NextGen change in flight paths over the front 
range. The plan would dramatically change the volume of flight traffic over Gilpin County, essentially 
focusing the more equally distributed flight paths over the front range (traditionally maintained),  down 
to a narrow corridor over those of us living here. The track record of complaints for this program, 
experienced in other great cities of our country (like San Diego, Los Angeles, Phoenix and Baltimore) 
has been a disaster, with the number of complaints jumping as much as thirty times the levels pre-
program.  Much of our area in these mountains consists of Park Lands (both State and National) that 
provide a refuge for our wildlife and an escape back to nature for many of our citizens not lucky 
enough to live here.  I do not want to see this area polluted with noise, aggravating and stressing our 
citizens, disturbing our wildlife, and destroying the natural grace given those who frequent these 
regions seeking it.  We don’t wish to damage/or stop our air travel capabilities, but feel that distributing 
the paths across the front range does much to reduce the negative effects experienced otherwise. Also, 
it is a fairer plan for our citizenry in Colorado counties. I urge you to rethink the effects of this plan and 
distribute the flight paths evenly across the front range. Sincerely, Bruce Parman 
 
Topics Identified in the Comment 

● Biological Resources 
● DOT Section 4(f) Resources 
● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● Potential Increase in Aircraft Operations 
● Physical and Mental Health 

● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #310 Topics 
 
Biological Resources: The greatest potential for impacts to wildlife species would result from wildlife 
strikes on avian and bat species at altitudes below 3,000 feet AGL. Changes to flight paths under the 
Preferred Alternative would primarily occur at or above 3,000 feet AGL. Therefore, the Preferred 
Alternative would not result in significant impacts to avian and bat species when compared with the No 
Action. The No Action would not involve changes to air traffic flows, land acquisition, construction, or 
other ground disturbance activities. Therefore, the No Action would not result in significant impacts to 
fish, wildlife, or plants. 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
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that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
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has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
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Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
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may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
 



1 
 

Comments-Responses 

Comment# 311   Submitted by: Petersen, CC 
Comment Received: We live in Gilpin County (Black Hawk  80422  although we get our mail in 
80466 because that's the nearest post office with enough boxes to serve us). We live just south of state 
highway 72 (Coal Creek Canyon Highway) and just west of Colorado 119.   
 
To put it bluntly  we are tired of the jet noise over our house.  We are at 9200 feet altitude  and during 
busy times  we are getting noise from jets every 30-60 seconds  only minutes after they've taken off 
from DIA or Broomfield.  
 
 We moved away from the city to get away from jet noise  and we don't appreciate our homes and quiet 
being sacrificed so that cities like Boulder and others can whine louder and force the noise to be shoved 
over to us.   
 
We are near national forests  parks  have a great deal of wildlife nearby  and are in sparsely settled 
areas. The noise from jets from both DIA and the airport in Broomfield is now invading our property  
removing our rights to peace and quiet  and harming the environment and the wildlife.  Please be aware 
that at our altitudes up here  we are much closer to the jets as they pass overhead  and there are times 
when we cannot even hold conversations when we we are outdoors enjoying our property  all due to 
the continual noise of jets during busy takeoff times. 
 
Gilpin County is an historial district with many older homes  historical buildings  vistas  and tourist 
attractions. Jet noise detracts from all of that  and causes tourists to go elsewhere.  This hurts our 
economy in ways that big-city folks and bureaucrats may not be able to understand.  You really should 
come up here and experience the near-constant din of jet noise that we have to put up with during high-
traffic periods.   
 
Find a solution to restore our peace and quiet  and stop forcing our county to bear the brunt of DIA and 
other airport noises. We are more than 65 miles away  yet we are inundated with unwanted jet noise in 
our once-peaceful mountain homes.  
 
Thank you. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● Historical and Cultural Resources 

 
 

FAA Response for Comment #311 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
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the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
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To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Historical and Cultural Resources: The commenter mentioned the Environmental Assessment (EA) 
excludes the impact of noise at or below the Day Night Average Sound Level (DNL) of 65 decibels 
(dB) on noise sensitive areas, including historic and cultural properties. To comply with NEPA 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric; the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.    
   
However, the FAA recognizes that this standard may not be relevant to historical and cultural 
resources. As shown in Table 5-2, a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB 
increase in areas exposed to DNL 45 to 60 dB are considered reportable noise increases. In Section 5.6 
of the Final EA, the noise modelling analysis for the proposed Denver Metroplex Project indicated two 
areas of reportable noise grid points, which were investigated for the presence of historic and cultural 
properties. The FAA focused its efforts on identifying historic properties in the two areas of potential 
effect that could receive noise increases and considered the potential for overflight to introduce visual 
effects that could cause an alteration in the character of the historic property that qualify it for the 
National Register of Historic Places (National Register).  As depicted in Exhibit 5-2, the two areas are 
associated with the proposed aircraft flight procedures for Denver International Airport: the COORZ 
Area Navigation (RNAV) Standard Instrument Departure (SID) for westbound departures, the SLEEK 
(RNAV) SID for southbound departures.   
   
Under Section 106 of the National Historic Preservation Act, the FAA completed consultation with 
State and Local governments having jurisdiction or special expertise over historic and cultural 
resources. Additionally, the FAA entered into government-to-government consultation with forty-eight 
Native American Tribes having a legacy of occupation in the State of Colorado. Consultation with all 
of these parties did not identify any historic properties within the areas of potential effect for which a 
quiet setting is a characteristic that qualifies it for the National Register, and that therefore could be 
affected at the lower level of reportable noise exposure. The FAA also considered the potential for the 
introduction of visual elements that could diminish the integrity of the property’s historic features. We 
compared the proposed procedures with current flight tracks within the areas of potential effect, and 
determined that there would be no new areas overflown, and therefore no potential to introduce new 
visual elements. The proposed procedures would not introduce flight tracks over sensitive areas 
changing any existing impacts on those historic properties and cultural resources. Consultation did not 
identify any traditional and cultural properties within the APE for which aircraft noise and/or aircraft 
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overflights would have an effect on a historic property’s characteristics qualifying that property for the 
National Register. Therefore, the proposed Denver Metroplex Project would not have an adverse effect 
on historic properties. 
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Comments-Responses 

Comment# 312   Submitted by: Petersen, Mark 
Comment Received: It would be useful if noisy air traffic corridors were not routed over the 
environmentally sensitive locations in Gilpin County  such as the James Peak Wilderness Area and 
Golden Gate State Park. Humans and wildlife are already being negatively affected. We in Gilpin 
County need less noise  not more. 
 
Topics Identified in the Comment 

● DOT Section 4(f) Resources 
● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
● West SIDs 
 
 

FAA Response for Comment #312 Topics 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
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proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
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identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
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would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 313   Submitted by: Peterson, Michael 
Comment Received: I am concerned that NextGen is going to increase the number of aircraft that fly 
over my home each year. My hope is that the airplane noise will decrease significantly. I live at 52501 
E. 64th Ave. in Strasburg  Colorado. I calculate that I live at the  KRAVN navigation point of the 
NextGen system. Currently  thousands aircraft fly over this navigation point (my home)  each year. 
These airplanes are loud  low-flying  and constant.  I live approximately 18 miles (30 kilometers)  from 
DIA and I feel that the constant noise I tolerate is unnecessary. I have logged these complaints for 
several years with DIA's noise complaint system.  
 
The airplanes that fly over my home are loud. They may not be loud according to FAA standards  but 
they are loud for the quiet life I like and expect 18 miles from DIA. Many of the airplanes can drown-
out the sound of the radio or TV. They can easily disrupt a quiet conversation. My mother-in-law has 
commented on the loudness of the aircraft (without the help of her hearing aids)  and she has difficulty 
hearing normal conversations with them. My hope is that the noise concerns will disappear. 
 
The airplanes that fly over my home are low-flying. After traveling 18 miles (30 kilometers) from DIA  
I would expect an airplane to have ascended to a more suitable altitude. Many of the aircraft are less 
than 5 000 feet in altitude (less than 2 kilometers) by the time they reach my home. Many are even 
lower. I can often read the commercial name/lettering of the airplane as it flies by my home (ie. 
Frontier  United  etc). My hope is that modern airplanes are able to climb to a more appropriate altitude 
after traveling the 18 miles to my home. 
 
The noise and airplane traffic is constant. It's not uncommon to have 10-15 airplanes fly over my home 
in the space of a ½ hour. This constant traffic can last for several hours. The air traffic is unceasing at 
times  and it doesn't matter which direction or which runway is used. The eastbound traffic  the 
northbound traffic  and the southbound airplane traffic all have my home (KRAVN navigation point) as 
a focal-point of their air travel. My hope is that another navigation point is used for much of the easter 
air traffic at DIA. 
 
I should not have to tolerate this much noisy and low-flying air traffic. I am concerned that the new 
system will increase this air traffic to an even more unbearable level. Please move or adjust the 
KRAVN navigation point. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Forecast/Future Operations 
● Frequency of Aircraft Overflights 
● Potential Increase in Aircraft Operations 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #313 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
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“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Forecast/Future Operations: The purpose of the proposed Denver Metroplex Project, as described in 
Chapter 2 of the Final Environmental Assessment (EA), is to improve the efficiency of aircraft arrival 
and departure procedures and airspace utilization in the Denver Metroplex airspace. The FAA designed 
the metroplex initiative to optimize air traffic control (ATC) procedures and airspace on a regional 
scale. Optimized ATC procedures takes advantage of technological advances in navigation, such as 
Area Navigation (RNAV), while ensuring that aircraft not equipped to use RNAV flight procedures 
continue to have access to the National Airspace System. This approach addresses airspace congestion 
and other factors that reduce airspace efficiency in busy metroplex areas. The overall intent is to use 
limited airspace as efficiently as possible for congested metroplex areas.   
   
Aircraft flight schedules for the forecasted change in the number of aircraft operations at the Study 
Airports were prepared to support the aircraft noise analysis for the proposed Denver Metroplex Project 
Final EA. Three flight schedules were developed to represent the average annual day (AAD) flight 
activity at the Study Airports, corresponding to the years assessed for aircraft noise conditions and used 
to model future aircraft noise exposure. The AAD does not reflect a particular day, but is meant to 
represent a typical day over a period of a year. The forecast was based on the FAA’s 2018 Terminal 
Area Forecast (TAF), modified for 2019 and 2024 with additional details using previously identified 
arrival/departure times, aircraft types, and origin/destination information. The TAF is the official 
forecast of aviation activity at FAA facilities and is updated annually. The AAD flight schedules only 
include operations conducted by aircraft operating under Instrument Flight Rules (IFR) because the 
proposed Denver Metroplex Project involves the design of standard instrument arrival and departure 
procedures, which are only used by aircraft operating under IFR.    
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Based on the data in the TAF, there is an anticipated increase in average annual day air carrier traffic to 
Denver International Airport between the years 2019 and 2024. The proposed Denver Metroplex 
Project used the forecast data to model noise for 2019 and 2024 conditions. The noise modeling 
analysis indicated that the proposed Denver Metroplex project would not result in changes to noise 
exposure that exceed the significant noise threshold for the forecasted years of 2019 and 2024. More 
detail related to the development of the forecasts is provided in Appendix H: Denver Metroplex Flight 
Schedules Technical Report available on the Project website at 
http://www.metroplexenvironmental.com/denver_metroplex/denver_docs.html. 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
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carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 314   Submitted by: Pfister, Lauren 
Comment Received: Dear Ladies and Gentlemen: My wife, Mirasy, and I joined in the large 
information meeting held at the Gilpin County Community Center this past Wednesday, and were duly 
impressed with the large crowd that came in the early afternoon to discuss these matters. We have been 
full-time residents since July 2017, but our family has owned land and a cabin nearby where we 
currently live since the late 1970s. During that period, we saw the disappearance of all the glaciers 
visible to us on the Peak to Peak range. Plane exhaust has something to do with that. Mappings of the 
airplane traffic from one day in 2015 to another day in November 2019 showed an increase of numbers 
of flights over the Gilpin County area that were either double or triple the earlier number. Whether the 
corridor has been set or not by this time, it is clear that the increase of traffic has an adverse impact on 
numbers of our fellow residents as well as the wildlife environment (documented at length during the 
80 minute meeting, originally scheduled for an hour). Maintaining a dispersed set of fields for air travel 
is a way to balance both public concern and environmental impact. Increased flights in a narrower band 
of airspace disappoints many in our Gilpin County. Let us seek a common good that involves sharing 
the dispersion of flight patterns rather than focusing them in certain corridors and causing undue noise 
and substance pollution, creating human and environmental negative impacts that should not be done to 
one of the most beautiful and peaceful areas in the continental USA. 
 
Topics Identified in the Comment 

● DOT Section 4(f) Resources 
● Existing Arcraft Noise 
● Potential Increase in Aircraft Operations 

● Potential Increase In Fuel Burn and 
Emissions 
 
 

FAA Response for Comment #314 Topics 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
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Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
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Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Potential Increase In Fuel Burn and Emissions: The commenter raised a concern regarding aircraft 
emission. As described in Section 5.2.3 of the Final Environmental Assessment under the proposed 
Denver Metroplex Project there would be a slight increase in fuel burn (1.83 percent in 2019 and 1.85 
percent in 2024) when compared to the No Action Alternative. While increased fuel burn corresponds 
with an increase in emissions, operational changes that could result in an increase in fuel burn would 
occur at 3,000 feet AGL or above and would not result in an increase in ground concentrations. Any 
operational changes that could result in an increase in fuel burn would occur at or above 3,000 feet 
AGL. As discussed above, procedures above 3,000 feet AGL are considered a de minimis action, 
would have little if any effect on emissions and ground concentrations of criteria pollutants, and are 
presumed to conform to all applicable State Implementation Plans.( 72 Fed. Reg. 6641 (February 12, 
2007). 
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Comments-Responses 

Comment# 315   Submitted by: Pfister, Mirasy 
Comment Received: I write as a resident of Gilpin County to express my deep concerns about the lack 
of input and comments of the Denver Metroplex Environmental Assessment process. Since the 
comment period for the Metroplex closed on June 6th of this year I was made aware a few days ago 
that the residents of Gilpin County had no opportunity to meet with FAA officials to provide feedback 
and to ask them questions since no "public" meeting was held. I support actions that would move the 
flight path away from wilderness areas that have animal life known to be sensitive to environmental 
noises and away from mountain communities. Thank you for reading my concerns, 
 
Topics Identified in the Comment 

● Comment Period 
● DOT Section 4(f) Resources 
● Public Outreach/Public Involvement 

 
 

FAA Response for Comment #315 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
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Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
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EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
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Comments-Responses 

Comment# 316   Submitted by: Phillips, Connie 
Comment Received: As a fifth generation resident of Rollinsville, Colorado, I am totally against the 
proposed change to allow east-west flights over Colorado going over Gilpin County. This is a small but 
beautiful area in the Rocky Mountains and should not be subjected to the noise and other pollution 
caused by such a proposal. I am sure many more people would have attended the public meeting but 
like me 2-3 p.m. is during the workday for most residents. Thank you. 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● Public Outreach/Public Involvement 
● Projected Changes in Aircraft Noise 
Exposure 

● Purpose and Need of Project 
● West SIDs 
 
 

FAA Response for Comment #316 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
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and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
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changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
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flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 317   Submitted by: Phillips, Joseph 
Comment Received: We are aware of the geoengineering occurring over are area with the current air 
traffic flight paths and feel that since no environmental impact studies have been done that no new air 
traffic flight paths should be sent over our area. Environmental studies need to be done and a reduction 
of air traffic over our area is needed. We are concerned about our health as well as the health of our 
livestock  local wildlife and pets. We are speaking out about this because an attempt was made to 
bypass our County and just shove changes through with total disregard for the residents who will be 
impacted. 
 
Topics Identified in the Comment 

● Biological Resources 
● NEPA and FAA Order 1050.1F 
● Physical and Mental Health 
● Public Outreach/Public Involvement 

● Purpose and Need of Project 
 
 

FAA Response for Comment #317 Topics 
 
Biological Resources: The greatest potential for impacts to wildlife species would result from wildlife 
strikes on avian and bat species at altitudes below 3,000 feet AGL. Changes to flight paths under the 
Preferred Alternative would primarily occur at or above 3,000 feet AGL. Therefore, the Preferred 
Alternative would not result in significant impacts to avian and bat species when compared with the No 
Action. The No Action would not involve changes to air traffic flows, land acquisition, construction, or 
other ground disturbance activities. Therefore, the No Action would not result in significant impacts to 
fish, wildlife, or plants. 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
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Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
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Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 318   Submitted by: Pleiss, Amber 
Comment Received: Greenwood village is a wonderful community. As property owners we have had 
our freeway access removed from us by CDOT. This has had a great impact to freeway transportation 
time and property values near freeway with no access. To now add additional noise to the community 
would be a great wrong. Our open space is not enjoyable if there is noise from planes over it. PLEASE 
DON'T DO IT!!! Thank you 
 
Topics Identified in the Comment 

● NEPA and FAA Order 1050.1F 
● Projected Changes in Aircraft Noise 
Exposure 

● Purpose and Need of Project 
 
 

FAA Response for Comment #318 Topics 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
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- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 319   Submitted by: Pollock, Leigh Ann 
Comment Received: Hi. I live in Louisville. We have been here since 1982. My comments regarding 
the the planes leaving DIA have certainly increased, as well as the flight path puts us under the flights 
heading west. They are increasingly becoming more frequent, as well as producing more noise as they 
are climbing in elevation. My hope for the future is we can at least have relief from the planes heading 
west. We are also under constant airplane noise from RMMA, and the flight schools that fly daily over 
us. Some as early as 6:30 in the morning, going until late at night. They head north from the airport, for 
training apparently the puts many of us living in Louisville right in the flight path. They are low, slow, 
old. Very noisy. Very annoying. Cities of Louisville and Superior working with the airport to get us 
relief. Thank you, Leigh Ann Pollock 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● General Aviation/Visual Flight Rules 

● Potential Increase in Aircraft Operations 
 
 

FAA Response for Comment #319 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
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Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
General Aviation/Visual Flight Rules: The commenter raises concerns that the impacts to general 
aviation and aircraft operating under Visual Flight Rules (VFR) were not considered in the Final 
Environmental Assessment. When operating outside certain categories of controlled airspace, aircraft 
operating under VFR are not required to be in contact with ATC. Because these aircraft operate at the 
pilot’s discretion and are often not required to file flight plans, the FAA has very limited information 
about these operations. Consequently, there is no known source for comprehensive route, altitude, 
aircraft type, and frequency information for VFR operations in the General Study Area. However, even 
if complete information were available for VFR operations, the proposed Denver Metroplex Project 
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would not require any changes to routing or altitudes to accommodate these operations. If they could be 
modeled, they would use the same flight routes and altitudes under the No Action Alternative and the 
Preferred Action for the Denver Metroplex Project. Their operations would not be affected by the 
forecast conditions in 2019 (the proposed first year of implementation) and 2024 (five years after 
implementation) for either the No Action Alternative or the Preferred Action for the Denver Metroplex 
Project. Therefore, VFR aircraft were not included in the analysis. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
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Comments-Responses 

Comment# 320   Submitted by: Potter, Lisa 
Comment Received: Please try to keep my personal identifying information confidential.  I have a 
home at 161 Lynnwood Lane in Gilpin County CO and have noticed increased air traffic noise over the 
last several months.  It was particularly disruptive during sleeping hours this summer. We would often 
be awakened by jet engine noise late at night. Has there been a change to the traffic pattern directing 
jets over the Gilpin/Boulder county mountain areas? Without the  "white noise" of a city to drown out 
the jet engine noise  it is quite disturbing. The peace and quiet is one reason we choose to have this 
home where we do.  This air traffic is also disturbing to wildlife in our area and negatively impacts our 
way of life.  If you can reroute away from the quiet and sensitive area of the Gilpin and Boulder 
County mountains  that would be appreciated.  Thank you. 
 
Topics Identified in the Comment 

● Biological Resources 
● DOT Section 4(f) Resources 
● Existing Arcraft Noise 
● Potential Increase in Aircraft Operations 
● Purpose and Need of Project 

● Sleep Disturbance/Speech Interference 
● Suggestions to Change Air Traffic Patterns 
● Withold Personal Identifying Information  
 
 

FAA Response for Comment #320 Topics 
 
Biological Resources: The greatest potential for impacts to wildlife species would result from wildlife 
strikes on avian and bat species at altitudes below 3,000 feet AGL. Changes to flight paths under the 
Preferred Alternative would primarily occur at or above 3,000 feet AGL. Therefore, the Preferred 
Alternative would not result in significant impacts to avian and bat species when compared with the No 
Action. The No Action would not involve changes to air traffic flows, land acquisition, construction, or 
other ground disturbance activities. Therefore, the No Action would not result in significant impacts to 
fish, wildlife, or plants. 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
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Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
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http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
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implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Sleep Disturbance/Speech Interference: The commenter recommended calculating different types of 
supplemental noise metrics to explain sleep disturbance and/or speech interference. A benefit of 
supplemental noise metrics is to help the public reach a better understanding of potential noise impacts. 
If the noise modelling analysis indicates a potential significant impact, FAA Order 1050.1F 
recommends additional information related to the human response to noise that is appropriate for the 
specific proposal. Additional information may include supplemental metrics applicable to sleep 
disturbance and/or speech interference. Such supplemental noise analysis is not, by itself, a measure of 
adverse aircraft noise or significant aircraft noise impact. As discussed in Chapter 5 of the EA, the 
noise modeling analysis indicated that the proposed Denver Metroplex project would not result in 
changes to noise exposure that exceed the significant noise threshold for the forecasted years of 2019 
and 2024. Therefore, the use of optional supplemental noise metrics are not warranted because they not 
would help explain the potential for cumulative noise exposure. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
Withold Personal Identifying Information: Commenters were made aware of the following 
statement with their comment submission - "Please be aware that your name, address, phone number, 
email address, or other personal identifying information in your comment may be made publicly 
available at any time.  You may include in your comment a request to withhold your personal 
identifying information, however we cannot guarantee that we will be able to do so". 
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Comments-Responses 

Comment# 321   Submitted by: Potter, Mark 
Comment Received: The Coorz departure is going to be a brutal impact on our home and community. 
We reside at 9000'msl and the air traffic noise has been gradually increasing and is absolutely 
noticeable. The impact on our once quite community is palpable... perhaps this could be mitigated by 
making departure aircraft immediately climb unrestricted  over the already noisy city   to much higher 
altitudes than they currently are? Flying low across the mountains is a huge negative for us... 
 
Topics Identified in the Comment 

● Altitude/Mean Sea Level 
● Existing Arcraft Noise 
● Potential Increase in Aircraft Operations 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #321 Topics 
 
Altitude/Mean Sea Level: Airspace classes are defined by regulations in 14 CFR part 71. Class A 
airspace covers the highest altitudes of above 18,000 feet Mean Sea Level. Unless specially authorized, 
all aircraft in Class A airspace must operate under Instrument Flight Rules. Class B airspace generally 
includes airspace from the surface to 10,000 feet Mean Sea Level around the busiest airports and is 
individually tailored to contain all published instrument flight procedures for that airport. Class B 
airspace typically consists of a surface area around the airport and two or more layers that increase in 
size. Airspace altitudes are expressed in Mean Sea Level because it is a consistent measurement for 
aircraft flight operations, while Above Ground Level varies with the local terrain. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
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http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 322   Submitted by: Pottinger Barsky, Lori 
Comment Received: Gilpin County already has too much airplane noise as it is; I know from sitting in 
my hot tub on my deck. Our quality of life will drastically be impacted by an increase in air traffic. We 
moved here for quiet not an airport. Our property values will be affected & decrease due to the noise 
pollution. We are the smallest county & should not be treated like we don't matter. 
 
Topics Identified in the Comment 

● Potential Increase in Aircraft Operations 
● Property Values 

 
 

FAA Response for Comment #322 Topics 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Property Values: The proposed Denver Metroplex Project involves air traffic control routing changes 
for airborne aircraft only; and does not involve land acquisition, physical disturbance, or construction 
activities. The determination of whether a proposed action may have a significant environmental 
impact under the National Environmental Policy ACT (NEPA) is made by considering the relevant 
environmental impact categories and comparing impact to the FAA’s thresholds of significance as 
outlined in FAA Order 1050.1F. The assessment of property values is not an environmental impact 
category as outlined in FAA Order 1050.1F. To the extent applicable, and as there are no significant 
impacts under noise or compatible land use, the proposed Denver Metroplex Project is compatible with 
existing and planned land uses, and the applicable regulations and policies of federal, state, and local 
agencies. A limited number of studies have attempted to measure the impact of aircraft noise on 
property values. Specific studies of the impact of noise at the Study Airports on real property values 
have not been conducted and are not required. Studies conducted at other national airports have 
concluded that airport noise only has a slight impact on property values within the Day Night Average 
Sound Level 65 decibels or greater noise contour around airports. Additionally, comparison of older 
studies to more recent studies indicates that the impact was greater in the 1960s, when jet aircraft first 
entered the fleet. This decrease presumably is the result of stabilization of real estate markets following 
an initial adjustment to noisier jets, and of noise reduction in more modern Stage 3 or better aircraft. 
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Comments-Responses 

Comment# 323   Submitted by: Preiss, Hans 
Comment Received: To reduce jet engine noise exposure on population centers  many jurisdictions 
require airliners to take or avoid certain routes. LAX  SFO  Miami  Fort Lauderdale  BOS  etc. It is 
time for the FAA to do the same with airliners heading west out of DEN  because jet engines have to 
work extra hard to get the plane up to altitude so it clears the divide  resulting in extra noise. It is not 
acceptable that hundreds of thousands of people on the ground are affected by the noise generated by 
the few that are traveling west by air out of DEN. It could be that airliners heading west out of DEN are 
required to reach altitudes above 20 000' over the plains before being allowed to turn west. It could be 
that airliners  have to head north into Wyoming or south over the Palmer Divide before they are 
permitted to turn west. 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● Altitude/Mean Sea Level 
● Existing Arcraft Noise 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #323 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    



2 
 

   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Altitude/Mean Sea Level: Airspace classes are defined by regulations in 14 CFR part 71. Class A 
airspace covers the highest altitudes of above 18,000 feet Mean Sea Level. Unless specially authorized, 
all aircraft in Class A airspace must operate under Instrument Flight Rules. Class B airspace generally 
includes airspace from the surface to 10,000 feet Mean Sea Level around the busiest airports and is 
individually tailored to contain all published instrument flight procedures for that airport. Class B 
airspace typically consists of a surface area around the airport and two or more layers that increase in 
size. Airspace altitudes are expressed in Mean Sea Level because it is a consistent measurement for 
aircraft flight operations, while Above Ground Level varies with the local terrain. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
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Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 324   Submitted by: Pride, Charles 
Comment Received: really do not like the planes flying over our house, noise snd pollution! 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
 

 

FAA Response for Comment #324 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
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Comments-Responses 

Comment# 325   Submitted by: Priesmeyer, Linda 
Comment Received: This year we have noticed a definite increase in air traffic coming over our 
Redleaf neighborhood. The sound seems almost constant, especially when we are outside during the 
warmer months. I hate to think of the pollution this increase in air traffic Is causing 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● Frequency of Aircraft Overflights 
● Potential Increase in Aircraft Operations 

 
 

FAA Response for Comment #325 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
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p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
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applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
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Comments-Responses 

Comment# 326   Submitted by: Radloff, Mayor Tera 
Comment Received: December 18, 2019 Denver Metroplex Draft EA Federal Aviation 
Administration Western Service Center – Operations Support Group 2200 S. 216th St. Des Moines, 
WA 98198-6547 Sent via email: 
https://www.faa.gov/nextgen/nextgen_near_you/community_involvement/den Re: Denver Metroplex 
Final Environmental Assessment To Whom It May Concern: Thank you very much for the opportunity 
to comment on the Denver Metroplex Final Environmental Assessment (“EA”), which was made 
available to the public on November 18, 2019. As the Mayor of the City of Castle Pines, I write to state 
our community’s strong and unequivocal objections to the final EA. The City of Castle Pines is a home 
rule municipality with over 11,000 residents, covering 9.5 square miles located south and west of 
Centennial Airport. Our community would be directly impacted by the proposed Denver Metroplex. 
Centennial Airport is already the second busiest general aviation airport in the country and route 
changes and potential increases in flights over our community will have a direct, deleterious impact on 
our quality of life. We concur with the points raised by Centennial Airport in its objection letter. In 
addition, we object to the EA on the following grounds: 1. The FAA arbitrarily set 3,000 feet Above 
Ground Level (AGL) as the threshold to analyze all impacts studied in the EA. o The FAA considered 
noise and air quality impacts only above 3,000’ AGL but nothing below that threshold where Castle 
Pines residents live, work and play. It is no wonder that the EA’s conclusion “…that a Finding of No 
Significant Impact is appropriate.” o Aircraft are vectored for the sole purpose of landing at a specific 
destination after departure; they do not simply disappear in midair while descending below 3,000 feet 
AGL. o The 3,000’ AGL has no basis in law or fact and was decided upon internally by the FAA 
without rationale. o Because the FAA completely ignores impacts below 3,000’AGL, any noise 
modeling is deeply flawed. 2. The EA ignores cumulative impacts as defined by the National 
Environmental Protection Act (NEPA). The FAA consistently misapplies, misinterprets or ignores the 
definition of “cumulative impacts” as defined by NEPA. The FAA correctly identified spatial and 
temporal boundaries but ignores the spatial relationship between above and below 3,000’AGL or the 
temporal impacts over the 5-year and 20-year planning horizons. o The FAA limited its temporal 
review using a 5-year planning horizon and then only looked at runways and modifications to parallel 
runways to determine impacts. It completely failed to look at the thirty-nine new gates at Denver 
International Airport (DIA) which it is funding to add capacity to the airport, or the 7th runway being 
planned by the airport to add capacity. o The FAA also failed to look at the historic growth of Denver 
International Airport (DIA), and its current expansion plans to include a new runway. This “reasonably 
foreseeable future action” is projected to increase DIA air traffic by 70-100 percent by 2035, which is 
not accounted for in the cumulative impact analysis. 3. The EA disregards the FAA’s previously 
approved Centennial Airport Part 150 Noise Compatibility Program. Centennial Airport is the only 
airport in the Denver Metroplex to have an FAA funded and approved Part 150 Noise Compatibility 
Program (NCP). However, the NCP is not mentioned once in the EA despite the fact that the FAA has 
funded the program in the millions of dollars, and untold hours of work by volunteers and interested 
stakeholders have been and continue to be expended to ensure quality of life and air commerce can co-
exist. o The Centennial Airport Part 150 study commenced in 1998 and the NCP was approved by the 
FAA in 2012. More than 20 years of work with the FAA, citizens, and seven cities and towns and three 
counties are at risk of being upended by the DEN Metroplex if implemented without consideration of 
the NCP. o The Noise Roundtable, an FAA approved voluntary measure as part of its Record of 
Decision, currently consists of 7 towns and cities including the City of Castle Pines as well as counties 
and other community stakeholders. The Roundtable is a forum to address and mitigate noise concerns. 
The FAA has completely ignored these efforts by not engaging with the Noise Roundtable.   4. The 
EA ignores the directives contained in the FAA Reauthorization Act of 2018. The Reauthorization Act 
mandates a number of Metroplex related studies and actions to produce a report on community 
involvement in FAA Nextgen projects located in metroplexes and a study on potential health and 
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economic impacts of overflight noise. o By October 5, 2019, the FAA was required to submit to 
Congress pursuant to Sections 173 and 188 of Subtitle “D” two studies related to aircraft noise metrics 
and the 65 Day-Night Level (DNL) standard, respectively. It is unclear that these deliverables were 
submitted to Congress, yet these studies have a direct bearing on noise studies and the impact on 
individuals exposed to aircraft noise. o The health and welfare of Castle Pines citizens should not have 
to take a backseat to the FAA attempting to rush changes to airspace usage when time is not of the 
essence. o The FAA should place a voluntary hold on the implementation of the Denver Metroplex 
until all studies are completed; and, o The FAA should be required to release and make public the 
studies ordered by Congress through the FAA Reauthorization Act. In closing, while the City of Castle 
Pines appreciates the opportunity to comment on the EA, it implores the FAA to actively engage and 
coordinate with concerned communities that would be negatively and significantly affected by the 
Denver Metroplex and the adverse impacts of overflight on the quality of life of residents living 
underneath the revised flight routes. Sincerely, Mayor Tera Radloff cc: Castle Pines City Council 
Michael Penny, City Manager Linda Michow, City Attorney 
 
Topics Identified in the Comment 

● 14 CFR Part 150 
● Air Quality/Air Pollution  
● Cumulative Impacts 
● FAA Reauthorization Act of 2018 
● General Aviation/Visual Flight Rules 
● Potential Increase in Aircraft Operations 

● NEPA and FAA Order 1050.1F 
● Physical and Mental Health 
● Purpose and Need of Project 
 
 

FAA Response for Comment #326 Topics 
 
14 CFR Part 150: The 14 Code of Federal Regulation Part 150 (Part 150) is a voluntary program that 
United States airports may undertake to seek a balance between their operational needs and the noise 
impacts their operations have on surrounding neighborhoods. A noise and land use compatibility plan 
under Federal Airport Aviation Regulation (F.A.R.) Part 150 Noise Compatibility would be prepared 
based on present and projected activity.  The F.A.R. Part 150 Noise Compatibility Regulation sets out 
rules and guidelines and authorizes Federal assistance for the preparation of airport noise compatibility 
programs.  Part 150 provides for the preparation of two types of information: Noise Exposure Maps, 
which describe existing noise conditions in the Airport area and projected future conditions if no noise 
abatement actions were taken; and a Noise Compatibility Program, which provides guidelines for the 
mitigation of existing incompatible land uses and the prevention of development that would introduce 
new incompatible uses. Together, this information constitutes the Noise Compatibility Plan for the 
coming 5-10 year period. 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
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conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Cumulative Impacts: Consideration of cumulative impacts applies to the impacts resulting from the 
implementation of the proposed Denver Metroplex Project combined with other actions. A cumulative 
impact is defined as an impact on the environment, which results from the incremental impact of the 
action when added to other past, present, and reasonably foreseeable future actions regardless of what 
agency (federal or non-federal) or person undertakes such other actions.   
   
Analyzing cumulative effects is considered within geographic (spatial) and time (temporal) boundaries. 
Reasonably foreseeable future actions refers to projects that would likely be completed before 2024 
and do not include those actions that are highly speculative or indefinite. The type of projects 
considered under the cumulative impact analysis were primarily limited to airfield projects, specifically 
projects that directly affect or involve runways and modifications to parallel taxiways. These type of 
projects may effect aircraft flight operations. A comprehensive search of the FAA Airport Capital 
Improvement Programs for the identified Study Airports yielded no substantive runway endpoint or 
elevation changes within the timeline horizons of the Final Environmental Assessment. The Preferred 
Alternative, when considered with other past, present, and reasonably foreseeable projects would not 
would not exceed the thresholds of significance for the resource categories analyzed in the Final 
Environmental Assessment. Therefore, no cumulative impacts would be anticipated. The No Action 
Alternative does not involve a proposed project that could contribute to the effects of past, present, or 
reasonably foreseeable projects. Therefore, no cumulative impacts would be anticipated under the No 
Action Alternative. 
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NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
FAA Reauthorization Act of 2018: The FAA Reauthorization Act of 2018 specifies congressionally 
mandated directives for which the FAA is responsible for completing at varied timelines.  In 
accordance with the congressionally mandated directives, the FAA will comply and adhere to the 
timelines. While the requested directives are being completed, the U.S. Congress did not place a 
moratorium on implementation of the proposed Denver Metroplex Project, or any Metroplex project. 
 
General Aviation/Visual Flight Rules: The commenter raises concerns that the impacts to general 
aviation and aircraft operating under Visual Flight Rules (VFR) were not considered in the Final 
Environmental Assessment. When operating outside certain categories of controlled airspace, aircraft 
operating under VFR are not required to be in contact with ATC. Because these aircraft operate at the 
pilot’s discretion and are often not required to file flight plans, the FAA has very limited information 
about these operations. Consequently, there is no known source for comprehensive route, altitude, 
aircraft type, and frequency information for VFR operations in the General Study Area. However, even 
if complete information were available for VFR operations, the proposed Denver Metroplex Project 
would not require any changes to routing or altitudes to accommodate these operations. If they could be 
modeled, they would use the same flight routes and altitudes under the No Action Alternative and the 
Preferred Action for the Denver Metroplex Project. Their operations would not be affected by the 
forecast conditions in 2019 (the proposed first year of implementation) and 2024 (five years after 
implementation) for either the No Action Alternative or the Preferred Action for the Denver Metroplex 
Project. Therefore, VFR aircraft were not included in the analysis. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
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health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 327   Submitted by: Rane, Thaissa 
Comment Received: The noise from aircraft flying over South Boulder day in and day out has become 
a nuisance that cannot be avoided. It is nearly impossible to enjoy an afternoon outside without being 
disturbed -sometimes to the point of needing to pause a conversation until the plane is gone.  
I am not certain what the end solution is  as I am by no means an expert  and I certainly don't wish the 
noise on anyone else; but I hope that the experts in the field can come up with a solution to this 
aggravating issue.  
 
Thank you for your attention in this matter.  
Thaissa Rane 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
 

 

FAA Response for Comment #327 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
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303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
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Comments-Responses 

Comment# 328   Submitted by: RASOR, STEVE 
Comment Received: We have lived about 6 miles north of RMMA in Boulder County for the past 16 
years.  We seem to now be directly under the flight path of planes departing and arriving RMMA.  As 
they cross over our property they are frequently very loud and very low  sometimes as low as 200 feet   
There has been a  dramatic increase in the daily volume of RMMA flights  including the recent 
addition of numerous corporate jets.  We have submitted almost daily noise complaint forms to 
RMMA/Jefferson County  identifying the offensive planes using FlightAware data.  Unfortunately  we 
are frequently unable to make specific complaints about corporate jets apparently because the FAA has 
allowed them to fly incognito and they not listed on FlightAware.  We are also now under departure 
routes from DIA  resulting in loud commercial passenger jets at about 10 000 feet every 5-10 minutes 
or so all day long  even worse in early morning.  ANY ACTION TAKEN BY FAA under the Denver 
Metroplex Project to increase the number of flights over our neighborhoods from RMMA or DIA will 
further erode the quality of life we have enjoyed in past years and will negatively affect our property 
values.  Please route all flights over non-residential areas.  Also please consider relocating RMMA to a 
more rural location so that it does not become like Stapleton Airport  which had to move to DIA due to 
congestion and noise complaints from Denver residents.  We all acknowledged that RMMA existed 
when we moved here  but not the exponential volume growth it has experienced.  Do the right thing - 
LISTEN TO THE RESIDENTS NOW when the cost to move RMMA will be less than anytime in the 
future. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Flight Standards 
● General Aviation/Visual Flight Rules 
● Potential Increase in Aircraft Operations 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #328 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
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303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Flight Standards: There are lines of business and staff offices within the Federal Aviation 
Administration (FAA), all of which have major operational or program responsibilities.  The FAA 
Aviation Safety line of business sets standards and certifies aircraft, airmen, and facilities, Within FAA 
Aviation Safety, the Flight Standards Service promotes safe air transportation by setting the standards 
for certification and oversight of airmen, air operators, air agencies, and designees. When a noise 
source is determined to be from a reckless or dangerously low flying civil aircraft, the appropriate 
Flight Standards District Office (FSDO) should be contacted. The FSDO’s are responsible for the 
certification, surveillance, and certificate management of all non-14 CFR Part 121 air carriers, air 
operators, airmen, and air agencies. Website and contact information for each FSDO can be found at: 
https://www.faa.gov/about/office_org/headquarters_offices/avs/offices/afx/afg 
 
General Aviation/Visual Flight Rules: The commenter raises concerns that the impacts to general 
aviation and aircraft operating under Visual Flight Rules (VFR) were not considered in the Final 
Environmental Assessment. When operating outside certain categories of controlled airspace, aircraft 
operating under VFR are not required to be in contact with ATC. Because these aircraft operate at the 
pilot’s discretion and are often not required to file flight plans, the FAA has very limited information 
about these operations. Consequently, there is no known source for comprehensive route, altitude, 
aircraft type, and frequency information for VFR operations in the General Study Area. However, even 
if complete information were available for VFR operations, the proposed Denver Metroplex Project 
would not require any changes to routing or altitudes to accommodate these operations. If they could be 
modeled, they would use the same flight routes and altitudes under the No Action Alternative and the 
Preferred Action for the Denver Metroplex Project. Their operations would not be affected by the 
forecast conditions in 2019 (the proposed first year of implementation) and 2024 (five years after 
implementation) for either the No Action Alternative or the Preferred Action for the Denver Metroplex 
Project. Therefore, VFR aircraft were not included in the analysis. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
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procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 329   Submitted by: rasor, steve 
Comment Received: Arrivals to and departures from RMMA have increased dramatically in the last 
year and  with the announcement of a new flight school at RMMA  the situation will become even 
more intolerable for those of us living in Louisville and on Davidson Mesa in Boulder County.  Many 
of these flights are below the required altitude and are very loud.   The revised flight paths from DIA 
that pass over Louisville and South Boulder are adding to the disturbance.  Even though they may be at 
required altitude  the frequency and loudness of these flights is very disruptive to daily life.  Please do 
not do anything to make these situations worse.  And remember that Stapleton Airport  became so 
harmful to citizens' quality of life that it had to be replaced by DIA.  The same fate could happen to 
RMMA if conditions continue or God forbid worsen.  Moving it away from the surrounding 
neighborhoods and away from the mountains now will be less costly than any time in the future.  
Thank you. 
 
Topics Identified in the Comment 

● Altitude/Mean Sea Level 
● Existing Arcraft Noise 
● Forecast/Future Operations 
● Frequency of Aircraft Overflights 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #329 Topics 
 
Altitude/Mean Sea Level: Airspace classes are defined by regulations in 14 CFR part 71. Class A 
airspace covers the highest altitudes of above 18,000 feet Mean Sea Level. Unless specially authorized, 
all aircraft in Class A airspace must operate under Instrument Flight Rules. Class B airspace generally 
includes airspace from the surface to 10,000 feet Mean Sea Level around the busiest airports and is 
individually tailored to contain all published instrument flight procedures for that airport. Class B 
airspace typically consists of a surface area around the airport and two or more layers that increase in 
size. Airspace altitudes are expressed in Mean Sea Level because it is a consistent measurement for 
aircraft flight operations, while Above Ground Level varies with the local terrain. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
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Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Forecast/Future Operations: The purpose of the proposed Denver Metroplex Project, as described in 
Chapter 2 of the Final Environmental Assessment (EA), is to improve the efficiency of aircraft arrival 
and departure procedures and airspace utilization in the Denver Metroplex airspace. The FAA designed 
the metroplex initiative to optimize air traffic control (ATC) procedures and airspace on a regional 
scale. Optimized ATC procedures takes advantage of technological advances in navigation, such as 
Area Navigation (RNAV), while ensuring that aircraft not equipped to use RNAV flight procedures 
continue to have access to the National Airspace System. This approach addresses airspace congestion 
and other factors that reduce airspace efficiency in busy metroplex areas. The overall intent is to use 
limited airspace as efficiently as possible for congested metroplex areas.   
   
Aircraft flight schedules for the forecasted change in the number of aircraft operations at the Study 
Airports were prepared to support the aircraft noise analysis for the proposed Denver Metroplex Project 
Final EA. Three flight schedules were developed to represent the average annual day (AAD) flight 
activity at the Study Airports, corresponding to the years assessed for aircraft noise conditions and used 
to model future aircraft noise exposure. The AAD does not reflect a particular day, but is meant to 
represent a typical day over a period of a year. The forecast was based on the FAA’s 2018 Terminal 
Area Forecast (TAF), modified for 2019 and 2024 with additional details using previously identified 
arrival/departure times, aircraft types, and origin/destination information. The TAF is the official 
forecast of aviation activity at FAA facilities and is updated annually. The AAD flight schedules only 
include operations conducted by aircraft operating under Instrument Flight Rules (IFR) because the 
proposed Denver Metroplex Project involves the design of standard instrument arrival and departure 
procedures, which are only used by aircraft operating under IFR.    
   
Based on the data in the TAF, there is an anticipated increase in average annual day air carrier traffic to 
Denver International Airport between the years 2019 and 2024. The proposed Denver Metroplex 
Project used the forecast data to model noise for 2019 and 2024 conditions. The noise modeling 
analysis indicated that the proposed Denver Metroplex project would not result in changes to noise 
exposure that exceed the significant noise threshold for the forecasted years of 2019 and 2024. More 
detail related to the development of the forecasts is provided in Appendix H: Denver Metroplex Flight 
Schedules Technical Report available on the Project website at 
http://www.metroplexenvironmental.com/denver_metroplex/denver_docs.html. 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
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component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
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use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 330   Submitted by: Reeder, Diane 
Comment Received: The published FEA is full of misrepresentations and glaring omissions. One 
notable omission is your failure to address the impact of noise and pollution on children, 
neighborhoods and schools. Published public comments overwhelmingly demands that the FAA follow 
the rules required under NEPA - e.g. The FAA is obligated to issue a full Environmental Impact 
Statement that is completed in an open, honest and non-biased manner. The FAA must address the 
cumulative impact of noise and pollution on long established communities, schools and hospitals that 
have never been subjected to constant loud, uncontrollable and enervating aviation noise and health 
damaging particulate pollution. Both the noise and pollution aspects need to be addressed. 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● Children's Environmental Health and Safety 
● Cumulative Impacts 
● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 

● Level of NEPA Review 
● NEPA and FAA Order 1050.1F 
● Particulate Matter 
 
 

FAA Response for Comment #330 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
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NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Children's Environmental Health and Safety: Concerns were expressed over the long-term negative 
health impacts associated with inhalation of various pollutants, including fine particulate matter and its 
impact on children’s health and cognitive skills such as reading, memory and standardized test scores. 
Pursuant to Executive Order 13045, Protection of Children from Environmental Health Risks and 
Safety Risks, federal agencies are directed, as appropriate and consistent with the agency’s mission, to 
identify and assess environmental health and safety risks that may disproportionately affect children. 
Environmental health risks and safety risks are attributable to products or substances that a child is 
likely to come in contact with or ingest or other products they might use or be exposed to.   
   
As discussed in Section 5.2.1, changes associated with the proposed Denver Metroplex Project would 
occur at or above 3,000 feet Above Ground Level (AGL). Aircraft emissions above the mixing height 
do not have an effect on pollution concentrations at ground level. In addition, changes in air traffic 
procedures above 1,500 feet AGL and below the mixing height “would have little if any effect on 
emissions and ground concentrations.” (72 Fed. Reg. 6641 (February 12, 2007). Accordingly, there 
would be no increase in environmental health and safety risks that could disproportionately affect 
children. 
 
Cumulative Impacts: Consideration of cumulative impacts applies to the impacts resulting from the 
implementation of the proposed Denver Metroplex Project combined with other actions. A cumulative 
impact is defined as an impact on the environment, which results from the incremental impact of the 
action when added to other past, present, and reasonably foreseeable future actions regardless of what 
agency (federal or non-federal) or person undertakes such other actions.   
   
Analyzing cumulative effects is considered within geographic (spatial) and time (temporal) boundaries. 
Reasonably foreseeable future actions refers to projects that would likely be completed before 2024 
and do not include those actions that are highly speculative or indefinite. The type of projects 
considered under the cumulative impact analysis were primarily limited to airfield projects, specifically 
projects that directly affect or involve runways and modifications to parallel taxiways. These type of 
projects may effect aircraft flight operations. A comprehensive search of the FAA Airport Capital 
Improvement Programs for the identified Study Airports yielded no substantive runway endpoint or 
elevation changes within the timeline horizons of the Final Environmental Assessment. The Preferred 
Alternative, when considered with other past, present, and reasonably foreseeable projects would not 
would not exceed the thresholds of significance for the resource categories analyzed in the Final 
Environmental Assessment. Therefore, no cumulative impacts would be anticipated. The No Action 
Alternative does not involve a proposed project that could contribute to the effects of past, present, or 
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reasonably foreseeable projects. Therefore, no cumulative impacts would be anticipated under the No 
Action Alternative. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
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Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Level of NEPA Review: The FAA’s primary mission is to provide the safest, most efficient aerospace 
system in the world. National Environmental Policy Act (NEPA) compliance and other environmental 
responsibilities are integral components of that mission. The FAA is responsible for complying with 
the procedures and policies of NEPA and other environmental laws, regulations, and orders applicable 
to FAA actions. Under NEPA, the Federal Agencies are required to disclose to decision-makers and the 
interested public a clear and accurate description of the potential environmental impacts that could 
arise from proposed Federal actions. The FAA decision-making process must consider and disclose the 
potential impacts of a proposed action and its alternatives on the quality of the human environment.    
   
In meeting its NEPA obligations, the FAA should seek to achieve the policy objectives of 40 CFR § 
1500.2 to the fullest extent possible. Once the FAA determines that NEPA applies to a proposed action, 
it needs to decide on the appropriate level of review. The three levels of NEPA review are Categorical 
Exclusion (CATEX), Environmental Assessment (EA), and Environmental Impact Statement (EIS). An 
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EA is a concise public document that briefly provides sufficient evidence and analysis for determining 
whether to prepare an Environmental Impact Statement (EIS) or a Finding of No Significant Impact 
(FONSI). The purpose of an EA is to determine whether a proposed action has the potential to 
significantly affect the human environment. Specifically, the Final EA for the proposed Denver 
Metroplex Project considered the potential effects on the environmental resource categories identified 
in FAA Order 1050.1F. The FAA uses the corresponding thresholds that serve as specific indicators of 
significant impact for some environmental impact categories.    
   
The FAA evaluated the Preferred Alternative and the No Action Alternative, as required under NEPA. 
The results of the analysis indicate that the Preferred Alternative would not exceed the thresholds of 
significance for any of the resource impact categories analyzed. The Final EA presents sufficient 
evidence and analysis in determining that preparation of a FONSI is appropriate and that no EIS is 
required in accordance with NEPA. 
 
Particulate Matter: The proposed Denver Metroplex Project would not result in accumulation of 
particulate matter or any other pollutant at ground level.  The proposed Denver Metroplex Project is a 
type of action that promotes the safe, orderly, and expeditious flow of aircraft traffic including airport, 
approach, departure and en route air traffic control, and therefore, is presumed to conform as emissions 
from this type of action is below the applicable de minimis levels.   
   
As discussed in Section 5.2.1 of the Final Environmental Assessment changes associated with 
proposed Denver Metroplex Project would occur at or above 3,000 feet above ground level (AGL). 
Any operational changes that could result in an increase in fuel burn would occur at 3,000 feet AGL or 
above and would not result in an increase in emissions and ground concentrations. The 3,000 feet AGL 
mixing height, identified in both the Environmental Protection Agency’s (EPA) General Conformity 
Regulations and in the FAA’s published list of presumed to conform actions, represents an annual 
national average. Aircraft emissions above the mixing height do not have an effect on pollution 
concentrations at ground level. In addition, changes in air traffic procedures above 1,500 feet AGL and 
below the mixing height “would have little if any effect on emissions and ground concentrations” (72 
Fed. Reg. 6641 (February 12, 2007)). 
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Comments-Responses 

Comment# 331   Submitted by: Reeger, Tamara 
Comment Received: Airplane noise is a huge issue. Nobody, I am sure, really wants airplanes flying 
over their houses. When you live at 9000ft above sea lever, the noise is unbearable, especially when 
one lives with chronic migraines (me). If my husband and I are outside when a plane flys over, we 
literally have to stop talking because the noise is hard to talk over. When we are in the house, I have 
counted, every 15 minutes a plane is flying over and this is past 10 p.m. at night. I disagree with having 
all flights diverted over our homes. Please consider other options. Please do not publish my personal 
information. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● Physical and Mental Health 
● Purpose and Need of Project 

● Withold Personal Identifying Information  
 
 

FAA Response for Comment #331 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
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303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
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analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Withold Personal Identifying Information: Commenters were made aware of the following 
statement with their comment submission - "Please be aware that your name, address, phone number, 
email address, or other personal identifying information in your comment may be made publicly 
available at any time.  You may include in your comment a request to withhold your personal 
identifying information, however we cannot guarantee that we will be able to do so". 
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Comments-Responses 

Comment# 332   Submitted by: Reeve, Melissa 
Comment Received: Citizens of south Boulder and other areas in southern Boulder County are 
regularly blasted by the roar of westbound departing jets from DIA flying at low levels above ground, 
fully loaded and at full throttle, climbing to cross the high mountains to the west. The loud disruptive 
noise from each flight is prolonged and amplified by echos off the rock cliffs west of the city. When 
spaced close together, the noise from one flight barely subsides when the approaching roar of the next 
one re-starts the cycle. The number of flights has (and will) increase, greatly increasing the noise 
impacts of these planes. Higher air temperatures reduces the lift for these planes, so the racket is much 
worse in warm to hot weather. Citizens have repeatedly appealed to the FAA to move the flight path 
several miles south from nature’s echo chamber, to the less populated, and historically used flight path 
over the Rocky Flats wildlife reserve. Such action would reduce the noise impacts for thousands of 
people unfortunate enough to find themselves under this current flight path. Conversations and requests 
were made in 2014, 2018 and 2019. In response, the final FAA Environmental Assessment for the 
Denver Nexgen project moves the official ZIMMR Standard Instrument Departure (SID) pathway 
approximately 2 nautical miles south of the “published FOOOT SID” flight path. This very minor 
change does not resolve the problem. The “published FOOOT SID” flight path exists mostly on paper 
as it was surreptitiously imposed and declared through FAA documents, and seldom used until its noisy 
impact was experienced in 2014. As the “published FOOOT SID” bisects the City of Boulder, its heavy 
use would immediately create an outcry. So planes have been traveling south of the FOOT SID and 
disturbing South Boulder residents enough that both the City of Boulder and Boulder County requested 
in a comment on the draft EA that the flight path be moved several miles south to alleviate the 
unsustainable noise impacts. The noise measurement studies defended by the FAA are suspect because 
they are computer-generated based on conditions of flat ground, with no obstructions, with aircraft 
moving at a steady speed at high levels above the ground — none of which reflect the actual 
experiences of citizens on the ground in Boulder. I request the FAA make arrangements to move the 
ZIMMR SID flight path an additional 2 to 3 miles south to correct the terrible noise impact created by 
their unwise past and present decisions. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● Noise Modelling 
● Projected Changes in Aircraft Noise 
Exposure 

● ZIMMR SID  
 
 

FAA Response for Comment #332 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
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concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
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Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Noise Modelling: The commenter raised concerns with the noise modelling methodology. The noise 
analysis of the Preferred Alternative compared to the No Action Alternative completed for the Final 
Environmental Assessment (EA) was prepared using the Aviation Environmental Design Tool (AEDT) 
version 2d, which is the FAA’s required noise model. The FAA uses AEDT to model noise for flight 
track changes over large areas to analyze noise associated with the No Action Alternative and the 
Denver Metroplex Project proposed action. The AEDT 2d modelling tool provides detailed modelling 
to evaluate the effects of high-altitude airspace changes from the ground level up to 18,000 feet Above 
Ground Level. The AEDT 2d model utilizes an extensive aircraft performance and sound level 
database that includes information on variations in sound attributed to different types of aircraft and 
aircraft engines, aircraft speed, climb and descent thrust, and the altitude along a route. Detailed terrain 
data was inputted into the AEDT 2d model, which accounts for the elevation of each grid point or 
population centroid when calculating the distance between the grid point and the aircraft. The aircraft 
noise analysis prepared for the Denver Metroplex Project Final EA was conducted in compliance with 
FAA Order 1050.1F. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
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for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
ZIMMR SID: The commenter requests that the FAA consider moving the flight path of the proposed 
ZIMMR (RNAV) SID southward from the location that was depicted at the workshops for the Draft 
Environmental Assessment. Based on the comments, the FAA completed a comprehensive analysis of 
the proposal to amend the flight procedure design of the proposed ZIMMR (RNAV) SID. The FAA 
modified the proposed ZIMMR (RNAV) SID by moving the location of the RALFI waypoint an 
additional 0.7 nautical miles to the south and east from the original location on the proposed ZIMMR 
(RNAV) SID. The new location of the RALFI waypoint creates a lateral shift of approximately 2.0 
nautical miles south of the location of the existing flight path of the published FOOOT (RNAV) SID 
procedure. The ZIMMR RNAV SID flight procedure will overfly north of the Gilpin County boundary. 
However, rapidly changing atmospheric conditions and convective activity over the Front Range may 
require air traffic control to build in a greater margin of safety to than the minimum separation 
standards for aircraft which may affect aircraft on the ZIMMR RNAV SID flight procedure. 
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Comments-Responses 

Comment# 333   Submitted by: Reiff, Laurette 
Comment Received: This is environmental classism. You are rerouting traffic so the entitled wealthy 
(many new arrivals) in Boulder County will not have to be bothered by air traffic noise and over my 
25-year neighbors in Gilpin, many of whom are on properties their families have owned for 
generations, simply because less economically affluent Gilpin is deemed less powerful in your eyes. 
Gilpin is not the cause of this uptick in air traffic, either. It's the very wealthy in Denver and Boulder. 
Just say "no" to this change. 
 
Topics Identified in the Comment 

● Environmental Justice 
● West SIDs 

 
 

FAA Response for Comment #333 Topics 
 
Environmental Justice: An environmental justice analysis considers the potential for impact on 
minority and low-income populations of the proposed Denver Metroplex Project as compared to the No 
Action Alternative. In weighing whether the proposed Denver Metroplex Project raises environmental 
justice concerns, the FAA considers whether a proposed action may have disproportionately high and 
adverse human health or environmental effects on minority and low-income populations. This analysis 
draws on the findings of the other impact analyses, particularly noise, land use, and air quality. If these 
factors exist, there is not necessarily a significant impact; rather, the FAA must evaluate these factors 
in light of context and intensity to determine if there are significant impacts.   
   
Implementation of the proposed Denver Metroplex Project would not adversely affect air quality or 
land use within the General Study Area. Additionally, the results of the noise modelling analysis 
alternative indicate that changes in aircraft noise exposure would be below the threshold of significance 
when comparing the proposed Denver Metroplex Project and the No Action Alternative. As a result, 
there are no disproportionate impacts on minority, or low-income populations of the proposed Denver 
Metroplex Project as compared to the No Action Alternative. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
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Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 334   Submitted by: Relph, Mark 
Comment Received: December 19, 2019 Denver Metroplex Draft EA Federal Aviation 
Administration Western Service Center – Operations Support Group 2200 S. 216th St. Des Moines, 
WA 98198-6547 Reference: Denver Metroplex Final Environmental Assessment To Whom It May 
Concern; The City of Littleton seeks to comment on the recently released Denver Metroplex Final 
Environmental Assessment and the Finding of No Significant Impact (FONSI). Thank you very much 
for the opportunity to comment on the Denver Metroplex Final Environmental Assessment, which was 
made available to the public on November 18, 2019. The city of Littleton is situated 21 miles 
southwest of Denver International Airport and 8 miles northwest of Centennial Airport and has a vested 
interest in the proposed FAA changes to air traffic operations for the Denver Metroplex. The city of 
Littleton is home to nearly 50,000 citizens and 20,000 jobs. The final Environmental Assessment 
proposes significant air traffic operations improvements that enrich safety and operational protocols to 
the millions of flight operations annually in the Denver Metroplex. These improvements are weighed 
against the substantial impacts to quality of life and business considerations to Littleton citizens. The 
Draft EA is pushing the DEN-Metroplex plan without minimal regard for the health, welfare, safety 
and quality of life of residents living underneath the proposed flight paths. The newly aligned routes 
push significant additional air traffic along the Foothills and over densely populated areas west and 
south of the Denver International Airport. Littleton has significant concerns with the FAA’s review of 
noise and traffic conditions that have an arbitrary floor of 3,000 feet Above Ground Level (AGL), 
while none below this threshold were considered. The proposed route alignments push significantly 
higher volumes of traffic at lower altitudes over Littleton and surrounding communities. The FAA’s 
FONSI conclusion (Finding of No Significant Impact) that there are no impacts is significantly flawed 
when considering the Metroplex plan. The FAA is well aware through their own research, regulations, 
and public engagement that impacts below 3,000 feet draw the largest number of localized complaints 
around air transportation facilities. During the summer of 2019 DEN altered flights patterns for 45 days 
to support runway construction and flight traffic moved to patterns with lower flight paths over areas 
southwest of DEN, these patterns paralleled the proposed FAA Denver Metroplex routes. The city of 
Littleton as well as other communities saw a 50-fold increase in complaints to the city about air traffic 
and noise. The city directed constituents to the FAA and DEN to file concerns and this data will 
support the concerns expressed by the city and our citizens. The proposed Denver Metroplex Plan has 
significant unmitigated impacts to the quality of life, health, welfare, and safety for the citizens of 
Littleton. The city supports efforts led by Centennial Airport in expressing significant concerns about 
the proposed BRNKO & PINNR Approaches. The city believes an extension of the review period and 
not an immediate endorsement of the FONSI is warranted and that the FAA be required to consider 
impacts of the BRNKO & PINNR Approaches over far more densely populated areas at altitudes less 
than 3,000 feet AGL. The city seeks to play an active role in future investigations and discussions 
about proposed Denver Metroplex alternatives. Sincerely, Mark Relph Littleton City Manager 
 
Topics Identified in the Comment 

● BRNKO STAR 
● Potential Increase in Aircraft Operations 
● NEPA and FAA Order 1050.1F 
● Noise Modelling 
● Noise Modelling Analysis 

● Physical and Mental Health 
● Public Outreach/Public Involvement 
● Purpose and Need of Project 
 
 

FAA Response for Comment #334 Topics 
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BRNKO STAR: The workload for managing air traffic on the existing PUFFR (RNAV) STAR flight 
procedure is intensive for air traffic controllers as it requires them to maintain separation between 
aircraft arrivals at Centennial Airport and aircraft arrivals and departures at Denver International 
Airport. The workload intensity has been identified as a potential safety risk, notably during periods of 
heavy air traffic operations in the Denver area airspace. The FAA is proposing to replace the existing 
PUFFR (RNAV) STAR with the proposed BRNKO (RNAV) STAR to enhance safety and efficiency 
for air traffic flow from the north arriving to Centennial Airport. The BRNKO (RNAV) STAR was 
developed in collaboration with the user groups including National Business Aviation Association and 
the Colorado Aviation Business Association to meet all safety and efficiency requirements. 
Additionally, the proposed PINNR (RNAV) STAR was developed to accommodate arrivals from the 
north. 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Noise Modelling: The commenter raised concerns with the noise modelling methodology. The noise 
analysis of the Preferred Alternative compared to the No Action Alternative completed for the Final 
Environmental Assessment (EA) was prepared using the Aviation Environmental Design Tool (AEDT) 
version 2d, which is the FAA’s required noise model. The FAA uses AEDT to model noise for flight 
track changes over large areas to analyze noise associated with the No Action Alternative and the 
Denver Metroplex Project proposed action. The AEDT 2d modelling tool provides detailed modelling 
to evaluate the effects of high-altitude airspace changes from the ground level up to 18,000 feet Above 
Ground Level. The AEDT 2d model utilizes an extensive aircraft performance and sound level 
database that includes information on variations in sound attributed to different types of aircraft and 
aircraft engines, aircraft speed, climb and descent thrust, and the altitude along a route. Detailed terrain 
data was inputted into the AEDT 2d model, which accounts for the elevation of each grid point or 
population centroid when calculating the distance between the grid point and the aircraft. The aircraft 
noise analysis prepared for the Denver Metroplex Project Final EA was conducted in compliance with 
FAA Order 1050.1F. 
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Noise Modelling Analysis: To comply with the National Environmental Policy Act (NEPA) 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric. DNL is the FAA’s primary metric used to establish a yearly day/night average of cumulative 
noise energy exposure of individuals to noise resulting from aviation activities. The noise analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR). IFR-filed aircraft activity was 
forecasted for the years 2019 and 2024 and used to model conditions under both the No Action 
Alternative and the Preferred Alternative.   
   
The FAA’s noise guidelines for compliance with NEPA define a significant impact as an increase of 
DNL1.5 dB in areas exposed to aircraft noise of DNL 65 and higher. Using these criteria, the noise 
analysis results indicate that the Preferred Alternative when compared to the No Action Alternative 
would not result in a DNL 1.5 dB or higher increase in sensitive areas exposed to DNL 65 dB or 
higher.     
   
The compatibility of noise sensitive land use is evaluated through comparison with the compatibility 
guidelines provided in 14 CFR Part 150, Appendix A, table 1. The guidelines focus on areas exposed to 
noise levels of DNL 65 dB and greater. However, the FAA recognizes that this standard may not be 
relevant to certain noise sensitive areas. As shown in Table 5-2, a 3 dB increase in areas exposed to 
DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 to 60 dB are considered reportable 
noise increases. The FAA prepared the noise modelling analysis of the proposed flight procedures to 
account the reportable noise criteria. Experience has indicated that DNL increases 5 dB or more at 
cumulative levels well below DNL 65 dB could be disturbing to people and become a source of public 
concern.    
   
The FAA identified three areas with lower levels of aircraft noise exposure, specifically, an increase of 
DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB.  Although this would result in a 
reportable aircraft noise exposure DNL 5 dB increase in areas exposed to DNL between 45 dB and 60 
dB, the project does not introduce noise that would affect the features, or attributes associated with the 
three areas that would adversely affect it. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
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Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 335   Submitted by: Richards, Laura 
Comment Received: You are not understanding the impact of all this increase in air traffic over a rural 
mountain community and the environmental impacts   Not specifically studying our community which 
has nothing in common with the environment of the airports is not sufficient.  The negative impacts of 
noise pollution on a community that takes this seriously by implementing noise and light pollution 
ordinances is absolutely insulting and unacceptable.  Not to mention the economic impact it will have 
in our community that is a rural mountain escape. 
 
Topics Identified in the Comment 

● Cumulative Impacts 
● NEPA and FAA Order 1050.1F 
● Purpose and Need of Project 

 
 

FAA Response for Comment #335 Topics 
 
Cumulative Impacts: Consideration of cumulative impacts applies to the impacts resulting from the 
implementation of the proposed Denver Metroplex Project combined with other actions. A cumulative 
impact is defined as an impact on the environment, which results from the incremental impact of the 
action when added to other past, present, and reasonably foreseeable future actions regardless of what 
agency (federal or non-federal) or person undertakes such other actions.   
   
Analyzing cumulative effects is considered within geographic (spatial) and time (temporal) boundaries. 
Reasonably foreseeable future actions refers to projects that would likely be completed before 2024 
and do not include those actions that are highly speculative or indefinite. The type of projects 
considered under the cumulative impact analysis were primarily limited to airfield projects, specifically 
projects that directly affect or involve runways and modifications to parallel taxiways. These type of 
projects may effect aircraft flight operations. A comprehensive search of the FAA Airport Capital 
Improvement Programs for the identified Study Airports yielded no substantive runway endpoint or 
elevation changes within the timeline horizons of the Final Environmental Assessment. The Preferred 
Alternative, when considered with other past, present, and reasonably foreseeable projects would not 
would not exceed the thresholds of significance for the resource categories analyzed in the Final 
Environmental Assessment. Therefore, no cumulative impacts would be anticipated. The No Action 
Alternative does not involve a proposed project that could contribute to the effects of past, present, or 
reasonably foreseeable projects. Therefore, no cumulative impacts would be anticipated under the No 
Action Alternative. 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
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Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 336   Submitted by: Richards, Laura 
Comment Received: Moving the Metroplex from Boulder into Gilpin County means you will be 
flying over Golden State Park and National Forest where people come for peace and quiet. But that is 
not even the biggest issue. We have several endangered and threatened species up here that are 
impacted by Noise from air traffic in research conducted on one of these species shows that it impacts 
and reduces the Mexican Spotted Owls reproduction (Delaney et al 1999) several other studies show 
that there is an impact on numerous avian species with air traffic noise especially at night for those 
species that hunt using eco location. This impact was not studies neither was the impact of the 
mountains and valleys in this topography of the air traffic noise echoing and bouncing off of this 
topography. There is also a serious concern and issue with high altitude air traffic and the impact of 
Contrails with the Ozone which was just recently down graded to severe in many areas of Colorado and 
the formation of Cirrius clouds on the temperature changes between daytime and nighttime 
temperatures. Neither was the ambient noise conditions taken into consideration in this area. 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● Biological Resources 
● DOT Section 4(f) Resources 
● NEPA and FAA Order 1050.1F 

● Noise Modelling 
 
 

FAA Response for Comment #336 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
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places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Biological Resources: The greatest potential for impacts to wildlife species would result from wildlife 
strikes on avian and bat species at altitudes below 3,000 feet AGL. Changes to flight paths under the 
Preferred Alternative would primarily occur at or above 3,000 feet AGL. Therefore, the Preferred 
Alternative would not result in significant impacts to avian and bat species when compared with the No 
Action. The No Action would not involve changes to air traffic flows, land acquisition, construction, or 
other ground disturbance activities. Therefore, the No Action would not result in significant impacts to 
fish, wildlife, or plants. 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
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Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Noise Modelling: The commenter raised concerns with the noise modelling methodology. The noise 
analysis of the Preferred Alternative compared to the No Action Alternative completed for the Final 
Environmental Assessment (EA) was prepared using the Aviation Environmental Design Tool (AEDT) 
version 2d, which is the FAA’s required noise model. The FAA uses AEDT to model noise for flight 
track changes over large areas to analyze noise associated with the No Action Alternative and the 
Denver Metroplex Project proposed action. The AEDT 2d modelling tool provides detailed modelling 
to evaluate the effects of high-altitude airspace changes from the ground level up to 18,000 feet Above 
Ground Level. The AEDT 2d model utilizes an extensive aircraft performance and sound level 
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database that includes information on variations in sound attributed to different types of aircraft and 
aircraft engines, aircraft speed, climb and descent thrust, and the altitude along a route. Detailed terrain 
data was inputted into the AEDT 2d model, which accounts for the elevation of each grid point or 
population centroid when calculating the distance between the grid point and the aircraft. The aircraft 
noise analysis prepared for the Denver Metroplex Project Final EA was conducted in compliance with 
FAA Order 1050.1F. 
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Comments-Responses 

Comment# 337   Submitted by: Richmann, Penn 
Comment Received: Due to thin air and topography  the noise from aircraft is extremely disturbing to 
the residents of the city of Boulder  especially those of us living south of Baseline.   
 
Flights should be diverted around the city limits plus a 5-mile buffer due to both noise and air pollution 
that aircraft generate. Thank you. 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● Existing Arcraft Noise 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #337 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
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minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   



3 
 

The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 338   Submitted by: Riddell, Julie 
Comment Received: 3 1/2 years ago we moved to Gilpin county to enjoy the peace and quiet of a 
mountain lifestyle. Planes flying over occasionally is no big deal but on days when the flight pattern 
takes flight after flight over Gilpin county  the peace and quiet is shattered. Please continue to keep the 
flight patterns dispersed so no one community is subjected endless airplane noise. Thank you for your 
consideration. 
 
Topics Identified in the Comment 

● Frequency of Aircraft Overflights 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #338 Topics 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
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described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 339   Submitted by: Riehle, Danette 
Comment Received: The noisenpilluntion thatis created from jets travelling over the Black Hawk area 
is a nuisance. Shift the air traffic to already noise polluted spots like over I-70. I own land here not to 
be bothered by the noise pollution of the city. The FAA's attempt to shift air traffic without considering 
the impact on small, rural counties is disgusting and needs to be revamped without Gilpin's airspace in 
use. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #339 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
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Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 340   Submitted by: Rikke, Brad 
Comment Received: Please consider minimizing the noise pollution effects of northwest DIA 
departures and not use routes directly over highly populated areas such as Broomfield and Boulder. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #340 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
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(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 341   Submitted by: Robinson, Janis 
Comment Received: I live in Coal Creek Canyon which is being impacted by Denver Metroplex 
project  routing a concentration of flights over our rural foothills community. We moved up here to 
enjoy the quiet of this community and I am very much against your plans. I read in the Daily Camera 
where Boulder complained enough to get the FAA to move the planned routes further south -- OVER 
US!! We are already noticing an increase in air traffic and do not feel it's fair to concentrate air traffic 
to impact a smaller geographic area. 
 
Topics Identified in the Comment 

● Potential Increase in Aircraft Operations 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

● West SIDs 
 
 

FAA Response for Comment #341 Topics 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
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Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 342   Submitted by: Romo, Carlos 
Comment Received: I support moving routes further south to extent it reduces flight traffic over Table 
Mesa area of Boulder. While I certainly sympathize with those communities in the new flight path  it 
makes sense to have flights over less populated areas with fewer people potentially disturbed. Please 
withhold personal contact info. 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
● Withold Personal Identifying Information  

 
 

FAA Response for Comment #342 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Withold Personal Identifying Information: Commenters were made aware of the following 
statement with their comment submission - "Please be aware that your name, address, phone number, 
email address, or other personal identifying information in your comment may be made publicly 
available at any time.  You may include in your comment a request to withhold your personal 
identifying information, however we cannot guarantee that we will be able to do so". 
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Comments-Responses 

Comment# 343   Submitted by: Royer, Coby 
Comment Received: Commercial flight paths over Boulder have become disruptive to the peaceful 
enjoyment of my property. I am voicing my opinion in unison with my many neighbors who wish to 
have flight paths diverted away from Boulder. 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #343 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
 



1 
 

Comments-Responses 

Comment# 344   Submitted by: Russell, Jeff 
Comment Received: A while ago  when flight patterns seemed to change for west bound flights out of 
Denver  the noise level was very noticeable in South Boulder. I don't know how the flights were routed 
before  but the noise increase was significant. I would certainly support a routing over less populated 
areas if that is possible. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Potential Increase in Aircraft Operations 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #344 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
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Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
 



1 
 

Comments-Responses 

Comment# 345   Submitted by: Russell, Luv L 
Comment Received: I love the planes over head! Keep them coming  
Contrails and all! 
Happy Holidays. 
The Russell Family 
 
Topics Identified in the Comment 

● No Concerns Identified 
 

 

FAA Response for Comment #345 Topics 
 
No Concerns Identified: Thank you for your comment. 
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Comments-Responses 

Comment# 346   Submitted by: Salzer, Todd 
Comment Received: It has been brought to my attention that the FAA has proposed rerouting all 
aircraft heading to or from DIA from the west directly over CO72  which sits 1 mile from my peaceful  
quiet mountain home.  I am incredibly disappointed in the shortsightedness of this idea and fearful of 
the impacts it will have on my way of life.  The idea that there will be a constant stream of traffic over 
Coal Creek Canyon is so disturbing it leaves me speechless.  Why you would not pick a heavily 
populated and trafficked area  say the I70 corridor  for your route is dumbfounding.  The occasional 
aircraft heard these days is plenty for me.  Do not send additional aircraft over my home! 
 
Topics Identified in the Comment 

● Frequency of Aircraft Overflights 
● Potential Increase in Aircraft Operations 
● Projected Changes in Aircraft Noise 
Exposure 

● Purpose and Need of Project 
 
 

FAA Response for Comment #346 Topics 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
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includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
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equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 347   Submitted by: Sammartino, Yona 
Comment Received: The planes have set of my car alarm twice recently :( Perhaps not having all the 
planes fly so close to residential areas? 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #347 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 348   Submitted by: Sandburg, Karen 
Comment Received: I live close to Chautauqua Park in Boulder and have noticed a distressing 
increase in plane traffic over my neighborhood. There is a plane going overhead as I write this. 
Sometimes the sound of a plane disappearing in the distance is replaced by another flying overhead. 
This increase in noise and air pollution- airplane fuel still contains lead - is not good for humans or the 
diverse wildlife who live in our Open Space at Chautauqua.  High levels of Lead particles in the air and 
ground surrounding airports are well documented. Boulder should not be so heavily exposed to this 
carcinogen from surrounding airports. I am requesting that the flight patterns that are causing so much 
noise and pollution in our skies and consequently on the ground be changed to a less populous place. 
There goes another plane!  Please let me know what can be done  what is being done and what will be 
done to address this problem that was not existent until a couple years ago and has been getting worse 
and worse.  
Sincerely   
Karen a Sandburg 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● Biological Resources 
● Existing Arcraft Noise 
● Potential Increase in Aircraft Operations 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #348 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
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activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Biological Resources: The greatest potential for impacts to wildlife species would result from wildlife 
strikes on avian and bat species at altitudes below 3,000 feet AGL. Changes to flight paths under the 
Preferred Alternative would primarily occur at or above 3,000 feet AGL. Therefore, the Preferred 
Alternative would not result in significant impacts to avian and bat species when compared with the No 
Action. The No Action would not involve changes to air traffic flows, land acquisition, construction, or 
other ground disturbance activities. Therefore, the No Action would not result in significant impacts to 
fish, wildlife, or plants. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
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Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 349   Submitted by: Sanders, Dennis 
Comment Received: Hi I am a concerned citizen of South Boulder who sees far to many planes flying 
over our neighborhood. Routinely I see and hear large planes going west with 10-15 second intervals 
directly above our homes, most heavily from 6-10pm. I know there’s a push to get the traffic north of 
us moved south but that would more traffic right over our Eldorado Valley neighborhood...which is 
unacceptable. So first that should not happen but second we would like to see current traffic moved 
further south with enough distance to eliminate the extremity of the noises. I’m guessing 10-20 miles. 
There are far fewer people living down there! Let me know what you think and thank you. Best-Dennis 
 
Topics Identified in the Comment 

● Frequency of Aircraft Overflights 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #349 Topics 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
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designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 350   Submitted by: Sanders, Mary-Jean 
Comment Received: Thank you for taking our comments. I oppose the Denver Metroplex new routes 
over Gilpin County. I believe dispersed air traffic or directing air traffic over the existing interstate (I-
70) is the solution to the harm that the proposed metroplex plan would cause. As most people in Gilpin 
County I moved here to be away from the traffic and noise of the Denver suburbs. Constant noise from 
aircraft in Gilpin county will not go unnoticed. The mountains and canyons carry the sound and the 
engines echo throughout the wilderness. The wildlife will also be affected. Our high altitude makes us 
more susceptible to the noise as well. One of my hobbies is photographing nature and animals. The star 
of my photos is often the clear turquoise blue sky. A constant stream of contrails would disturb those 
photos and the people who come up here to take pictures. Many people visit Gilpin and the National 
Forest from the front range to escape the noise and pollution. We are somewhat of a hidden gem. 
Maybe that is why we were missed when it came to this consideration for this plan? Please consider the 
sanctuary this county provides for everyone who visits and lives here. It is an escape from the cities 
that can be difficult to find these days. And being so close to Denver, millions of people can easily 
access this peaceful place. We are not asking to stop all planes, just to make it fair by not routing all 
planes over one area. Especially an area that serves as a place to relax and rejuvenate. Please do not 
allow the Metroplex plan to go forward. Thank you. 
 
Topics Identified in the Comment 

● Biological Resources 
● DOT Section 4(f) Resources 
● Public Outreach/Public Involvement 
● Projected Changes in Aircraft Noise 
Exposure 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
● West SIDs 
 
 

FAA Response for Comment #350 Topics 
 
Biological Resources: The greatest potential for impacts to wildlife species would result from wildlife 
strikes on avian and bat species at altitudes below 3,000 feet AGL. Changes to flight paths under the 
Preferred Alternative would primarily occur at or above 3,000 feet AGL. Therefore, the Preferred 
Alternative would not result in significant impacts to avian and bat species when compared with the No 
Action. The No Action would not involve changes to air traffic flows, land acquisition, construction, or 
other ground disturbance activities. Therefore, the No Action would not result in significant impacts to 
fish, wildlife, or plants. 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   



2 
 

   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
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airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
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equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
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2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 351   Submitted by: Sandy, Comcast 
Comment Received: Please remove my email from this distribution list.  I am not the least bit 
concerned about airplane noise, which (1) I very rarely hear, (2) is subordinate to flight safety, (3) is 
part of the trade off for being able to fly virtually anywhere anytime, and (4) is way down the list of 
things we should be concerned about today. 
 
Topics Identified in the Comment 

● No Concerns Identified 
 

 

FAA Response for Comment #351 Topics 
 
No Concerns Identified: Thank you for your comment. 
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Comments-Responses 

Comment# 352   Submitted by: Schaewe, Lisa 
Comment Received: The recent increase in noise from jets flying over Nederland  CO is noticeable 
and disturbing. I hope you will consider re-routing those flights and not increasing use of that pathway. 
 
Topics Identified in the Comment 

● Potential Increase in Aircraft Operations 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #352 Topics 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 353   Submitted by: Schafer, Anne 
Comment Received: When exactly is the Environmental Impact Study (EIS) being conducted?? When 
will you communicate the results to affected citizens? While my address is Black Hawk, that is just 
because of mail routes, please know that most of us live in unincorporated Gilpin Count. 
 
Topics Identified in the Comment 

● Public Outreach/Public Involvement 
 

 

FAA Response for Comment #353 Topics 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
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Comments-Responses 

Comment# 354   Submitted by: Schemel, Susan 
Comment Received: We have lived in Coal Creek Canyon since 1976.  It is a lovely QUIET 
community.  Urbanites seek a peaceful place away from noise.  Please keep the skies over CCC the 
way they are - blue and quiet.  Thank you 
 
Topics Identified in the Comment 

● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 

● West SIDs 
 
 

FAA Response for Comment #354 Topics 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
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(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
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further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 355   Submitted by: Schiano, William 
Comment Received: We are writing to express concern over the increased air traffic over the town the 
Nederland Colorado. While we realize that routing flights is a big undertaking, we would like the FAA 
to consider re-routing this flight path away from a high altitude mountain town. Moving the original 
path that disturbed a heavily populated City of Boulder at a lower altitude and increasing air traffic 
noise over Nederland has greater negative effects due to our altitude. Please change the route slightly. 
Regard William Schiano 
 
Topics Identified in the Comment 

● Potential Increase in Aircraft Operations 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #355 Topics 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
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of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 356   Submitted by: Schneider, Charles 
Comment Received: I agree with the CABA comments. Too long and too low 
 
Topics Identified in the Comment 

● General Aviation/Visual Flight Rules 
● Purpose and Need of Project 

 
 

FAA Response for Comment #356 Topics 
 
General Aviation/Visual Flight Rules: The commenter raises concerns that the impacts to general 
aviation and aircraft operating under Visual Flight Rules (VFR) were not considered in the Final 
Environmental Assessment. When operating outside certain categories of controlled airspace, aircraft 
operating under VFR are not required to be in contact with ATC. Because these aircraft operate at the 
pilot’s discretion and are often not required to file flight plans, the FAA has very limited information 
about these operations. Consequently, there is no known source for comprehensive route, altitude, 
aircraft type, and frequency information for VFR operations in the General Study Area. However, even 
if complete information were available for VFR operations, the proposed Denver Metroplex Project 
would not require any changes to routing or altitudes to accommodate these operations. If they could be 
modeled, they would use the same flight routes and altitudes under the No Action Alternative and the 
Preferred Action for the Denver Metroplex Project. Their operations would not be affected by the 
forecast conditions in 2019 (the proposed first year of implementation) and 2024 (five years after 
implementation) for either the No Action Alternative or the Preferred Action for the Denver Metroplex 
Project. Therefore, VFR aircraft were not included in the analysis. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
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Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 357   Submitted by: Schomer, Andrea 
Comment Received: I am disappointed to learn our County Commissioners failed to respond in a 
timely matter to Opt-Out  so Gilpin County would not be a direct flight path choice for Denver flight 
traffic. 
 
Topics Identified in the Comment 

● Public Outreach/Public Involvement 
● Purpose and Need of Project 
● West SIDs 

 
 

FAA Response for Comment #357 Topics 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
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Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
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than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 358   Submitted by: Schrock, Jaclyn 
Comment Received: My home is in a very quiet forest 9300 feet above sea level. We moved here to 
find peace and privacy. Please refrain from sharing my personal information. The proposals i have been 
able to comprehend have not indicated elivation of traffic, beyond 10,000 feet above the ground. In our 
topography and weather sound and light makes a much bigger impact than more densely populated 
areas. I have not recognized quantity of air traffic proposed with the Denver Metroplex plan. We can 
only fear nose to tail traffic and nearly wingtip to tip dependent on GPS to intrude on our serenity. We 
have gotten information from DIA indicating appearant drastic increase of all air traffic as a highway 
over Gilpin County. It is unfortunate this proposal has not recognized the impact heavy air traffic at 
any elivation would bring to our historic districts, national forests and residents with special needs to 
which our location has offered relief. This would all be threatened by heavy air traffic on narrow paths, 
rather than the current system of fanning out the flights to spread out such ground disturbances. We 
have felt ignored when your information providing systems have not reached us. Honestly realizing the 
impact on current safety ratings and current on time arrivals and departures makes this Metroplex 
highly questionable as being benificial to anyone on the ground. Recognizing safety concerns with an 
increase in traffic on narrow paths and flying in tight formations would decrease safety concerns. What 
happens to the hope of reaching a downed aircraft in the vast wilderness areas? Why not put fanned out 
flight paths near ground transportation routs to make potential rescues more successful? You may find 
resistance to Denver Metroplex plan, especially because consideration has not been given to those most 
effected, in normally quiet areas proposed to receive a sever increase in air traffic and noise. DIA noise 
reporting division will be greatly inpacted with complaints as other airports that have had to accept the 
Metroplex plan. Save us all the agony by listening and responding to stop this proposal. The plan has 
not been effective in real life in other communities. I hope you can accept the fact and respond 
appropriately that your plan is not welcome in the communities where you have instituted Metroplex 
and it is not welcome for Denver. You may not have a third party receiving our comments, so can 
easily muddy our responces to appear to get favorable rather than unfavorable responces to your public 
comments. Thank for allowing public comment. I only wish i had hope the comments would actually 
be considered and create positive results by the FAA. 
 
Topics Identified in the Comment 

● Comment Period 
● DOT Section 4(f) Resources 
● Historical and Cultural Resources 
● Potential Increase in Aircraft Operations 

● Noise Modelling 
● Withold Personal Identifying Information  
 
 

FAA Response for Comment #358 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
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comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
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Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Historical and Cultural Resources: The commenter mentioned the Environmental Assessment (EA) 
excludes the impact of noise at or below the Day Night Average Sound Level (DNL) of 65 decibels 
(dB) on noise sensitive areas, including historic and cultural properties. To comply with NEPA 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric; the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.    
   
However, the FAA recognizes that this standard may not be relevant to historical and cultural 
resources. As shown in Table 5-2, a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB 
increase in areas exposed to DNL 45 to 60 dB are considered reportable noise increases. In Section 5.6 
of the Final EA, the noise modelling analysis for the proposed Denver Metroplex Project indicated two 
areas of reportable noise grid points, which were investigated for the presence of historic and cultural 
properties. The FAA focused its efforts on identifying historic properties in the two areas of potential 
effect that could receive noise increases and considered the potential for overflight to introduce visual 
effects that could cause an alteration in the character of the historic property that qualify it for the 
National Register of Historic Places (National Register).  As depicted in Exhibit 5-2, the two areas are 
associated with the proposed aircraft flight procedures for Denver International Airport: the COORZ 
Area Navigation (RNAV) Standard Instrument Departure (SID) for westbound departures, the SLEEK 
(RNAV) SID for southbound departures.   
   
Under Section 106 of the National Historic Preservation Act, the FAA completed consultation with 
State and Local governments having jurisdiction or special expertise over historic and cultural 
resources. Additionally, the FAA entered into government-to-government consultation with forty-eight 
Native American Tribes having a legacy of occupation in the State of Colorado. Consultation with all 
of these parties did not identify any historic properties within the areas of potential effect for which a 
quiet setting is a characteristic that qualifies it for the National Register, and that therefore could be 
affected at the lower level of reportable noise exposure. The FAA also considered the potential for the 
introduction of visual elements that could diminish the integrity of the property’s historic features. We 
compared the proposed procedures with current flight tracks within the areas of potential effect, and 
determined that there would be no new areas overflown, and therefore no potential to introduce new 
visual elements. The proposed procedures would not introduce flight tracks over sensitive areas 
changing any existing impacts on those historic properties and cultural resources. Consultation did not 
identify any traditional and cultural properties within the APE for which aircraft noise and/or aircraft 
overflights would have an effect on a historic property’s characteristics qualifying that property for the 
National Register. Therefore, the proposed Denver Metroplex Project would not have an adverse effect 
on historic properties. 
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Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Noise Modelling: The commenter raised concerns with the noise modelling methodology. The noise 
analysis of the Preferred Alternative compared to the No Action Alternative completed for the Final 
Environmental Assessment (EA) was prepared using the Aviation Environmental Design Tool (AEDT) 
version 2d, which is the FAA’s required noise model. The FAA uses AEDT to model noise for flight 
track changes over large areas to analyze noise associated with the No Action Alternative and the 
Denver Metroplex Project proposed action. The AEDT 2d modelling tool provides detailed modelling 
to evaluate the effects of high-altitude airspace changes from the ground level up to 18,000 feet Above 
Ground Level. The AEDT 2d model utilizes an extensive aircraft performance and sound level 
database that includes information on variations in sound attributed to different types of aircraft and 
aircraft engines, aircraft speed, climb and descent thrust, and the altitude along a route. Detailed terrain 
data was inputted into the AEDT 2d model, which accounts for the elevation of each grid point or 
population centroid when calculating the distance between the grid point and the aircraft. The aircraft 
noise analysis prepared for the Denver Metroplex Project Final EA was conducted in compliance with 
FAA Order 1050.1F. 
 
Withold Personal Identifying Information: Commenters were made aware of the following 
statement with their comment submission - "Please be aware that your name, address, phone number, 
email address, or other personal identifying information in your comment may be made publicly 
available at any time.  You may include in your comment a request to withhold your personal 
identifying information, however we cannot guarantee that we will be able to do so". 
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Comments-Responses 

Comment# 359   Submitted by: Schulaka, Carly 
Comment Received: Please consider alternating routes in and around the Boulder  Golden  Coal Creek 
Canyon and Clear Creek Canyon areas. No one community should endure constant and consistent air 
traffic noise. Thank you. 
 
Topics Identified in the Comment 

● Frequency of Aircraft Overflights 
● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #359 Topics 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
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path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
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complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 360   Submitted by: Schute, Vera 
Comment Received: Please route flight paths to south of the town of Nederland. Nederland sits in a 
topographic depression and forms an echo chamber for planes crossing overhead. The proposed path 
directly over Nederland will thus lead to unacceptable noise levels. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #360 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
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Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
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Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 361   Submitted by: Searles, Joseph 
Comment Received: The new proposed flight paths for aircraft using Denver International Airport and 
Centennial Airport will have an extremely negative impact on the quality of life for us, our children 
and grandchildren who all live in this neighborhood. The FAA has not taken into consideration the 
increased air traffic once DIA expands its gates and takeoffs and landings nor had an Environmental 
Impact Assessment that takes all factors into consideration been completed. It is an abomination to 
make significant changes to flight patterns without a full impact study. 
 
Topics Identified in the Comment 

● Children's Environmental Health and Safety 
● Potential Increase in Aircraft Operations 
● Level of NEPA Review 
● NEPA and FAA Order 1050.1F 

● Physical and Mental Health 
● Purpose and Need of Project 
 
 

FAA Response for Comment #361 Topics 
 
Children's Environmental Health and Safety: Concerns were expressed over the long-term negative 
health impacts associated with inhalation of various pollutants, including fine particulate matter and its 
impact on children’s health and cognitive skills such as reading, memory and standardized test scores. 
Pursuant to Executive Order 13045, Protection of Children from Environmental Health Risks and 
Safety Risks, federal agencies are directed, as appropriate and consistent with the agency’s mission, to 
identify and assess environmental health and safety risks that may disproportionately affect children. 
Environmental health risks and safety risks are attributable to products or substances that a child is 
likely to come in contact with or ingest or other products they might use or be exposed to.   
   
As discussed in Section 5.2.1, changes associated with the proposed Denver Metroplex Project would 
occur at or above 3,000 feet Above Ground Level (AGL). Aircraft emissions above the mixing height 
do not have an effect on pollution concentrations at ground level. In addition, changes in air traffic 
procedures above 1,500 feet AGL and below the mixing height “would have little if any effect on 
emissions and ground concentrations.” (72 Fed. Reg. 6641 (February 12, 2007). Accordingly, there 
would be no increase in environmental health and safety risks that could disproportionately affect 
children. 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
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EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Level of NEPA Review: The FAA’s primary mission is to provide the safest, most efficient aerospace 
system in the world. National Environmental Policy Act (NEPA) compliance and other environmental 
responsibilities are integral components of that mission. The FAA is responsible for complying with 
the procedures and policies of NEPA and other environmental laws, regulations, and orders applicable 
to FAA actions. Under NEPA, the Federal Agencies are required to disclose to decision-makers and the 
interested public a clear and accurate description of the potential environmental impacts that could 
arise from proposed Federal actions. The FAA decision-making process must consider and disclose the 
potential impacts of a proposed action and its alternatives on the quality of the human environment.    
   
In meeting its NEPA obligations, the FAA should seek to achieve the policy objectives of 40 CFR § 
1500.2 to the fullest extent possible. Once the FAA determines that NEPA applies to a proposed action, 
it needs to decide on the appropriate level of review. The three levels of NEPA review are Categorical 
Exclusion (CATEX), Environmental Assessment (EA), and Environmental Impact Statement (EIS). An 
EA is a concise public document that briefly provides sufficient evidence and analysis for determining 
whether to prepare an Environmental Impact Statement (EIS) or a Finding of No Significant Impact 
(FONSI). The purpose of an EA is to determine whether a proposed action has the potential to 
significantly affect the human environment. Specifically, the Final EA for the proposed Denver 
Metroplex Project considered the potential effects on the environmental resource categories identified 
in FAA Order 1050.1F. The FAA uses the corresponding thresholds that serve as specific indicators of 
significant impact for some environmental impact categories.    
   
The FAA evaluated the Preferred Alternative and the No Action Alternative, as required under NEPA. 
The results of the analysis indicate that the Preferred Alternative would not exceed the thresholds of 
significance for any of the resource impact categories analyzed. The Final EA presents sufficient 
evidence and analysis in determining that preparation of a FONSI is appropriate and that no EIS is 
required in accordance with NEPA. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
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Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 362   Submitted by: seideman, chris 
Comment Received: I just wanted to note that I live in the foothills just outside of Boulder. This last 
year and some of notice that the air traffic has gotten substantially worse. Seems to be much lower  
much louder and much more frequent than ever has before. Actually moved to the mound to get away 
from the city noise and lately that has not panned out really well. Feel free to contact me with any 
questions 
thanks 
Chris seideman 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● Potential Increase in Aircraft Operations 

 
 

FAA Response for Comment #362 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
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https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
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Comments-Responses 

Comment# 363   Submitted by: Shank, Patricia 
Comment Received: To whom this concerns: 
I am very concerned by the FAA division to reroute the flight plan for flights leaving Denver to 
western cities  states.   
I have lived here since June 1993 and have enjoyed the peace and quiet of our mountains  our national 
and state parks  and all the wildlife that lives here.   
 
Over the last few years the population  the number of people and noise has increased  which has had a 
direct impact on our wildlife.  The number of sightings has decreased tremendously. 
 
With the current plan that is proposed will have an impact on the few that are left.  It will impact  and 
not for any good  the quality of life in our National and State Parks.   
 
We have always enjoyed taking our grandson camping in the State and National Parks near here.  I was 
shocked how loud and how often the planes had.  It really concerns me when a 10 year old child 
notices.   
 
I would appreciate your considerations of the flight plan and rerouting it elsewhere.  I know that this 
will be difficult as nobody wants this in their area and lives.   They are clled "NIMBY". 
I am not a NIMBY.  I am concerned for the quality of our lives  our homes  our futures  and most 
importantly of the lives of my grandsons.   
 
Thank you in advance for your consideration and action to remove Gilpin County  CO from your plans. 
 
Sincerely  
Patricia B Shank. 
 
Topics Identified in the Comment 

● Biological Resources 
● DOT Section 4(f) Resources 
● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #363 Topics 
 
Biological Resources: The greatest potential for impacts to wildlife species would result from wildlife 
strikes on avian and bat species at altitudes below 3,000 feet AGL. Changes to flight paths under the 
Preferred Alternative would primarily occur at or above 3,000 feet AGL. Therefore, the Preferred 
Alternative would not result in significant impacts to avian and bat species when compared with the No 
Action. The No Action would not involve changes to air traffic flows, land acquisition, construction, or 
other ground disturbance activities. Therefore, the No Action would not result in significant impacts to 
fish, wildlife, or plants. 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 



2 
 

of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
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Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
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For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 364   Submitted by: Sharp, R 
Comment Received: We have lived here 30 plus years in relative peace and quiet. Jet noise has 
increased and is disturbing. There are much less populated areas more south of Boulder that would be 
better flight paths. Also we think rwsidents of older established areas have more right to quiet than 
residents of newer developments even if numbers are greater. PLEASE move flight paths farther south 
of Boulder and hwy 170. Thank you 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #364 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
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Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 365   Submitted by: Shirey, Rebecca 
Comment Received: I have resided here for 30 years owning several properties and 2 homes. I have 
noticed so much change in this time including the way the air smells and traffic noise. I would not like 
to see this exacerbated by increased air traffic. Please find another solution. 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● Existing Arcraft Noise 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #365 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
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have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
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Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 366   Submitted by: Shirey, Rebecca 
Comment Received: I moved to Gilpin County 30 yrs ago,to get away from the city, noise, 
congestion, etc. That was before gaming, increased population,increased traffic on all the roads, most 
of which are dirt. I have adjusted to this increased activity begrudgingly because I understand 
population is growing and we need to move over for it. I have watched the wildlife change and move 
out of my area. I no longer have bears come to my house, deer have been replaced by elk who were 
replaced by moose. There are fewer bees and bird songs are fewer. My concern with increased air 
traffic over this area, specifically Golden Gate State Park, one of Colorado’s best assets and natural 
areas is not only the affect this will have on my quality of life but that of the natural habitat. When I 
moved here the air was fresher, clouds were fewer and the wildlife was abundant. I can’t turn back 30 
years of progress or better referred to as change. But I can speak up and am stating my displeasure with 
anything that further negatively affects the lifestyle I specifically chose for myself and my family. 
Please review your plans to route increased flights over such a sensitive natural area and make 
adjustments accordingly. 
 
Topics Identified in the Comment 

● DOT Section 4(f) Resources 
● Potential Increase in Aircraft Operations 
● Purpose and Need of Project 

 
 

FAA Response for Comment #366 Topics 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
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Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
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operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 367   Submitted by: Sietsema, David 
Comment Received: The recent air traffic pattern out of DIA for airplanes headed west has disturbed 
the peace and quiet of Gilpin County.  Our elevation is high  and thus we are closer to the airplanes 
headed over.  It is clear to me that after an initial climb out of DIA  the planes sit at a fixed altitude 
until they get closer to the foothills  and then climb the rest of the way as they get close to the foothills. 
If this is an attempt to reduce noise over the city  this is an ill-informed intent.  The city is already noisy  
and the sound of a plane climbing blends in with the background noise.  In rural areas  such as Gilpin 
County  there is little background noise  and the sound of planes stands out.  I hope that the FAA will 
consider this and A) adjust the flight pattern so that the airplanes pass over the foothills at a lower 
altitude  and B) adjust the flight paths to be over noisy corridors such as I70 while they complete their 
climb.  Gilpin County is a rural and quiet county.  That is why I live here.  The FAAs decisions have 
ruined this for me and affect the property values in the area. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Property Values 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #367 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
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970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Property Values: The proposed Denver Metroplex Project involves air traffic control routing changes 
for airborne aircraft only; and does not involve land acquisition, physical disturbance, or construction 
activities. The determination of whether a proposed action may have a significant environmental 
impact under the National Environmental Policy ACT (NEPA) is made by considering the relevant 
environmental impact categories and comparing impact to the FAA’s thresholds of significance as 
outlined in FAA Order 1050.1F. The assessment of property values is not an environmental impact 
category as outlined in FAA Order 1050.1F. To the extent applicable, and as there are no significant 
impacts under noise or compatible land use, the proposed Denver Metroplex Project is compatible with 
existing and planned land uses, and the applicable regulations and policies of federal, state, and local 
agencies. A limited number of studies have attempted to measure the impact of aircraft noise on 
property values. Specific studies of the impact of noise at the Study Airports on real property values 
have not been conducted and are not required. Studies conducted at other national airports have 
concluded that airport noise only has a slight impact on property values within the Day Night Average 
Sound Level 65 decibels or greater noise contour around airports. Additionally, comparison of older 
studies to more recent studies indicates that the impact was greater in the 1960s, when jet aircraft first 
entered the fleet. This decrease presumably is the result of stabilization of real estate markets following 
an initial adjustment to noisier jets, and of noise reduction in more modern Stage 3 or better aircraft. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 



3 
 

Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 368   Submitted by: Sill, Laura 
Comment Received: As a resident of Gilpin County  and a homeowner in the new Metroplex flight 
plan  I am LIVID at the reckless and thoughtless decisions of the FAA. Obviously they are aware that 
their plan is devastating to the communities in their path  because of the sneaky & underhanded way in 
which it will be implemented. They have made a decision as to which resident voices and lives are 
valuable  and which are not. It is grossly outrageous  and I/we are absolutely furious! This fight is not 
over  and even though you have deemed us irrelevant and disposable - we will not submit to your plan 
to destroy our homes/lives/peace without a fight!!! 
 
Topics Identified in the Comment 

● Public Outreach/Public Involvement 
● Purpose and Need of Project 

 
 

FAA Response for Comment #368 Topics 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
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The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 369   Submitted by: Silva, Jeffrey 
Comment Received: I did not move 50 miles from the airport to have our lives disrupted by 
continuous air traffic. We already have to close our windows during the summer and run a fan for 
white noise to try to drown out air traffic noise traffic during the late evening rush of 9-10pm. The 
traffic can be as much as a plane every 5 minutes over our house. Increasing the routing of this traffic 
to specifically target our area is completely unacceptable. If anything the reduction of noise should be 
investigated not an increase. We will not stand for this destruction of our lifestyle any longer. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● Potential Increase in Aircraft Operations 
● Projected Changes in Aircraft Noise 
Exposure 

● Purpose and Need of Project 
 
 

FAA Response for Comment #369 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
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https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
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Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
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Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 370   Submitted by: Skelton, James 
Comment Received: The Thompson arrival is enough to deal with for turbulence when arriving from 
the Northeast. Low altitude vectors for arrival to runway 35 at Centennial mean a very rough and 
turbulent arrival in our Sovereign + aircraft. I strongly prefer to avoid lengthly arrivals over the 
foothills on vectors to Centennial. Jim Skelton 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #370 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 371   Submitted by: SLAGGERT, JAMES 
Comment Received: My family and I are residents of Greenwood Village, CO. The closest airport is 
Centennial (APA). We have had disputes with APA over several years regarding low flying aircraft, 
high volumes of aircraft (exacerbated by training operations) and loud aircraft. All of these situations 
have occurred directly over our house in a residential area. As you know, the airport was established 
when the area surrounding APA was rural. Now it is heavily residential due to to the sprawl of Denver. 
To have the second busiest general aviation airport in the Country here is unacceptable. My 
expectations of noise mitigation (shared by all neighbors) are the following: (1) Enforcement of the 
"Fly Quiet" program instructing pilots away from our neighborhood as a designated quiet zone. (2) 
sanctions of pilots who cause residential safety and noise problems (3) reduction in overall number of 
operations (4) reduction of flight school operations (5) implementation of a curfew to eliminate night 
and early flights that disturb sleep. As the Federal stewards of our airspace, we implore you to 
recognize our rights to a peaceful environment where we live. If this means reducing business at APA, 
up to and including the return of Federal funds, so be it. Respectfully, James Slaggert 
 
Topics Identified in the Comment 

● Centennial Airport VFR Operations 
● Existing Arcraft Noise 

 
 

FAA Response for Comment #371 Topics 
 
Centennial Airport VFR Operations: The commenter raises concerns that the impacts to general 
aviation and aircraft operating under Visual Flight Rules (VFR) operating at Centennial Airport. As 
noted in Section 1.4 in the Final EA, the criteria for determining the five Denver Metroplex Project 
Study Airports. The Study Airports were selected based on specific FAA criteria: each airport must 
have a minimum of 700 annual Instrument Flight Rules (IFR) filed jet operations or 90,000 or more 
annual propeller aircraft operations. Centennial Airport (APA) is one of the five Study Airports based 
on the number of IFR filed annual operations. Aircraft operating under Visual Flight Rules (VFR) from 
and to Centennial Airport were not considered in the Final Environmental Assessment.    
   
When operating outside certain categories of controlled airspace, aircraft operating under VFR are not 
required to be in contact with ATC. Because these aircraft operate at the pilot’s discretion and are often 
not required to file flight plans, the FAA has very limited information about these operations. 
Consequently, there is no known source for comprehensive route, altitude, aircraft type, and frequency 
information for VFR operations at Centennial Airport, or the other Study Airports. Even if complete 
information were available for VFR operations at Centennial Airport, the proposed Denver Metroplex 
Project would not require any changes to routing or altitudes to accommodate these VFR operations. 
Their operations would not be affected by the forecast conditions in 2019 (the proposed first year of 
implementation) and 2024 (five years after implementation) for either the No Action Alternative or the 
Preferred Action for the Denver Metroplex Project. Therefore, VFR aircraft were not included in the 
analysis. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
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associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
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Comments-Responses 

Comment# 372   Submitted by: Sloane, Hyla 
Comment Received: Ladies and Gentlemen: 
As a 40 year resident of Cherry Hills Village I am greatly concerned about the FAA reinstating a 
process that will allow for the implementation of NexGen. This would direct flights in and out 
of DIA. This flight plan would direct planes over our homes 24 hours a day equaling over 100 
flights hourly. To make matters even worse NexGen will also put more flights from the general 
aviation airport, Centennial, over our homes. 
The implementation of NexGen will most definitely cau se and environmental problem tor those 
of us living under this path by causing a great deal of noise and pollution both dangerous to our 
health. Our formerly peaceful and quiet homes will be turned into a chaotic area in which to 
live. Needless to say the property value of our homes will plummet which will affect us all. 
I implore the FAA to give up the implementation of NexGen for the good of all living in Cherry 
Hills Village. Nothing positive can come from this implementation.  
**I would appreciate personal identifying information not be made publically available at this 
time. 
Sincerely, 
Hyla Sloane 
5380 Sanford Cir. East 
Cherry Hills Village, CO 
303-759-2323 
hrsgram@aol.com 
 
 
Topics Identified in the Comment 

● Potential Increase in Aircraft Operations 
● Physical and Mental Health 
● Projected Changes in Aircraft Noise 
Exposure 

● Property Values 
● Withold Personal Identifying Information  
 
 

FAA Response for Comment #372 Topics 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
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Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Property Values: The proposed Denver Metroplex Project involves air traffic control routing changes 
for airborne aircraft only; and does not involve land acquisition, physical disturbance, or construction 
activities. The determination of whether a proposed action may have a significant environmental 
impact under the National Environmental Policy ACT (NEPA) is made by considering the relevant 
environmental impact categories and comparing impact to the FAA’s thresholds of significance as 
outlined in FAA Order 1050.1F. The assessment of property values is not an environmental impact 
category as outlined in FAA Order 1050.1F. To the extent applicable, and as there are no significant 
impacts under noise or compatible land use, the proposed Denver Metroplex Project is compatible with 
existing and planned land uses, and the applicable regulations and policies of federal, state, and local 
agencies. A limited number of studies have attempted to measure the impact of aircraft noise on 
property values. Specific studies of the impact of noise at the Study Airports on real property values 
have not been conducted and are not required. Studies conducted at other national airports have 
concluded that airport noise only has a slight impact on property values within the Day Night Average 
Sound Level 65 decibels or greater noise contour around airports. Additionally, comparison of older 
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studies to more recent studies indicates that the impact was greater in the 1960s, when jet aircraft first 
entered the fleet. This decrease presumably is the result of stabilization of real estate markets following 
an initial adjustment to noisier jets, and of noise reduction in more modern Stage 3 or better aircraft. 
 
Withold Personal Identifying Information: Commenters were made aware of the following 
statement with their comment submission - "Please be aware that your name, address, phone number, 
email address, or other personal identifying information in your comment may be made publicly 
available at any time.  You may include in your comment a request to withhold your personal 
identifying information, however we cannot guarantee that we will be able to do so". 
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Comments-Responses 

Comment# 373   Submitted by: Smelley, Cody 
Comment Received: The planes are said to be 18,000'? Don't think so when I'm at 9,000' and planes 
are only 3,000' feet above me. Also, Why take noise away from an already noisy city to but noise when 
it's dead quiet. Makes no sense. You guys are not even saving that much $$. Like $2.00 is gas per 
flight. One person could take a poop before getting on a plane and save you more money than this 
proposed flight plan. 
 
Topics Identified in the Comment 

● Commercial Airlines Operations Costs 
● NEPA and FAA Order 1050.1F 
● Projected Changes in Aircraft Noise 
Exposure 

● Purpose and Need of Project 
 
 

FAA Response for Comment #373 Topics 
 
Commercial Airlines Operations Costs: The purpose of the proposed Project is to address the 
problem of inefficiency of the existing aircraft flight procedures in the Denver Metroplex airspace. 
While fuel savings and/or a reduction in operating costs for commercial airlines may be  secondary 
benefits of implementing the proposed Denver Metroplex Project, it is not a part of the purpose and 
need for the Project. 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
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same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 374   Submitted by: Smiley, Deborah 
Comment Received: To whom it may concern:  I have noticed an increase in the overhead airplane 
noise at my house.  I live in the middle of town in a house with new windows/doors and tons of 
insulation. The house is MUCH quieter since the upgrades particularly with the wind noise BUT- the 
jet noise is audible as soon as I open a window or go outside.  There is SO much noise pollution in my 
town now-- I moved here 30 years ago before all the car traffic and tourists discovered the place.  
Please don't add to the problem by flying planes over my town!!!  Sincerely  D. Smiley 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● Potential Increase in Aircraft Operations 
● Purpose and Need of Project 

 
 

FAA Response for Comment #374 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
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minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 375   Submitted by: smith, lisa 
Comment Received: I just completed a very long complaint on this website and it was denied access. 
Why? 
 
Topics Identified in the Comment 

● Comment Period 
 

 

FAA Response for Comment #375 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
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Comments-Responses 

Comment# 376   Submitted by: smith, lisa 
Comment Received: The Metroplex system is a failure. From my readings they have had numerus 
complaints regarding these changes why is this team failing the citizens by not listening? 
 
I am a 35 year home owner that has been abused by the FAA  changes to the flight path due to DIA's 
growth. The citizens of the Bennett  Strasburg and Byers were promised that we wound not be subject 
to air traffic. The FAA Metroplex is violating this promise. These Communities where here long before 
DIA was ever built. The City and County of Denver does not have the right to send these planes over 
our homes. The established runways are where these planes are to fly in and out  not fly over where this 
is no reason. 
 
My home is under attack daily by the FAA decision. I want to know why my community is not allowed 
to live in peace??? How is the FAA God to determine we have no value and we are not allowed to live 
in peace???? Who is the FAA to decided my home is not worthy of its value???  
 
Please explain to me why any plane going to west needs to go east??? There is no logic in this. There is 
an under utilization of the west bound runway. why can't these planes use the north or south bound 
runways??? The FAA team states the direct of the wind  if that is the case the use of 3 runways should 
be able to handle all the west bound flights. Since the east bound flights are over 200 in an average 
flight day. 
 
These changes have effected my health with an increase of blood pressure and lack of sleep. I am 
woken up early in the morning or late at night due to these planes.  
 
I am unable to hear my television daily  I can hear these planes over my TV  sewing machine and pellet 
stove running. Please tell me how this is not excessive. 
 
Please tell me how I can stand next to our Semi or Farm tractor running and I can hear these planes fly 
over. How is this not harassment.  
 
Please explain to me why I can on occasion I can count the windows on the side of the plane?? Please 
tell me how this is not harassment??  
 
Please tell me why the FAA failed to notify the citizens that have complained that this forum was open 
to add additional comments???  
 
We were promised by DIA when it was built that we would not be subject to fly overs and noise  
Please tell how the FAA is going against what was promised??? 
 
Please do not respond back if you are going to provide a generic answer or a basic customer service 
response. I would like to hear the real statements as a citizen I have a right for the truth. 
 
Lisa Smith 
 
Topics Identified in the Comment 

● Physical and Mental Health 
● Public Outreach/Public Involvement 

● Property Values 
● Purpose and Need of Project 
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● Suggestions to Change Air Traffic Patterns 
● West SIDs 

 
 

FAA Response for Comment #376 Topics 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Property Values: The proposed Denver Metroplex Project involves air traffic control routing changes 
for airborne aircraft only; and does not involve land acquisition, physical disturbance, or construction 
activities. The determination of whether a proposed action may have a significant environmental 
impact under the National Environmental Policy ACT (NEPA) is made by considering the relevant 
environmental impact categories and comparing impact to the FAA’s thresholds of significance as 
outlined in FAA Order 1050.1F. The assessment of property values is not an environmental impact 
category as outlined in FAA Order 1050.1F. To the extent applicable, and as there are no significant 
impacts under noise or compatible land use, the proposed Denver Metroplex Project is compatible with 
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existing and planned land uses, and the applicable regulations and policies of federal, state, and local 
agencies. A limited number of studies have attempted to measure the impact of aircraft noise on 
property values. Specific studies of the impact of noise at the Study Airports on real property values 
have not been conducted and are not required. Studies conducted at other national airports have 
concluded that airport noise only has a slight impact on property values within the Day Night Average 
Sound Level 65 decibels or greater noise contour around airports. Additionally, comparison of older 
studies to more recent studies indicates that the impact was greater in the 1960s, when jet aircraft first 
entered the fleet. This decrease presumably is the result of stabilization of real estate markets following 
an initial adjustment to noisier jets, and of noise reduction in more modern Stage 3 or better aircraft. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
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controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 377   Submitted by: smith, lisa 
Comment Received: Is the FAA aware that the flights over my home is flying in a natural bowl  this 
increase the sound from the aircraft greatly. I have register readings over 72 dB's my neighborhood 
registers at 45 dB's or less  please tell me how this is not harassment?? 
 
Please explain to me why the eastern plains have to absorb Denver's noise???  We are being taken 
advantage of because we have no representation in a local government. How is this fair??? Our lives 
are just as important as any other citizen in this country. We should not be abused because we do not 
live in the city. We moved out here so we did not have to listen to city noise like an airport. This noise 
belongs to the people and surrounding communities of Denver!!!! 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Noise Modelling 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

● West SIDs 
 
 

FAA Response for Comment #377 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
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Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Noise Modelling: The commenter raised concerns with the noise modelling methodology. The noise 
analysis of the Preferred Alternative compared to the No Action Alternative completed for the Final 
Environmental Assessment (EA) was prepared using the Aviation Environmental Design Tool (AEDT) 
version 2d, which is the FAA’s required noise model. The FAA uses AEDT to model noise for flight 
track changes over large areas to analyze noise associated with the No Action Alternative and the 
Denver Metroplex Project proposed action. The AEDT 2d modelling tool provides detailed modelling 
to evaluate the effects of high-altitude airspace changes from the ground level up to 18,000 feet Above 
Ground Level. The AEDT 2d model utilizes an extensive aircraft performance and sound level 
database that includes information on variations in sound attributed to different types of aircraft and 
aircraft engines, aircraft speed, climb and descent thrust, and the altitude along a route. Detailed terrain 
data was inputted into the AEDT 2d model, which accounts for the elevation of each grid point or 
population centroid when calculating the distance between the grid point and the aircraft. The aircraft 
noise analysis prepared for the Denver Metroplex Project Final EA was conducted in compliance with 
FAA Order 1050.1F. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 378   Submitted by: smith, lisa 
Comment Received: I have read that about the locations where this system is not  being received in a 
positive light. So why does the FAA feel that this program is right? The growth the airlines are 
demanding is affecting the citizens that moved away from are now paying the price. Why do these 
small surrounding communities have to suffer for their greed and need???  Why do we have to give up 
our privacy to be subject to the noise they are bring on to our homes??? We are not compensated for 
this noise  we do not receive any benefits from this harassment. What we are faced with is noise  loss 
of property value  privacy  sanity  heartache  stress  lack of sleep  distraction  and the ability to sleep. 
Please tell me why we have to give up so much for their gains???  
 
My home is important to me and I can assume my neighbors feel the same way  so why does the FAA 
feel we are not important enough to protect???  
 
So is the FAA going to fill the skies so much that every home in the whole United States has to be 
subject to noise????  
 
Why does the FAA feel they have a right to take our serenity away??? There was no vote  why is this 
take over. I have not approved or sign any document claiming I agreed to this abuse. 
 
Please can some one tell me why my opinion on the matter does not count???  Why does the other 
communities that have complained have no voice in this matter?? Why has the FAA not make 
adjustments to this system. 
 
Please help me understand - if each plane is being tracked by satellite that we have to expand the flight 
paths over other communities??? The tracking devices should help the computer programs and the 
control tower avoid collisions. 
 
I fee the FAA has not used a common sense approach to this issue. I feel they are just taking advantage 
of a power that has not been given by the citizens of the communities being affected. 
 
Respectfully 
L Smith 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Physical and Mental Health 
● Public Outreach/Public Involvement 
● Property Values 

● Purpose and Need of Project 
● Sleep Disturbance/Speech Interference 
 
 

FAA Response for Comment #378 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
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“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
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mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Property Values: The proposed Denver Metroplex Project involves air traffic control routing changes 
for airborne aircraft only; and does not involve land acquisition, physical disturbance, or construction 
activities. The determination of whether a proposed action may have a significant environmental 
impact under the National Environmental Policy ACT (NEPA) is made by considering the relevant 
environmental impact categories and comparing impact to the FAA’s thresholds of significance as 
outlined in FAA Order 1050.1F. The assessment of property values is not an environmental impact 
category as outlined in FAA Order 1050.1F. To the extent applicable, and as there are no significant 
impacts under noise or compatible land use, the proposed Denver Metroplex Project is compatible with 
existing and planned land uses, and the applicable regulations and policies of federal, state, and local 
agencies. A limited number of studies have attempted to measure the impact of aircraft noise on 
property values. Specific studies of the impact of noise at the Study Airports on real property values 
have not been conducted and are not required. Studies conducted at other national airports have 
concluded that airport noise only has a slight impact on property values within the Day Night Average 
Sound Level 65 decibels or greater noise contour around airports. Additionally, comparison of older 
studies to more recent studies indicates that the impact was greater in the 1960s, when jet aircraft first 
entered the fleet. This decrease presumably is the result of stabilization of real estate markets following 
an initial adjustment to noisier jets, and of noise reduction in more modern Stage 3 or better aircraft. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
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general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Sleep Disturbance/Speech Interference: The commenter recommended calculating different types of 
supplemental noise metrics to explain sleep disturbance and/or speech interference. A benefit of 
supplemental noise metrics is to help the public reach a better understanding of potential noise impacts. 
If the noise modelling analysis indicates a potential significant impact, FAA Order 1050.1F 
recommends additional information related to the human response to noise that is appropriate for the 
specific proposal. Additional information may include supplemental metrics applicable to sleep 
disturbance and/or speech interference. Such supplemental noise analysis is not, by itself, a measure of 
adverse aircraft noise or significant aircraft noise impact. As discussed in Chapter 5 of the EA, the 
noise modeling analysis indicated that the proposed Denver Metroplex project would not result in 
changes to noise exposure that exceed the significant noise threshold for the forecasted years of 2019 
and 2024. Therefore, the use of optional supplemental noise metrics are not warranted because they not 
would help explain the potential for cumulative noise exposure. 
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Comments-Responses 

Comment# 379   Submitted by: smith, lisa 
Comment Received: To the FAA team for Denver MetroPlex, I am going to remind you once again 
the harassment you are inflecting on my home and neighborhood. As I have reviewed your SIDs maps 
it is upsetting how you have place my home in the direct path of non-stop aircraft. Whether these 
planes are using the east bound runways or southbound going east you are placing aircraft over my 
house or with a 2 mile radius. Which I believe that you have failed to look at the people you are 
affecting and ruining their rights to live in peace. This evening I have been subject to several planes 
which affect my ability to watch TV. I do not understand why these flights have to come over my 
home!! (A plane is flying over now) They should not go past the Hwy 79, flight AAL706 @ 4:48pm 
12/17/2019 going to DFW was on the west side of Hwy79,. Two minutes later flight CKS2812 going 
to Phoenix has to fly over my home. So please help me understand this logic?? There is no common 
sense in this process!!!! The educated engineers that came up with your logic for flight paths have no 
common sense. This is not saving fuel or making the skies safer, since this plane will cross the path of 
two or three other flights coming into land. Please tell me how this is safe???? If you over lay your 
SIDs for south and east bound departures and put my address in you will see with in a 2 mile radius I 
and my neighbors will be subject to well over 200 flights in a normal day. For the DIA the average 
travel day can be up to 18 hours. So please tell how or why I and my community has to be subject to 
this much air traffic?? You have no right to destroy my happiness! I am too close to retirement to start 
my life all over again!!! Who is going to compensate me for the peace and quiet I am loosing????? 
Who is going to compensate me for the drop in my property value????? Who is going to bring back the 
happiness I use to have??? I never need to go on vacation my home was my vacation. The FAA has 
ruined it, please tell me why I deserved to be treated this way??? Please show me where I approved of 
this flight change, show me the document that I agreed to this. Have you ever watched chickens run 
from a predator in the sky?? I watch this past summer my neighbors chickens run repeatedly to hide 
from the planes flying over. We did have an Eagle for a while, but he or she has left, which I believe is 
because of the repeat fly overs. Pleases explain to me how my home and neighborhood will have more 
air traffic than any other flight path you have created around Denver??? (Here goes another plane over 
head). Please tell how you decided we have no value, or rights to live in peace??? How is it okay that 
the FAA has the right to harass people who was promised not to be subject to fly over’s. Please explain 
to me why the FAA continues to implement programs that other cities and citizens have complained 
and filed lawsuits against the FAA and airports because of noise??? I believe the FAA is a government 
agency that works for the people and should be putting our concerns into play. (another flight just went 
over) Landscape – I feel the FAA failed to do it’s homework on the contour of the land, our homes lay 
in a natural bowl, this compounds the about of noise we have to absorb. I work in a very loud 
environment, I have use a decibel reader and the majority of the flights passing or going over my home 
exceed the 72 dB’s our average in the neighborhood is 45 or less. So please tell me why we have to 
have deal with a swing of 30 dB’s??? The FAA has failed to do their research! I want to revisit flight 
CKS2812 that passed over my home earlier, this flight sounded like it was landing when it went over, 
please tell me why I have to listen to this noise??? Where do you go for your quiet place? When you 
are in this place do you want to hear noise? When you go to a movie or a show do you want to hear cell 
phones going off? When you go camping do you want hear motorcycles go by every 2 minutes? When 
you are at your child’s play do you want to hear the people next to you talking on a phone or loudly 
between their neighbors? When you are reading a good book do you want listen to kids screaming at 
each other? When you are in church listening to a priest give a strong sermon, but you have someone 
snoring next to you. When you are dead to the world sleeping and someone calls you how do you 
react?? Have you been sleeping and a noise wakes you up and then you can’t get back to sleep?? 
Everything I have listed here is how I feel or experienced every time a plane goes over my home. 
Please tell me how this is fair???? I am only trying to understand your view, since the FAA has failed 
to understand mine!! THIS DENVER’S AIRPORT, DENVER’S NOISE. Respectfully LSmith 
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Topics Identified in the Comment 

● Biological Resources 
● East SIDs 
● Existing Arcraft Noise 
● Potential Increase in Aircraft Operations 
● Noise Modelling 
● Noise Modelling Analysis 

● Projected Changes in Aircraft Noise 
Exposure 
● Property Values 
● Purpose and Need of Project 
 
 

FAA Response for Comment #379 Topics 
 
Biological Resources: The greatest potential for impacts to wildlife species would result from wildlife 
strikes on avian and bat species at altitudes below 3,000 feet AGL. Changes to flight paths under the 
Preferred Alternative would primarily occur at or above 3,000 feet AGL. Therefore, the Preferred 
Alternative would not result in significant impacts to avian and bat species when compared with the No 
Action. The No Action would not involve changes to air traffic flows, land acquisition, construction, or 
other ground disturbance activities. Therefore, the No Action would not result in significant impacts to 
fish, wildlife, or plants. 
 
East SIDs: The Draft EA Preferred Alternative East SIDs (EEONS, EMMY’s, EXTAN and EPKEE) 
have been removed from the Final EA Preferred Alternative due to changes in the FAA flight 
procedure design criteria, and changes in FAA air traffic control operating procedures. The FAA 
attempted to re-design the proposed procedures. However, in order for the re-designed procedures to 
meet the new design criteria, they did not meet the Purpose and Need for the proposed DEN Metroplex 
Project. Therefore, the revised Preferred Alternative carries forward those eastbound Area Navigation 
(RNAV) SID flight procedures that are noted in the No Action (EEONS, EMMYS, EXTAN, EPKEE). 
These SID flight procedures will remain in use. The No Action EPKEE SID will be modified in the en 
route structure above 18,000 feet above mean sea level (MSL) with a transition that ensures separation 
from the COUGAR military operations area special use airspace for safety. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
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303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Noise Modelling: The commenter raised concerns with the noise modelling methodology. The noise 
analysis of the Preferred Alternative compared to the No Action Alternative completed for the Final 
Environmental Assessment (EA) was prepared using the Aviation Environmental Design Tool (AEDT) 
version 2d, which is the FAA’s required noise model. The FAA uses AEDT to model noise for flight 
track changes over large areas to analyze noise associated with the No Action Alternative and the 
Denver Metroplex Project proposed action. The AEDT 2d modelling tool provides detailed modelling 
to evaluate the effects of high-altitude airspace changes from the ground level up to 18,000 feet Above 
Ground Level. The AEDT 2d model utilizes an extensive aircraft performance and sound level 
database that includes information on variations in sound attributed to different types of aircraft and 
aircraft engines, aircraft speed, climb and descent thrust, and the altitude along a route. Detailed terrain 
data was inputted into the AEDT 2d model, which accounts for the elevation of each grid point or 
population centroid when calculating the distance between the grid point and the aircraft. The aircraft 
noise analysis prepared for the Denver Metroplex Project Final EA was conducted in compliance with 
FAA Order 1050.1F. 
 
Noise Modelling Analysis: To comply with the National Environmental Policy Act (NEPA) 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric. DNL is the FAA’s primary metric used to establish a yearly day/night average of cumulative 
noise energy exposure of individuals to noise resulting from aviation activities. The noise analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR). IFR-filed aircraft activity was 
forecasted for the years 2019 and 2024 and used to model conditions under both the No Action 
Alternative and the Preferred Alternative.   
   
The FAA’s noise guidelines for compliance with NEPA define a significant impact as an increase of 
DNL1.5 dB in areas exposed to aircraft noise of DNL 65 and higher. Using these criteria, the noise 
analysis results indicate that the Preferred Alternative when compared to the No Action Alternative 
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would not result in a DNL 1.5 dB or higher increase in sensitive areas exposed to DNL 65 dB or 
higher.     
   
The compatibility of noise sensitive land use is evaluated through comparison with the compatibility 
guidelines provided in 14 CFR Part 150, Appendix A, table 1. The guidelines focus on areas exposed to 
noise levels of DNL 65 dB and greater. However, the FAA recognizes that this standard may not be 
relevant to certain noise sensitive areas. As shown in Table 5-2, a 3 dB increase in areas exposed to 
DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 to 60 dB are considered reportable 
noise increases. The FAA prepared the noise modelling analysis of the proposed flight procedures to 
account the reportable noise criteria. Experience has indicated that DNL increases 5 dB or more at 
cumulative levels well below DNL 65 dB could be disturbing to people and become a source of public 
concern.    
   
The FAA identified three areas with lower levels of aircraft noise exposure, specifically, an increase of 
DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB.  Although this would result in a 
reportable aircraft noise exposure DNL 5 dB increase in areas exposed to DNL between 45 dB and 60 
dB, the project does not introduce noise that would affect the features, or attributes associated with the 
three areas that would adversely affect it. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
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Property Values: The proposed Denver Metroplex Project involves air traffic control routing changes 
for airborne aircraft only; and does not involve land acquisition, physical disturbance, or construction 
activities. The determination of whether a proposed action may have a significant environmental 
impact under the National Environmental Policy ACT (NEPA) is made by considering the relevant 
environmental impact categories and comparing impact to the FAA’s thresholds of significance as 
outlined in FAA Order 1050.1F. The assessment of property values is not an environmental impact 
category as outlined in FAA Order 1050.1F. To the extent applicable, and as there are no significant 
impacts under noise or compatible land use, the proposed Denver Metroplex Project is compatible with 
existing and planned land uses, and the applicable regulations and policies of federal, state, and local 
agencies. A limited number of studies have attempted to measure the impact of aircraft noise on 
property values. Specific studies of the impact of noise at the Study Airports on real property values 
have not been conducted and are not required. Studies conducted at other national airports have 
concluded that airport noise only has a slight impact on property values within the Day Night Average 
Sound Level 65 decibels or greater noise contour around airports. Additionally, comparison of older 
studies to more recent studies indicates that the impact was greater in the 1960s, when jet aircraft first 
entered the fleet. This decrease presumably is the result of stabilization of real estate markets following 
an initial adjustment to noisier jets, and of noise reduction in more modern Stage 3 or better aircraft. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 380   Submitted by: smith, lisa 
Comment Received: To Metroplex Team, I still struggle to understand how you feel this is acceptable 
considering the FAA has had numerus complaints from other locations where this program has been 
implemented i.e. “Lake Arrowhead vows to fight flight noise” “ New flight paths lead to airplane noise 
complaints across US” Phoenix, Washington metro, Georgetown, San Francisco, Seattle, and other 
cities “ Initially, the FAA “didn’t consider the impact for people on the ground” group member Vicki 
Miller said. “I think they are reassessing” 
(https://apnews.com/2c040a68d76a4ab5b7420c0681a860e8/New-flight-paths-lead-to-airplane-noise-
complaints-across-US). It is quite apparent the FAA still has not considered the impact to the people on 
the ground. I live in open country there are no trees, high rises, multiple structure to mitigate the noise 
from the planes. We are being bombarded by noise from this flight path. I am subject to hear aircraft 
north of my home going east, planes using the east bound runway going south, south bound runways 
going east, and then your team has the nerve to send flights from the south bound runway going north 
over my home. Please let what other area around Denver is subject to having 4 different directions 
going over their homes??????? My community is being subject to more aircraft noise then the city and 
county of Denver which owns this airport. So why can’t they absorb more noise since they get the 
revue from the airport??? We get nothing but harassment and your engineers that came up with this 
idea have no respect for anyone. “ Noise complaints exploded from San Diego to Charlotte, North 
Carolina, to New York as flights concentrate at lower altitudes, in narrower paths and on more frequent 
schedules. The new paths often reduce the number of people exposed to noise, but those who get noise 
get it far more consistently”( https://apnews.com/2c040a68d76a4ab5b7420c0681a860e8). This 
statement does not even describe the amount of noise my home and neighborhood is being subjected to. 
I can’t hear my television, I have been woken up more times that I can count because of the FAA’s 
decisions. I barely get 4 hours of sleep most nights. I am outside a great deal of time and I have had to 
stop talking because of the planes, please tell me how with is not harassment??? Please explain to me 
why I have to deal with this??? This flight path should not go past the Kiowa – Bennett road, once you 
past the creek bed, this 15 miles out from the airport. Your flight path going west does not even go out 
15 miles from the airport, so why do we have to be subject to this excessive harassing noise???? This 
neighborhood was established in the 70’s why does the FAA feel this does not matter??? This same 
article states the FAA claims “Next Gen” and the new procedures use more precise, satellite-based 
navigation that saves time, increases the number of planes airports can service, and reduces fuel burn 
and emissions”( https://apnews.com/2c040a68d76a4ab5b7420c0681a860e8). It is quite clear the 
amount of planes in the sky because we can have up to 15 to 20 planes in an hour with less than a 
minute in between each plane. So please tell me how this is safe???, The last part the states the 
reduction of fuel burn and emissions, so please tell me how have a plane take off from the east and 
cross the path of 3 to 4 incoming planes is saving fuel???? These planes are traveling 30 to 60 miles 
extra. Now this is not helping emissions, you are just polluting our air. Please tell me again how this is 
fair??? Tonight I have been under attack again by these planes, this daily excuse you have created is 
unfair!!!! The growth of this airport should effect the communities it supports, (which is not us) the 
people that live in Denver and the surrounding communities should have more impact since they use 
the airport far more than the citizens on the eastern plains. If the majority of the cities Denver flies to 
are east so why do we have to deal with the south bound flights??? This makes no sense! There are far 
less flights going west then going east and all west bound flights should be handled on the west side of 
the airport. Fact – why do the planes coming in from the north can’t fly on the west/north side of the 
airport to land??? Since there are less flights leaving and landing???? This would move the flight path 
going south closer the airport. This would pull the flights closer to the source and stop affecting the 
communities that were promised 20 + years ago that we would never be impacted. I just don’t 
understand why the FAA a government agency can’t listen to the public the effect this having on 
people, animals and property value??? Can anyone please explain this??? As a citizen we deserve to 



2 
 

have our questions answer. The last thing I want hear is “It is good for the community” or I have to 
support the community needs. I will continue to lodge complaints until someone from this agency can 
answer our questions. Respectfully L Smith 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● Biological Resources 
● East SIDs 
● Existing Arcraft Noise 
● Forecast/Future Operations 
● Frequency of Aircraft Overflights 
● Potential Increase in Aircraft Operations 
● NEPA and FAA Order 1050.1F 

● Potential Increase In Fuel Burn and 
Emissions 
● Public Outreach/Public Involvement 
● Property Values 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #380 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
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minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Biological Resources: The greatest potential for impacts to wildlife species would result from wildlife 
strikes on avian and bat species at altitudes below 3,000 feet AGL. Changes to flight paths under the 
Preferred Alternative would primarily occur at or above 3,000 feet AGL. Therefore, the Preferred 
Alternative would not result in significant impacts to avian and bat species when compared with the No 
Action. The No Action would not involve changes to air traffic flows, land acquisition, construction, or 
other ground disturbance activities. Therefore, the No Action would not result in significant impacts to 
fish, wildlife, or plants. 
 
East SIDs: The Draft EA Preferred Alternative East SIDs (EEONS, EMMY’s, EXTAN and EPKEE) 
have been removed from the Final EA Preferred Alternative due to changes in the FAA flight 
procedure design criteria, and changes in FAA air traffic control operating procedures. The FAA 
attempted to re-design the proposed procedures. However, in order for the re-designed procedures to 
meet the new design criteria, they did not meet the Purpose and Need for the proposed DEN Metroplex 
Project. Therefore, the revised Preferred Alternative carries forward those eastbound Area Navigation 
(RNAV) SID flight procedures that are noted in the No Action (EEONS, EMMYS, EXTAN, EPKEE). 
These SID flight procedures will remain in use. The No Action EPKEE SID will be modified in the en 
route structure above 18,000 feet above mean sea level (MSL) with a transition that ensures separation 
from the COUGAR military operations area special use airspace for safety. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
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970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Forecast/Future Operations: The purpose of the proposed Denver Metroplex Project, as described in 
Chapter 2 of the Final Environmental Assessment (EA), is to improve the efficiency of aircraft arrival 
and departure procedures and airspace utilization in the Denver Metroplex airspace. The FAA designed 
the metroplex initiative to optimize air traffic control (ATC) procedures and airspace on a regional 
scale. Optimized ATC procedures takes advantage of technological advances in navigation, such as 
Area Navigation (RNAV), while ensuring that aircraft not equipped to use RNAV flight procedures 
continue to have access to the National Airspace System. This approach addresses airspace congestion 
and other factors that reduce airspace efficiency in busy metroplex areas. The overall intent is to use 
limited airspace as efficiently as possible for congested metroplex areas.   
   
Aircraft flight schedules for the forecasted change in the number of aircraft operations at the Study 
Airports were prepared to support the aircraft noise analysis for the proposed Denver Metroplex Project 
Final EA. Three flight schedules were developed to represent the average annual day (AAD) flight 
activity at the Study Airports, corresponding to the years assessed for aircraft noise conditions and used 
to model future aircraft noise exposure. The AAD does not reflect a particular day, but is meant to 
represent a typical day over a period of a year. The forecast was based on the FAA’s 2018 Terminal 
Area Forecast (TAF), modified for 2019 and 2024 with additional details using previously identified 
arrival/departure times, aircraft types, and origin/destination information. The TAF is the official 
forecast of aviation activity at FAA facilities and is updated annually. The AAD flight schedules only 
include operations conducted by aircraft operating under Instrument Flight Rules (IFR) because the 
proposed Denver Metroplex Project involves the design of standard instrument arrival and departure 
procedures, which are only used by aircraft operating under IFR.    
   
Based on the data in the TAF, there is an anticipated increase in average annual day air carrier traffic to 
Denver International Airport between the years 2019 and 2024. The proposed Denver Metroplex 
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Project used the forecast data to model noise for 2019 and 2024 conditions. The noise modeling 
analysis indicated that the proposed Denver Metroplex project would not result in changes to noise 
exposure that exceed the significant noise threshold for the forecasted years of 2019 and 2024. More 
detail related to the development of the forecasts is provided in Appendix H: Denver Metroplex Flight 
Schedules Technical Report available on the Project website at 
http://www.metroplexenvironmental.com/denver_metroplex/denver_docs.html. 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
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applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Potential Increase In Fuel Burn and Emissions: The commenter raised a concern regarding aircraft 
emission. As described in Section 5.2.3 of the Final Environmental Assessment under the proposed 
Denver Metroplex Project there would be a slight increase in fuel burn (1.83 percent in 2019 and 1.85 
percent in 2024) when compared to the No Action Alternative. While increased fuel burn corresponds 
with an increase in emissions, operational changes that could result in an increase in fuel burn would 
occur at 3,000 feet AGL or above and would not result in an increase in ground concentrations. Any 
operational changes that could result in an increase in fuel burn would occur at or above 3,000 feet 
AGL. As discussed above, procedures above 3,000 feet AGL are considered a de minimis action, 
would have little if any effect on emissions and ground concentrations of criteria pollutants, and are 
presumed to conform to all applicable State Implementation Plans.( 72 Fed. Reg. 6641 (February 12, 
2007). 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Property Values: The proposed Denver Metroplex Project involves air traffic control routing changes 
for airborne aircraft only; and does not involve land acquisition, physical disturbance, or construction 
activities. The determination of whether a proposed action may have a significant environmental 
impact under the National Environmental Policy ACT (NEPA) is made by considering the relevant 
environmental impact categories and comparing impact to the FAA’s thresholds of significance as 
outlined in FAA Order 1050.1F. The assessment of property values is not an environmental impact 
category as outlined in FAA Order 1050.1F. To the extent applicable, and as there are no significant 
impacts under noise or compatible land use, the proposed Denver Metroplex Project is compatible with 
existing and planned land uses, and the applicable regulations and policies of federal, state, and local 
agencies. A limited number of studies have attempted to measure the impact of aircraft noise on 
property values. Specific studies of the impact of noise at the Study Airports on real property values 
have not been conducted and are not required. Studies conducted at other national airports have 
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concluded that airport noise only has a slight impact on property values within the Day Night Average 
Sound Level 65 decibels or greater noise contour around airports. Additionally, comparison of older 
studies to more recent studies indicates that the impact was greater in the 1960s, when jet aircraft first 
entered the fleet. This decrease presumably is the result of stabilization of real estate markets following 
an initial adjustment to noisier jets, and of noise reduction in more modern Stage 3 or better aircraft. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
 



1 
 

Comments-Responses 

Comment# 381   Submitted by: Smith, Timothy 
Comment Received: I live in Gilpin County. I object that we didn't have a chance to comment in our 
county about the Denver Metroplex project. This is an outrage. It will destroy our parks and wildlife 
sanctuaries in the county as well as our own peace of mind. We all demand that we get an opportunity 
to speak to FAA about this outrageous plan, as well as be briefed on it. 
 
Topics Identified in the Comment 

● Comment Period 
● DOT Section 4(f) Resources 
● Public Outreach/Public Involvement 
● Purpose and Need of Project 

● West SIDs 
 
 

FAA Response for Comment #381 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
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Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
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from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
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The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 382   Submitted by: Snyder, Carol 
Comment Received: My name is Carol Snyder and I have lived in Gilpin County for eleven years.  
My husband's parents lived here all their lives on this property which has been in the family since the 
late 1800's.  We have come up here for year's before we moved here after our retirement and love the 
peace and quiet here.   
We live on a ranch and have enjoyed the animals that travel through our property.  I have noticed a 
difference especially in the last year of planes flying over the top of our house.  Even when the 
windows are closed  and the house is closed.  Just a few days ago I heard very clearly a plane flying 
over my house and it sounded like it was going to land on us.  This happens quite frequently.  I can 
hear them now even higher up which I never was able to hear before.   
I am very concerned for the Elk in our area that calve on our property  I do not want this to change due 
to air traffic going over our house.  I do not want the pattern of the animals changed in our area.  We 
have Elk  Moose and Deer that travel thru our property.  My husband and his brothers have been able 
to hunt on this property for the last 50 years and I would hate to see this all end because someone 
decided that this area is not important enough to protect. 
I implore you to reconsider changing the pattern and keeping it the way  it was even two years ago.  
Please consider coming to Gilpin County and sitting down with us and discussing this with us. 
Regards  
 
Carol Snyder 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #382 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
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303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
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Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 383   Submitted by: Solek, Betty 
Comment Received: I have tried 2x to open the KMZ files with the Denver Metroplex proposed paths 
in Google Earth.  This system is unnecessarily complex.  Where are the instructions for accessing the 
proposed flight path maps.  This is incredibly frustrating. Why doesn't your comment form have an 
entry spot for an email.  As you know  the ability to look at these files is a time sensitive topic. 
 
Topics Identified in the Comment 

● Google Earth Files 
 

 

FAA Response for Comment #383 Topics 
 
Google Earth Files: The FAA released information on the proposed Denver Metroplex Project in 
Google Earth format. This information is provided to allow the public to better understand the 
proposed procedures and the results of the noise analysis. These files can be downloaded from the 
project website at  
http://www.metroplexenvironmental.com/denver_metroplex/denver_docs.html. 
The information provided in Google Earth format includes the following: 
• The flight corridors for the No Action Alternative and the Proposed Action depicted in the exhibits in 
Chapter 3 of the Final Environmental Assessment (EA) 
• The AEDT model flight tracks used to complete the noise analysis prepared for the Final EA and to 
develop the flight corridors depicted in exhibits in Chapter 3 of the Final EA 
• The procedure route designs including waypoints 
• The results of the noise analysis for each grid point modeled under each scenario [i.e., Existing 
Conditions, No Action Alternative (2019 and 2024), and Proposed Action (2019 and 2024)]. As 
discussed in Section 5.1.2, three groups of points were modeled: 2010 Census block centroids, grid 
points at 0.5-nautical mile intervals located on a uniform grid that covers the entire General Study 
Area, and unique points representing Section 4(f) resources and historic sites listed on the National 
Register of Historic Places. 
Because of the size of the data presented, the files that present the flight corridors, flight tracks, and 
procedure routes are broken up by area: Centennial Airport (APA) only, Denver International Airport 
(DEN) only – East, DEN only – Northeast, DEN only – Northwest, DEN only Southeast, DEN only – 
Southwest, DEN only – West and non-APA Airport Satellites. More information on the noise analysis 
process, including development of the AEDT model flight tracks can be found in the Denver Metroplex 
Noise Technical Report, available at 
http://www.metroplexenvironmental.com/denver_metroplex/denver_docs.html The Google Earth 
application can be downloaded from https://www.google.com/earth/. Information on how to use 
Google Earth, including tutorials, is provided at https://www.google.com/earth/learn/. Please note that 
due to file size and depending the internet connection speed, the files may take some time to download 
into Google Earth. 
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Comments-Responses 

Comment# 384   Submitted by: Sommer, Sherry 
Comment Received: Comments on the DIA Metroplex plan: 
 
I commented on the last draft of this plan but my comments were not included in your record.  They 
need to be included.  I submitted  them through your website. This time I am saving my comments 
separately so I have a record of my own. This is not a public process if comments sent by the public are 
not being recorded properly.  
 
2) The process of public comment on this draft is very flawedâ€”information is not being disseminated 
properly. 
 
You say on your website that the public is being notified through over 70 libraries. I called Broomfield  
Boulder  Nederland  and Longmont libraries and the librarians had no idea what I was referring to.  I 
had to describe in great detail what I was looking for and then was referred to your website. You 
cannot call this a public process if the public is not being informed.  
 
Second  this information is highly technical and hard to access. Not everyone has  access to  a 
computer that can load google earth to view the maps.  It took me several hours to get access to all 
materials and I have heard the same thing from many other residents  You really should have a public 
forum where this information can be viewed and explained. This is not information most residents can 
understand. or comment on.  
 
3)  There is quite a discrepancy in information given about future flight paths over Louisville/Superior.  
On the Comment page there are maps of existing flight tracks and procedures  as well as prospective 
changes.  This information shows that ZIMMR is moving to the north of Superior. 
 
In the Google Earth maps the change in flight procedures also shows ZIMMR moving to the north. 
However  the future flight tracks show no change from the tracks and procedures set previously.    
 
There must be consistency in your information!!!!! Please stick with the proposed flight procedure that 
has ZIMMR moved north of Superior. 
 
4) The EA you have drafted is completely insufficient.  We need an Environmental Impact Statement. 
The EA only takes a snapshot in time of what is going on and doesnâ€™t account for any future 
growth. We all know growth is coming. Your EA is  very superficial document  drafted by aviation 
professionals  not anyone with a background in any subject related to the environment. Of course this 
redesign will have huge implications for our environment yet the EA allows you to explain any impact 
away. 
 
Topics Identified in the Comment 

● Comment Period 
● Level of NEPA Review 
● NEPA and FAA Order 1050.1F 
● Public Outreach/Public Involvement 

● ZIMMR SID  
 
 

FAA Response for Comment #384 Topics 
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Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Level of NEPA Review: The FAA’s primary mission is to provide the safest, most efficient aerospace 
system in the world. National Environmental Policy Act (NEPA) compliance and other environmental 
responsibilities are integral components of that mission. The FAA is responsible for complying with 
the procedures and policies of NEPA and other environmental laws, regulations, and orders applicable 
to FAA actions. Under NEPA, the Federal Agencies are required to disclose to decision-makers and the 
interested public a clear and accurate description of the potential environmental impacts that could 
arise from proposed Federal actions. The FAA decision-making process must consider and disclose the 
potential impacts of a proposed action and its alternatives on the quality of the human environment.    
   
In meeting its NEPA obligations, the FAA should seek to achieve the policy objectives of 40 CFR § 
1500.2 to the fullest extent possible. Once the FAA determines that NEPA applies to a proposed action, 
it needs to decide on the appropriate level of review. The three levels of NEPA review are Categorical 
Exclusion (CATEX), Environmental Assessment (EA), and Environmental Impact Statement (EIS). An 
EA is a concise public document that briefly provides sufficient evidence and analysis for determining 
whether to prepare an Environmental Impact Statement (EIS) or a Finding of No Significant Impact 
(FONSI). The purpose of an EA is to determine whether a proposed action has the potential to 
significantly affect the human environment. Specifically, the Final EA for the proposed Denver 
Metroplex Project considered the potential effects on the environmental resource categories identified 
in FAA Order 1050.1F. The FAA uses the corresponding thresholds that serve as specific indicators of 
significant impact for some environmental impact categories.    
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The FAA evaluated the Preferred Alternative and the No Action Alternative, as required under NEPA. 
The results of the analysis indicate that the Preferred Alternative would not exceed the thresholds of 
significance for any of the resource impact categories analyzed. The Final EA presents sufficient 
evidence and analysis in determining that preparation of a FONSI is appropriate and that no EIS is 
required in accordance with NEPA. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
ZIMMR SID: The commenter requests that the FAA consider moving the flight path of the proposed 
ZIMMR (RNAV) SID southward from the location that was depicted at the workshops for the Draft 
Environmental Assessment. Based on the comments, the FAA completed a comprehensive analysis of 
the proposal to amend the flight procedure design of the proposed ZIMMR (RNAV) SID. The FAA 
modified the proposed ZIMMR (RNAV) SID by moving the location of the RALFI waypoint an 
additional 0.7 nautical miles to the south and east from the original location on the proposed ZIMMR 
(RNAV) SID. The new location of the RALFI waypoint creates a lateral shift of approximately 2.0 
nautical miles south of the location of the existing flight path of the published FOOOT (RNAV) SID 
procedure. The ZIMMR RNAV SID flight procedure will overfly north of the Gilpin County boundary. 
However, rapidly changing atmospheric conditions and convective activity over the Front Range may 
require air traffic control to build in a greater margin of safety to than the minimum separation 
standards for aircraft which may affect aircraft on the ZIMMR RNAV SID flight procedure. 
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Comments-Responses 

Comment# 385   Submitted by: Sommer, Sherry 
Comment Received: I just submitted comments on the metroplex projectâ€”CORRECTIONâ€”my 
comment should have said that ZMRR procedure routes are shown as being  SOUTH of Superior. That 
is what we hoped would happen but the flight tracks are not aligned with this. 
 
Please add this to 
My comments 
 
Topics Identified in the Comment 

● ZIMMR SID  
 

 

FAA Response for Comment #385 Topics 
 
ZIMMR SID: The commenter requests that the FAA consider moving the flight path of the proposed 
ZIMMR (RNAV) SID southward from the location that was depicted at the workshops for the Draft 
Environmental Assessment. Based on the comments, the FAA completed a comprehensive analysis of 
the proposal to amend the flight procedure design of the proposed ZIMMR (RNAV) SID. The FAA 
modified the proposed ZIMMR (RNAV) SID by moving the location of the RALFI waypoint an 
additional 0.7 nautical miles to the south and east from the original location on the proposed ZIMMR 
(RNAV) SID. The new location of the RALFI waypoint creates a lateral shift of approximately 2.0 
nautical miles south of the location of the existing flight path of the published FOOOT (RNAV) SID 
procedure. The ZIMMR RNAV SID flight procedure will overfly north of the Gilpin County boundary. 
However, rapidly changing atmospheric conditions and convective activity over the Front Range may 
require air traffic control to build in a greater margin of safety to than the minimum separation 
standards for aircraft which may affect aircraft on the ZIMMR RNAV SID flight procedure. 
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Comments-Responses 

Comment# 386   Submitted by: Sommer, Sherry 
Comment Received: PLEASE REPLACE COMMENTS I SUBMITTED LAST WEEK WITH 
THESE COMMENTS. 
 
I live in Louisville and we are receiving way more than our share of airplane noise. This noise has 
suddenly increased in the last two years. I have lived at this address for 8 years and at that  time 
airplane noise was not an issue. we did not move to a noise prone area  the noise has moved to us. 
There is literally no time during the day that we do not hear the reverberations of aircraft noise  at times 
we have flights from DIA overhead every 2 minutes  this can continue for over an hour at a time 
making it impossible to be outside.  Not only do we bear the brunt of DIA flights but the FAA has been 
routing flights from Rocky Mountain Metro over our home and we have increasing  numbers of small 
planes flying over as well. While the FAA's EA doest take the impact of planes flying over under 3 000 
feet into account  we on the ground have to live with the constant harassment of all types of aviation. 
This is a flaw in your EA.  
 
  As has already been requested and seems to be indicated in your current draft  please move the 
ZIMMR fight path south of Superior.   
 
I would also like to comment on the adequacy of your public process. it is very flawed.  
 
1)  I commented on the last draft of this plan but my comments were not included in your record.  They 
need to be included.  I submitted  them through your website. This time I am saving my comments 
separately so I have a record of my own. This is not a public process if comments sent by the public are 
not being recorded properly. How many other comments were simply ignored in this process? 
 
2) The process of public comment on this draft is very flawedâ€”information is not being disseminated 
properly. 
 
You say on your website that the public is being notified through over 70 libraries. I called Broomfield  
Boulder  Nederland  and Longmont libraries and the librarians had no idea what I was referring to.  I 
had to describe in great detail what I was looking for and then was referred to your website. You 
cannot call this a public process if the public is not being informed.  
 
Second  this information is highly technical and hard to access. Not everyone has  access to  a 
computer that can load google earth to view the maps.  It took me several hours to get access to all 
materials and I have heard the same thing from many other residents  You really should have a public 
forum where this information can be viewed and explained. This is not information most residents can 
understand or comment on.  
 
3)  There is quite a discrepancy in information given about future flight paths over Louisville/Superior.  
On the Comment page there are maps of existing flight tracks and procedures  as well as prospective 
changes.  This information shows that ZIMMR is moving to the south  of Superior. 
 
In the Google Earth maps the change in flight procedures also shows ZIMMR moving to the south . 
However  the future flight tracks show no change from the tracks and procedures set previously.    
 
There must be consistency in your information!!!!! Please stick with the proposed flight procedure that 
has ZIMMR moved south of Superior. 
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4) The EA you have drafted is completely insufficient.  We need an Environmental Impact Statement. 
The EA only takes a snapshot in time of what is going on and doesnâ€™t account for any future 
growth. We all know growth is coming. Your EA is  very superficial document  drafted by aviation 
professionals  not anyone with a background in any subject related to the environment. 
 
The FAA needs to take its mandate to take public comments seriously. 
 
Topics Identified in the Comment 

● Altitude/Mean Sea Level 
● Comment Period 
● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● Google Earth Files 
● Potential Increase in Aircraft Operations 
● Level of NEPA Review 

● NEPA and FAA Order 1050.1F 
● Public Outreach/Public Involvement 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #386 Topics 
 
Altitude/Mean Sea Level: Airspace classes are defined by regulations in 14 CFR part 71. Class A 
airspace covers the highest altitudes of above 18,000 feet Mean Sea Level. Unless specially authorized, 
all aircraft in Class A airspace must operate under Instrument Flight Rules. Class B airspace generally 
includes airspace from the surface to 10,000 feet Mean Sea Level around the busiest airports and is 
individually tailored to contain all published instrument flight procedures for that airport. Class B 
airspace typically consists of a surface area around the airport and two or more layers that increase in 
size. Airspace altitudes are expressed in Mean Sea Level because it is a consistent measurement for 
aircraft flight operations, while Above Ground Level varies with the local terrain. 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
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the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
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with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Google Earth Files: The FAA released information on the proposed Denver Metroplex Project in 
Google Earth format. This information is provided to allow the public to better understand the 
proposed procedures and the results of the noise analysis. These files can be downloaded from the 
project website at  
http://www.metroplexenvironmental.com/denver_metroplex/denver_docs.html. 
The information provided in Google Earth format includes the following: 
• The flight corridors for the No Action Alternative and the Proposed Action depicted in the exhibits in 
Chapter 3 of the Final Environmental Assessment (EA) 
• The AEDT model flight tracks used to complete the noise analysis prepared for the Final EA and to 
develop the flight corridors depicted in exhibits in Chapter 3 of the Final EA 
• The procedure route designs including waypoints 
• The results of the noise analysis for each grid point modeled under each scenario [i.e., Existing 
Conditions, No Action Alternative (2019 and 2024), and Proposed Action (2019 and 2024)]. As 
discussed in Section 5.1.2, three groups of points were modeled: 2010 Census block centroids, grid 
points at 0.5-nautical mile intervals located on a uniform grid that covers the entire General Study 
Area, and unique points representing Section 4(f) resources and historic sites listed on the National 
Register of Historic Places. 
Because of the size of the data presented, the files that present the flight corridors, flight tracks, and 
procedure routes are broken up by area: Centennial Airport (APA) only, Denver International Airport 
(DEN) only – East, DEN only – Northeast, DEN only – Northwest, DEN only Southeast, DEN only – 
Southwest, DEN only – West and non-APA Airport Satellites. More information on the noise analysis 
process, including development of the AEDT model flight tracks can be found in the Denver Metroplex 
Noise Technical Report, available at 
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http://www.metroplexenvironmental.com/denver_metroplex/denver_docs.html The Google Earth 
application can be downloaded from https://www.google.com/earth/. Information on how to use 
Google Earth, including tutorials, is provided at https://www.google.com/earth/learn/. Please note that 
due to file size and depending the internet connection speed, the files may take some time to download 
into Google Earth. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Level of NEPA Review: The FAA’s primary mission is to provide the safest, most efficient aerospace 
system in the world. National Environmental Policy Act (NEPA) compliance and other environmental 
responsibilities are integral components of that mission. The FAA is responsible for complying with 
the procedures and policies of NEPA and other environmental laws, regulations, and orders applicable 
to FAA actions. Under NEPA, the Federal Agencies are required to disclose to decision-makers and the 
interested public a clear and accurate description of the potential environmental impacts that could 
arise from proposed Federal actions. The FAA decision-making process must consider and disclose the 
potential impacts of a proposed action and its alternatives on the quality of the human environment.    
   
In meeting its NEPA obligations, the FAA should seek to achieve the policy objectives of 40 CFR § 
1500.2 to the fullest extent possible. Once the FAA determines that NEPA applies to a proposed action, 
it needs to decide on the appropriate level of review. The three levels of NEPA review are Categorical 
Exclusion (CATEX), Environmental Assessment (EA), and Environmental Impact Statement (EIS). An 
EA is a concise public document that briefly provides sufficient evidence and analysis for determining 
whether to prepare an Environmental Impact Statement (EIS) or a Finding of No Significant Impact 
(FONSI). The purpose of an EA is to determine whether a proposed action has the potential to 
significantly affect the human environment. Specifically, the Final EA for the proposed Denver 
Metroplex Project considered the potential effects on the environmental resource categories identified 
in FAA Order 1050.1F. The FAA uses the corresponding thresholds that serve as specific indicators of 
significant impact for some environmental impact categories.    
   
The FAA evaluated the Preferred Alternative and the No Action Alternative, as required under NEPA. 
The results of the analysis indicate that the Preferred Alternative would not exceed the thresholds of 
significance for any of the resource impact categories analyzed. The Final EA presents sufficient 
evidence and analysis in determining that preparation of a FONSI is appropriate and that no EIS is 
required in accordance with NEPA. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
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mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 387   Submitted by: Stafford, Joe 
Comment Received: Air traffic is a little noisy in the evenings. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Purpose and Need of Project 

 
 

FAA Response for Comment #387 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
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equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 388   Submitted by: Stanford, Scott 
Comment Received: Thank you for taking some comments after the public comment period  which 
was not advertised in our area. 
I definitely appreciate and support the need to make air travel safer and more fuel efficient. However  I 
also want to make sure that the negative effects of such changes (primarily jet noise) do not 
disproportionately affect some communities. As it stands  it seems that Gilpin County may take a 
significant amount of this burden  so I would request that this plan be adjusted to distribute these 
negative effects in as fair a manner as possible. 
Thank you  
Scott Stanford 
 
Topics Identified in the Comment 

● Public Outreach/Public Involvement 
● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #388 Topics 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 



2 
 

modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
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of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 389   Submitted by: Stillman, Chaucee 
Comment Received: Please don't redirect air traffic to go over Coal Creek Canyon. 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
● West SIDs 

 
 

FAA Response for Comment #389 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
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controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 390   Submitted by: Stillwater, Cassandra 
Comment Received: Please reconsider excessive flight plans over Coal Creek Canyon  Highway 72. 
I've been a resident here since 1996 and have noted increased air traffic. I know the planes have to 
cross somewhere and maybe people think it makes sense because maybe this is the lowest socio-
economic zone and you think we might complain the least but that won't be the case. Quite frankly 
between all the flood damage and repairs and now the threat of gross dam expansion and excessive 
trucks up and down our Canyon and then you want to add planes on top of it  we have had enough! 
Coal Creek Canyon is not a dumping ground for all things crappy. The residents up here like their 
peace and quiet and privacy. This is not a residential Canyon and not so much a thoroughfare Canyon 
like others. No one area of the Foothills should have to shoulder the intrusive load of the noise and 
sight of planes and jet trails. 
 
Topics Identified in the Comment 

● Environmental Justice 
● Potential Increase in Aircraft Operations 
● Purpose and Need of Project 

● West SIDs 
 
 

FAA Response for Comment #390 Topics 
 
Environmental Justice: An environmental justice analysis considers the potential for impact on 
minority and low-income populations of the proposed Denver Metroplex Project as compared to the No 
Action Alternative. In weighing whether the proposed Denver Metroplex Project raises environmental 
justice concerns, the FAA considers whether a proposed action may have disproportionately high and 
adverse human health or environmental effects on minority and low-income populations. This analysis 
draws on the findings of the other impact analyses, particularly noise, land use, and air quality. If these 
factors exist, there is not necessarily a significant impact; rather, the FAA must evaluate these factors 
in light of context and intensity to determine if there are significant impacts.   
   
Implementation of the proposed Denver Metroplex Project would not adversely affect air quality or 
land use within the General Study Area. Additionally, the results of the noise modelling analysis 
alternative indicate that changes in aircraft noise exposure would be below the threshold of significance 
when comparing the proposed Denver Metroplex Project and the No Action Alternative. As a result, 
there are no disproportionate impacts on minority, or low-income populations of the proposed Denver 
Metroplex Project as compared to the No Action Alternative. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
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(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
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further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 391   Submitted by: Stoddard, Dana 
Comment Received: The map of the flight activity seemed massive and there will be an environmental 
impact. How come the impact be more spread out to area airports  Cheyenne  Colorado Springs  and 
Fort Collins? Safety is also an issue. After going through Atlanta airport this week  a major accident is 
waiting to happen. I do not want any airport in our country to get to that point. Please spread flights out 
more  so flights are safer and the environment less impacted in certain areas. Thank you and if possible  
please do not make my personal information available publicly. 
 
Topics Identified in the Comment 

● General Study Area 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #391 Topics 
 
General Study Area: The General Study Area for the proposed Denver Metroplex Project ca ptures all 
flight tracks identified for the No Action Alternative using radar data from the period of July 1, 2016 to 
June 30, 2017 which is the most recent year of data available. The General Study Area also captures 
flight tracks designed for the Proposed Action where 95 percent of departing aircraft are below 10,000 
feet altitude Above Ground Level (AGL) and 95 percent of arriving aircraft are below 7,000 feet AGL. 
The threshold for Satellite Airports is set at 85 percent to account for the lower altitudes many aircraft 
operating from these airports tend to fly. The thresholds are set below 100 percent to account for outlier 
operations which may not reach the prescribed altitudes within a reasonable distance of the Study 
Airports or may not reach them at all. By excluding the flight tracks for these kinds of operations, 
potential distortion of the lateral boundary can be avoided and the General Study Area is kept to a 
reasonable size. The FAA requires consideration of impacts of airspace actions from the surface to 
10,000 feet AGL if the study area is larger than the immediate area around an airport or involves more 
than one airport. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
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general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 392   Submitted by: Stolzmann, Ashley 
Comment Received: On behalf of the Louisville City Council and residents, we are reaching out 
regarding the 
air flight noise pollution problem over Louisville, Colorado and Boulder County. The 
current noise levels caused by airplane traffic negatively affect the public health and 
environment for those living in the impacted areas. The City would like to provide 
comments regarding the draft Metroplex EA, as well as the FAA process around 
information and public engagement. 
In previous correspondence with FAA Administrator Steve Dickenson, the City of 
Louisville requested the two minor changes below to routes that fly directly over 
southern Boulder County, including the City of Louisville. These recommendations 
would result in slight adjustments to route air traffic slightly further south and through 
less populated areas. 
1. Shift the RALFI waypoint (east of Boulder on the ZIMMR flight path) 
approximately 0.7 nautical miles south; and shift the IPALE waypoint (on the 
COORZ flight path south of the RALFI) approximately 0.7 nautical miles south. 
This is made possible by reducing the departure angle between COORZ and 
CONNR from 17 degrees to 15 degrees. 
2. Shift the ZIMMR another 1.3 miles south (for a total southward shift of 2 miles 
for ZIMMR). This would then involve shifting the COORZ, CONNR and BAYLR 
flight paths 1.3 miles south. 
The response from the FAA dated November 19, 2019 indicated that a slight adjustment 
to ZIMMR would be made, but that any additional adjustments were not possible. While 
we appreciate the FAA's modification on this one aspect of our request, the response 
does not provide any recommendations for alternate adjustments that would address the 
noise problems created by the flight routing changes and would not provide adequate 
relief. Specifically, the Proposed Action Procedure Routes and Flight Tracks show 
significant flight traffic directly over the City of Louisville, which could be adjusted to 
follow paths along transportation corridors and less populated residential areas. The 
City of Louisville respectfully requests that the FAA continue to work to identify other 
options to mitigate noise impacts over this area. 
Air quality is of utmost concern in our region given the nonattainment of the 8-hour 
Ozone Standard and the negative health related impacts that nonattainment causes. 
While we recognize the evidence regarding the negligible ground level emissions from 
aircrafts above 3000 feet, the extension of the conclusion to aircrafts at altitudes as low 
as 1500 feet is unclear. Further study is needed to evaluate the impact of boundary 
layer mixing and the ultimate cumulative impact on NOx and ground level ozone. 
Additionally, the topography change from plains to mountains creates a unique 
circumstance that must be evaluated with regard to the formation of ground level 
pollutants and where they might concentrate. Emissions need to be re-evaluated 
considering the region is implementing other measures to lower the NOx per area and 
given ozone formation is non-linear the projected impacts from the Metroplex proposal 
are unclear. 
The City would also like to express concerns about the availability and format of the EA 
document(s). The EA itself is very large, includes numerous attachments, and no 
executive summary or comprehensive outline of the changes to the current flight paths 
and proposed future flight paths in an easy to understand manner. Access to the maps 
requires Google Earth or other mapping software, which may not be readily available or 
usable to the general population and creates several additional steps for people to have 
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to go through to access the information. Given the broad impacts of airplane traffic on 
Denver metro residents and all Coloradans, a more succinct summary with clear 
graphics indicating the proposed changes in portable document format would make it 
more accessible to the general public to review and evaluate. The FAA press release 
issued on November 18, 2019 did not provide a direct link to the EA documents, making 
it more difficult to find the information necessary for the public to comment. In addition, 
the website indicates several libraries that will make available electronic copies of the 
EA, but when the libraries were contact by our residents, they did not know about the 
information. 
Finally, the City takes issue with the short length of the comment period and the timing 
of the comment period for a matter of this importance. Airplane noise and emissions 
impact communities throughout the Front Range, and the timeline simply is not adequate 
to gather robust and meaningful input on the comprehensive impacts that may result 
from the Metroplex changes. Further, the brief public comment period occurred over 
nationally recognized holidays. The FAA should extend the time period for public 
comment. 
Based on these factors, we believe the FAA should reconsider the route options 
presented and reduce the proposed traffic throughout the City of Louisville and Boulder 
County. In addition, the FAA should extend the Metroplex comment period so that 
residents have more time to review the information and understand the implications 
within their communities. 
Sincerely, 
Ashley Stolzmann, Mayor 
City of Louisville, CO 
 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● Comment Period 
● COORZ SID - Move IPALE Waypoint 0.7 
Nautical Miles 
● Draft EA Exhibits 
● Existing Arcraft Noise 
● NEPA and FAA Order 1050.1F 
● Potential Increase In Fuel Burn and 
Emissions 

● Public Outreach/Public Involvement 
● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
● ZIMMR SID - Move 1.3 Nautical Miles 
● ZIMMR SID  
 
 

FAA Response for Comment #392 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 



3 
 

protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
COORZ SID - Move IPALE Waypoint 0.7 Nautical Miles: The commenter requests that the FAA 
consider modifying the proposed COORZ (RNAV) SID by moving the location of the IPALE 
waypoint 0.7 nautical miles south from the original location.  The FAA reviewed the proposal while 
also considering the effects of weather and winds in the area. Rapidly changing atmospheric conditions 
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and convective activity over the Front Range requires air traffic control to build in a greater margin of 
safety to than the minimum separation standards for aircraft. The FAA determined the proposal would 
reduce the built-in margin of safety, thus limiting the procedures for air traffic control to efficiency 
manage air traffic on the proposed COORZ (RNAV) SID and CONNR (RNAV) SID. 
 
Draft EA Exhibits: There is no special knowledge of the Adobe Acrobat program needed to review 
Exhibits 3-7 through 3-12. Instructions on how to use the various features made available in the 
exhibits are presented in a page layered on the left hand side of the exhibits. The instruction page can 
be deselected from the list of layers that is displayed by selecting the Adobe Acrobat icon for layered 
pages. Second, because of the size of the General Study Area and the likelihood that a reader may only 
be interested in procedures serving one or two airports, the various arrival and departure procedures 
included in the No Action Alternative (Exhibit 3-7 through 3-9) and the Proposed Action (Exhibit 3-10 
through 3-12) are grouped by the Air Traffic Control procedure type (conventional or Area 
Navigation), operation (arrival or departure), and airport. This allows a reader to easily focus on his or 
her own area of interest and turn on or off only those flight corridors they are interested in. Similarly, 
other map features, such as airport icons, federal and state park properties, and highways, can be turned 
on or off to allow the user to select and view the details he or she is interested in. Finally, the 
information shown in Exhibits 3-7 through 3-12 has also been made available in the Google Earth 
format located at: http://www.metroplexenvironmental.com/denver_metroplex/denver_docs.html 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
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https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Potential Increase In Fuel Burn and Emissions: The commenter raised a concern regarding aircraft 
emission. As described in Section 5.2.3 of the Final Environmental Assessment under the proposed 
Denver Metroplex Project there would be a slight increase in fuel burn (1.83 percent in 2019 and 1.85 
percent in 2024) when compared to the No Action Alternative. While increased fuel burn corresponds 
with an increase in emissions, operational changes that could result in an increase in fuel burn would 
occur at 3,000 feet AGL or above and would not result in an increase in ground concentrations. Any 
operational changes that could result in an increase in fuel burn would occur at or above 3,000 feet 
AGL. As discussed above, procedures above 3,000 feet AGL are considered a de minimis action, 
would have little if any effect on emissions and ground concentrations of criteria pollutants, and are 
presumed to conform to all applicable State Implementation Plans.( 72 Fed. Reg. 6641 (February 12, 
2007). 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
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documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
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satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
ZIMMR SID - Move 1.3 Nautical Miles: The commenter requests that the FAA consider modifying 
the proposed ZIMMR Area Navigation (RNAV) Standard Instrument Departure (SID) by moving the 
flight path 1.3 nautical miles southward from the location that was depicted at the workshops for the 
Draft Environmental Assessment. The proposal would affect the proposed COORZ (RNAV) SID, 
CONNR (RNAV) SID, and the BAYLR (RNAV) SID; requiring the same 1.3 nautical miles 
movement southward in order to maintain aircraft separation standards. The FAA reviewed this 
proposal while also considering the effects of weather and winds in the area. Rapidly changing 
atmospheric conditions and convective activity over the Front Range requires air traffic control to build 
in a greater margin of safety than the minimum separation standards for aircraft. The FAA determined 
that the proposed COORZ (RNAV) SID, CONNR (RNAV) SID and the BAYLR (RNAV) SID 
procedures as designed provide greater compatibility with other proposed air traffic routes and airspace 
sector designs. Additionally, moving the proposed BAYLR (RNAV) SID any further south would 
reduce the margin of safety with the proposed SSKII (RNAV) Standard Terminal Arrival (STAR) 
procedure and the existing, conventional POWDR STAR procedure. Moreover, the FAA designed the 
proposed BAYLR (RNAV) SID to avoid overflying the noise sensitive areas in downtown Denver, 
including the City Park and the Denver Zoo. 
 
ZIMMR SID: The commenter requests that the FAA consider moving the flight path of the proposed 
ZIMMR (RNAV) SID southward from the location that was depicted at the workshops for the Draft 
Environmental Assessment. Based on the comments, the FAA completed a comprehensive analysis of 
the proposal to amend the flight procedure design of the proposed ZIMMR (RNAV) SID. The FAA 
modified the proposed ZIMMR (RNAV) SID by moving the location of the RALFI waypoint an 
additional 0.7 nautical miles to the south and east from the original location on the proposed ZIMMR 
(RNAV) SID. The new location of the RALFI waypoint creates a lateral shift of approximately 2.0 
nautical miles south of the location of the existing flight path of the published FOOOT (RNAV) SID 
procedure. The ZIMMR RNAV SID flight procedure will overfly north of the Gilpin County boundary. 
However, rapidly changing atmospheric conditions and convective activity over the Front Range may 
require air traffic control to build in a greater margin of safety to than the minimum separation 
standards for aircraft which may affect aircraft on the ZIMMR RNAV SID flight procedure. 
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Comments-Responses 

Comment# 393   Submitted by: Stolzmann, Ashley 
Comment Received: On behalf of the Louisville City Council and residents, we are reaching out 
regarding the 
air flight noise pollution problem over Louisville, Colorado and Boulder County. The 
current noise levels caused by airplane traffic negatively affect the public health and 
environment for those living in the impacted areas. The City would like to provide 
comments regarding the draft Metroplex EA, as well as the FAA process around 
information and public engagement. 
In previous correspondence with FAA Administrator Steve Dickenson, the City of 
Louisville requested the two minor changes below to routes that fly directly over 
southern Boulder County, including the City of Louisville. These recommendations 
would result in slight adjustments to route air traffic slightly further south and through 
less populated areas. 
1. Shift the RALFI waypoint (east of Boulder on the ZIMMR flight path) 
approximately 0.7 nautical miles south; and shift the IPALE waypoint (on the 
COORZ flight path south of the RALFI) approximately 0.7 nautical miles south. 
This is made possible by reducing the departure angle between COORZ and 
CONNR from 17 degrees to 15 degrees. 
2. Shift the ZIMMR another 1.3 miles south (for a total southward shift of 2 miles 
for ZIMMR). This would then involve shifting the COORZ, CONNR and BAYLR 
flight paths 1.3 miles south. 
The response from the FAA dated November 19, 2019 indicated that a slight adjustment 
to ZIMMR would be made, but that any additional adjustments were not possible. While 
we appreciate the FAA's modification on this one aspect of our request, the response 
does not provide any recommendations for alternate adjustments that would address the 
noise problems created by the flight routing changes and would not provide adequate 
relief. Specifically, the Proposed Action Procedure Routes and Flight Tracks show 
significant flight traffic directly over the City of Louisville, which could be adjusted to 
follow paths along transportation corridors and less populated residential areas. The 
City of Louisville respectfully requests that the FAA continue to work to identify other 
options to mitigate noise impacts over this area. 
Air quality is of utmost concern in our region given the nonattainment of the 8-hour 
Ozone Standard and the negative health related impacts that nonattainment causes. 
While we recognize the evidence regarding the negligible ground level emissions from 
aircrafts above 3000 feet, the extension of the conclusion to aircrafts at altitudes as low 
as 1500 feet is unclear. Further study is needed to evaluate the impact of boundary 
layer mixing and the ultimate cumulative impact on NOx and ground level ozone. 
Additionally, the topography change from plains to mountains creates a unique 
circumstance that must be evaluated with regard to the formation of ground level 
pollutants and where they might concentrate. Emissions need to be re-evaluated 
considering the region is implementing other measures to lower the NOx per area and 
given ozone formation is non-linear the projected impacts from the Metroplex proposal 
are unclear. 
The City would also like to express concerns about the availability and format of the EA 
document(s). The EA itself is very large, includes numerous attachments, and no 
executive summary or comprehensive outline of the changes to the current flight paths 
and proposed future fl ight paths in an easy to understand manner . . A.ccess to the maps 
requires Google Earth or other mapping software, which may not be readily available or 
usable to the general population and creates several additional steps for people to have 
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to go through to access the information. Given the broad impacts of airplane traffic on 
Denver metro residents and all Coloradans, a more succinct summary with clear 
graphics indicating the proposed changes in portable document format would make it 
more accessible to the general public to review and evaluate. The FAA press release 
issued on November 18, 2019 did not provide a direct link to the EA documents, making 
it more difficult to find the information necessary for the public to comment. In addition, 
the website indicates several libraries that will make available electronic copies of the 
EA, but when the libraries were contact by our residents, they did not know about the 
information. 
Finally, the City takes issue with the short length of the comment period , and the timing 
of the comment period for a matter of this importance. Airplane noise and emissions 
impact communities throughout the Front Range, and the timeline simply is not adequate 
to gather robust and meaningful input on the comprehensive impacts that may result 
from the Metroplex changes. Further, the brief public comment period occurred over 
nationally recognized holidays. The FAA should extend the time period for public 
comment. 
Based on these factors, we believe the FAA should reconsider the route options 
presented and reduce the proposed traffic throughout the City of Louisville and Boulder 
County. In addition, the FAA should extend the Metroplex comment period so that 
residents have more time to review the information and understand the implications 
within their communities. 
Sincerely, 
Ashley Stolzmann, Mayor 
City of Louisville, CO 
 
 
Topics Identified in the Comment 

● Comment Period 
● Existing Arcraft Noise 
● Physical and Mental Health 
● Public Outreach/Public Involvement 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
● ZIMMR SID - Move 1.3 Nautical Miles 
 
 

FAA Response for Comment #393 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
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Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
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explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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ZIMMR SID - Move 1.3 Nautical Miles: The commenter requests that the FAA consider modifying 
the proposed ZIMMR Area Navigation (RNAV) Standard Instrument Departure (SID) by moving the 
flight path 1.3 nautical miles southward from the location that was depicted at the workshops for the 
Draft Environmental Assessment. The proposal would affect the proposed COORZ (RNAV) SID, 
CONNR (RNAV) SID, and the BAYLR (RNAV) SID; requiring the same 1.3 nautical miles 
movement southward in order to maintain aircraft separation standards. The FAA reviewed this 
proposal while also considering the effects of weather and winds in the area. Rapidly changing 
atmospheric conditions and convective activity over the Front Range requires air traffic control to build 
in a greater margin of safety than the minimum separation standards for aircraft. The FAA determined 
that the proposed COORZ (RNAV) SID, CONNR (RNAV) SID and the BAYLR (RNAV) SID 
procedures as designed provide greater compatibility with other proposed air traffic routes and airspace 
sector designs. Additionally, moving the proposed BAYLR (RNAV) SID any further south would 
reduce the margin of safety with the proposed SSKII (RNAV) Standard Terminal Arrival (STAR) 
procedure and the existing, conventional POWDR STAR procedure. Moreover, the FAA designed the 
proposed BAYLR (RNAV) SID to avoid overflying the noise sensitive areas in downtown Denver, 
including the City Park and the Denver Zoo. 
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Comments-Responses 

Comment# 394   Submitted by: Stuart, Pat 
Comment Received: We moved from town to avoid just this kind of noise. It might not be really bad 
right now, but once it is allowed heaven only knows what it will lead to. We pay extra in many ways 
for choosing this life style. Please keep the noise as far away as possible and give it to the cities that 
create so much noise already it won't be so noticeable. 
 
Topics Identified in the Comment 

● Projected Changes in Aircraft Noise 
Exposure 

 
 

FAA Response for Comment #394 Topics 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
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Comments-Responses 

Comment# 395   Submitted by: Sturgeon, Matthew 
Comment Received: Re: Denver Metroplex Final Environmental Assessment To Whom It May 
Concern: The City of Centennial appreciates the opportunity to review and comment on the FAA 
Denver Metroplex Final Environmental Assessment (the “Final EA”). The City previously offered 
comment during the preliminary design phase, attended workshops and other meetings conducted by 
the FAA between 2017 and now, and provided comments on the Draft Environmental Assessment in 
June 2019. The FAA provided a response to our June letter as part of the Final EA, which we 
appreciate, however; we do not believe that the changes made to the Final EA address our original 
comments. The City therefore provides the following comments on the Final EA: 1. The Final EA fails 
to consider other reasonably foreseeable future actions that could result in significant cumulative 
impacts as required under CEQ regulations and FAA Order 1050.1F. CEQ regulations define a 
cumulative impact as “an impact on the environment which results from the incremental impact of the 
action when added to other past, present, and reasonably foreseeable future actions regardless of what 
agency (federal or non-federal) or person undertakes such other actions.” The regulations also state that 
cumulative impacts can result from individually minor, but collectively significant actions that take 
place over a period of time. Section 5.10.2 of the Final EA says “the type of projects that would be 
considered under the cumulative impact analysis were primarily limited to airfield projects, specifically 
projects that directly affect or involve runways and modifications to parallel taxiways. ‘Reasonably 
foreseeable future actions’ refers to projects that would likely be completed before 2024. Any known 
project should be considered within the EA and their cumulative impacts. The Final EA failed to 
include projected increases in air traffic from Denver International Airport (DIA) resulting from the 
airport expansion, currently underway, which includes a new runway. This “reasonably foreseeable 
future action” is projected to increase DIA air traffic by 70-100 percent by 2035, which is not 
accounted for in the cumulative impact analysis. 2. The Final EA ignores the directives contained in the 
FAA Reauthorization Act of 2018. The Reauthorization Act mandates the FAA produce a report on 
community involvement in FAA NextGen projects located in Metroplexes and a study on potential 
health and economic impacts of overflight noise, more particularly: • Section 173. Alternative Airplane 
Noise Metric Evaluation Study. • Section 176. Community Involvement In FAA NextGen Projects 
Located In Metroplexes. • Section 187. Aircraft Noise Exposure. • Section 188. Study Regarding the 
Day-Night Average Sound Levels. • Section 189. Study on Potential Health and Economic Impacts of 
Overflight Noise. The Draft and Final EAs were released without any consideration of the outcomes of 
these studies and therefore communities within the study area will fail to benefit from any advancement 
in the resulting best practices or techniques. The City requested the FAA consider completing the 
studies mandated by Congress pursuant to the FAA Reauthorization Act of 2018 before it issues a 
determination regarding the Draft EA and that the findings of these studies be incorporated in an 
Environmental Impact Study (EIS). The response received on this request was the FAA will comply 
but that it is not necessary before issuing a determination on the Final EA. Results of these required 
studies should be considered as part of the Final EA and are a crucial missing part of the impacts 
resulting from the Denver Metroplex. 3. There are significant flaws with the maps contained in the 
Final EA so that the document alone does not provide sufficient information to conclude whether there 
are any impacts to the City of Centennial. Exhibits 3-7 through 3-9 are supposed to show the arrival 
and departure flows to the Study Airports associated with the No Action, and Exhibits 3-10 through 3-
12 are supposed to show arrival departure flows to the Study Airports with the Proposed Action; 
however, these exhibits provide no means by which the Proposed Action can be directly compared to 
the No Action. Exhibits 3-10 and 3-11 are of such a scale that there is a near complete obfuscation of 
what any changes would mean at a local or sub-regional level. It is impossible to tell by looking at the 
exhibits if there is indeed a change in the flight paths over Centennial, and if so, how much of a change. 
A change in flight paths could potentially have impacts on Centennial’s Airport Influence Area, 
Restricted Development Area, and DNL contours. Further, the Draft and Final EAs insufficiently map 
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the grid points for the noise modeling. The Draft and Final EAs provide limited mapping for those 
census block centroids with a change in potential population exposed to aircraft noise. There is no other 
mapping to suggest how noise exposure may change across the study area, including how Centennial 
residents may experience a change in aircraft overflights and noise exposure as a result of any new 
procedures. The response provided to the Draft EA comments failed to address any of the concerns 
expressed regarding the insufficient information. Rather the response only addressed how to access the 
maps. 4. There was a delayed release of crucial supplemental material that was needed to determine the 
extent of impacts on the City of Centennial. The project boards and materials presented at the public 
workshops, as well as the Google Earth files containing the Draft EA procedures and grid points for the 
noise modeling, were not released concurrently with the Draft EA on April 22, 2019. While identified 
as “supplemental materials”, the Google Earth files are critical to any understanding of the proposed 
action SIDs and STARs, and more specifically, any direct impacts to Centennial as flights are vectored 
to Centennial Airport. The Google Earth files cannot be readily accessed due to file size. The 
Metroplex Environmental project website notes that “due to size, the files may take up to five minutes 
to load into Google Earth.” Even then, the files are difficult to manipulate to assess local or sub-
regional impacts. The Centennial City Council met to discuss the Draft EA on May 6, 2019. Due to the 
delayed release of the project boards, materials, and Google Earth files, Council could not fully 
consider this material in their initial discussion on the Draft EA. After significant efforts from the 
City’s GIS staff, the City was able to extract the PUFFR, BRNKO and DUNNN routes from the 
Google Earth files and present those to City Council during its next regularly scheduled meeting on 
May 20, 2019. The FAA failed to acknowledge why the materials were delayed but rather provided 
detailed instructions about how to use the Google Earth files without addressing the size of the files or 
the level of detail of the files. (further comments to be sent separately due to character max) 
 
Topics Identified in the Comment 

● BRNKO STAR 
● Comment Period 
● Cumulative Impacts 
● Draft EA Exhibits 
● FAA Reauthorization Act of 2018 
● Google Earth Files 

● Potential Increase in Aircraft Operations 
● Level of NEPA Review 
● Noise Modelling 
● Public Outreach/Public Involvement 
 
 

FAA Response for Comment #395 Topics 
 
BRNKO STAR: The workload for managing air traffic on the existing PUFFR (RNAV) STAR flight 
procedure is intensive for air traffic controllers as it requires them to maintain separation between 
aircraft arrivals at Centennial Airport and aircraft arrivals and departures at Denver International 
Airport. The workload intensity has been identified as a potential safety risk, notably during periods of 
heavy air traffic operations in the Denver area airspace. The FAA is proposing to replace the existing 
PUFFR (RNAV) STAR with the proposed BRNKO (RNAV) STAR to enhance safety and efficiency 
for air traffic flow from the north arriving to Centennial Airport. The BRNKO (RNAV) STAR was 
developed in collaboration with the user groups including National Business Aviation Association and 
the Colorado Aviation Business Association to meet all safety and efficiency requirements. 
Additionally, the proposed PINNR (RNAV) STAR was developed to accommodate arrivals from the 
north. 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
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procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
Cumulative Impacts: Consideration of cumulative impacts applies to the impacts resulting from the 
implementation of the proposed Denver Metroplex Project combined with other actions. A cumulative 
impact is defined as an impact on the environment, which results from the incremental impact of the 
action when added to other past, present, and reasonably foreseeable future actions regardless of what 
agency (federal or non-federal) or person undertakes such other actions.   
   
Analyzing cumulative effects is considered within geographic (spatial) and time (temporal) boundaries. 
Reasonably foreseeable future actions refers to projects that would likely be completed before 2024 
and do not include those actions that are highly speculative or indefinite. The type of projects 
considered under the cumulative impact analysis were primarily limited to airfield projects, specifically 
projects that directly affect or involve runways and modifications to parallel taxiways. These type of 
projects may effect aircraft flight operations. A comprehensive search of the FAA Airport Capital 
Improvement Programs for the identified Study Airports yielded no substantive runway endpoint or 
elevation changes within the timeline horizons of the Final Environmental Assessment. The Preferred 
Alternative, when considered with other past, present, and reasonably foreseeable projects would not 
would not exceed the thresholds of significance for the resource categories analyzed in the Final 
Environmental Assessment. Therefore, no cumulative impacts would be anticipated. The No Action 
Alternative does not involve a proposed project that could contribute to the effects of past, present, or 
reasonably foreseeable projects. Therefore, no cumulative impacts would be anticipated under the No 
Action Alternative. 
 
Draft EA Exhibits: There is no special knowledge of the Adobe Acrobat program needed to review 
Exhibits 3-7 through 3-12. Instructions on how to use the various features made available in the 
exhibits are presented in a page layered on the left hand side of the exhibits. The instruction page can 
be deselected from the list of layers that is displayed by selecting the Adobe Acrobat icon for layered 
pages. Second, because of the size of the General Study Area and the likelihood that a reader may only 
be interested in procedures serving one or two airports, the various arrival and departure procedures 
included in the No Action Alternative (Exhibit 3-7 through 3-9) and the Proposed Action (Exhibit 3-10 
through 3-12) are grouped by the Air Traffic Control procedure type (conventional or Area 
Navigation), operation (arrival or departure), and airport. This allows a reader to easily focus on his or 
her own area of interest and turn on or off only those flight corridors they are interested in. Similarly, 
other map features, such as airport icons, federal and state park properties, and highways, can be turned 
on or off to allow the user to select and view the details he or she is interested in. Finally, the 
information shown in Exhibits 3-7 through 3-12 has also been made available in the Google Earth 
format located at: http://www.metroplexenvironmental.com/denver_metroplex/denver_docs.html 
 
FAA Reauthorization Act of 2018: The FAA Reauthorization Act of 2018 specifies congressionally 
mandated directives for which the FAA is responsible for completing at varied timelines.  In 
accordance with the congressionally mandated directives, the FAA will comply and adhere to the 
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timelines. While the requested directives are being completed, the U.S. Congress did not place a 
moratorium on implementation of the proposed Denver Metroplex Project, or any Metroplex project. 
 
Google Earth Files: The FAA released information on the proposed Denver Metroplex Project in 
Google Earth format. This information is provided to allow the public to better understand the 
proposed procedures and the results of the noise analysis. These files can be downloaded from the 
project website at  
http://www.metroplexenvironmental.com/denver_metroplex/denver_docs.html. 
The information provided in Google Earth format includes the following: 
• The flight corridors for the No Action Alternative and the Proposed Action depicted in the exhibits in 
Chapter 3 of the Final Environmental Assessment (EA) 
• The AEDT model flight tracks used to complete the noise analysis prepared for the Final EA and to 
develop the flight corridors depicted in exhibits in Chapter 3 of the Final EA 
• The procedure route designs including waypoints 
• The results of the noise analysis for each grid point modeled under each scenario [i.e., Existing 
Conditions, No Action Alternative (2019 and 2024), and Proposed Action (2019 and 2024)]. As 
discussed in Section 5.1.2, three groups of points were modeled: 2010 Census block centroids, grid 
points at 0.5-nautical mile intervals located on a uniform grid that covers the entire General Study 
Area, and unique points representing Section 4(f) resources and historic sites listed on the National 
Register of Historic Places. 
Because of the size of the data presented, the files that present the flight corridors, flight tracks, and 
procedure routes are broken up by area: Centennial Airport (APA) only, Denver International Airport 
(DEN) only – East, DEN only – Northeast, DEN only – Northwest, DEN only Southeast, DEN only – 
Southwest, DEN only – West and non-APA Airport Satellites. More information on the noise analysis 
process, including development of the AEDT model flight tracks can be found in the Denver Metroplex 
Noise Technical Report, available at 
http://www.metroplexenvironmental.com/denver_metroplex/denver_docs.html The Google Earth 
application can be downloaded from https://www.google.com/earth/. Information on how to use 
Google Earth, including tutorials, is provided at https://www.google.com/earth/learn/. Please note that 
due to file size and depending the internet connection speed, the files may take some time to download 
into Google Earth. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Level of NEPA Review: The FAA’s primary mission is to provide the safest, most efficient aerospace 
system in the world. National Environmental Policy Act (NEPA) compliance and other environmental 
responsibilities are integral components of that mission. The FAA is responsible for complying with 
the procedures and policies of NEPA and other environmental laws, regulations, and orders applicable 
to FAA actions. Under NEPA, the Federal Agencies are required to disclose to decision-makers and the 
interested public a clear and accurate description of the potential environmental impacts that could 
arise from proposed Federal actions. The FAA decision-making process must consider and disclose the 
potential impacts of a proposed action and its alternatives on the quality of the human environment.    
   
In meeting its NEPA obligations, the FAA should seek to achieve the policy objectives of 40 CFR § 
1500.2 to the fullest extent possible. Once the FAA determines that NEPA applies to a proposed action, 
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it needs to decide on the appropriate level of review. The three levels of NEPA review are Categorical 
Exclusion (CATEX), Environmental Assessment (EA), and Environmental Impact Statement (EIS). An 
EA is a concise public document that briefly provides sufficient evidence and analysis for determining 
whether to prepare an Environmental Impact Statement (EIS) or a Finding of No Significant Impact 
(FONSI). The purpose of an EA is to determine whether a proposed action has the potential to 
significantly affect the human environment. Specifically, the Final EA for the proposed Denver 
Metroplex Project considered the potential effects on the environmental resource categories identified 
in FAA Order 1050.1F. The FAA uses the corresponding thresholds that serve as specific indicators of 
significant impact for some environmental impact categories.    
   
The FAA evaluated the Preferred Alternative and the No Action Alternative, as required under NEPA. 
The results of the analysis indicate that the Preferred Alternative would not exceed the thresholds of 
significance for any of the resource impact categories analyzed. The Final EA presents sufficient 
evidence and analysis in determining that preparation of a FONSI is appropriate and that no EIS is 
required in accordance with NEPA. 
 
Noise Modelling: The commenter raised concerns with the noise modelling methodology. The noise 
analysis of the Preferred Alternative compared to the No Action Alternative completed for the Final 
Environmental Assessment (EA) was prepared using the Aviation Environmental Design Tool (AEDT) 
version 2d, which is the FAA’s required noise model. The FAA uses AEDT to model noise for flight 
track changes over large areas to analyze noise associated with the No Action Alternative and the 
Denver Metroplex Project proposed action. The AEDT 2d modelling tool provides detailed modelling 
to evaluate the effects of high-altitude airspace changes from the ground level up to 18,000 feet Above 
Ground Level. The AEDT 2d model utilizes an extensive aircraft performance and sound level 
database that includes information on variations in sound attributed to different types of aircraft and 
aircraft engines, aircraft speed, climb and descent thrust, and the altitude along a route. Detailed terrain 
data was inputted into the AEDT 2d model, which accounts for the elevation of each grid point or 
population centroid when calculating the distance between the grid point and the aircraft. The aircraft 
noise analysis prepared for the Denver Metroplex Project Final EA was conducted in compliance with 
FAA Order 1050.1F. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
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public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
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Comments-Responses 

Comment# 396   Submitted by: Sturgeon, Matthew 
Comment Received: (Comments continued from previous form) 5. The public comment period did not 
give sufficient time for the City to thoroughly review the Draft EA and supplemental material to 
determine the extent of impacts on the City of Centennial. Section 2-5.3.b of FAA Order 1050.1F says, 
“If the FAA conducts a public meeting or hearing for the purpose of obtaining public comment on a 
draft EIS or EA, the FAA should ensure that the draft document is available for public review at least 
30 days before the event occurs.” The first public workshop conducted by the FAA was scheduled only 
eight days after the Draft EA was released – a clear violation of FAA Order 1050.1F. The FAA failed 
to address this in their response. Section 2-6 also states, “FAA NEPA documentation should be written 
in plain language and use appropriate graphics so that decision makers and the public can readily 
understand them.” This rule was also violated based on City comments #3 and 4 above. Section 6-2.2.g 
states that there is no set time limit on public comment periods for EAs. The City believes that a public 
comment period of 45 days was not appropriate because of these rule violations. The delayed release of 
crucial material and the constrained public comment period has resulted in a disjointed and incomplete 
review that is predicated on both the City’s interpretation of data it extracted from the Google Earth 
files and responses provided by FAA staff at the public workshops. The City remains concerned that 
the BRNKO route may introduce aircraft overflights in neighborhoods that have not previously 
experienced aircraft noise and that there may be unforeseen impacts. The FAA did not have a direct 
response to this within the Final EA and therefore the City’s concerns remain. 6. The FAA did not 
make a more concerted effort to coordinate with the City of Centennial during the development of the 
Draft and Final EAs or during the public comment period. The City of Centennial is the closest 
incorporated community to the Centennial Airport and is directly impacted by aircraft overflights. 
There has been no outreach to the City and no direct effort made by the FAA to coordinate with or 
communicate to the City of Centennial, even after the release of the Draft EA. The City relied on 
information made available on the Metroplex Environmental project website and provided through 
public workshops to conduct its review of the Draft EA, but as a directly affected party, believes that 
individualized consultation would have been warranted. In its comment letter during the preliminary 
design phase, the City commented that it “encourages the FAA to coordinate with local communities 
on the development of the draft environmental assessment, the standards for determining significant 
impacts, the manner in which changes to low-altitude routes will be addressed in the study, and any 
specific findings from the draft environmental assessment that may impact the Centennial community.” 
The City is disappointed that we received no response to our June 2017 comment letter, and that there 
was no coordination with us or other local governments on any part of the Draft or Final EAs. Thank 
you again for the opportunity to review the Final EA, and we look forward to a response to our 
comments. Sincerely, Matt Sturgeon, City Manager Cc: Mayor Piko and City Council Robert Widner, 
City Attorney Seth Hoffman, City of Lone Tree City Manager Michael Penny, City of Castle Pines 
City Manager John Jackson, Greenwood Village City Manager Jim Thorsen, Cherry Hills City 
Manager Kathleen Conti, Arapahoe County Board of County Commissioner, District 1 Robert 
Olislager, Centennial Airport Brad Pierce, CANCR Chair 
 
Topics Identified in the Comment 

● BRNKO STAR 
● Comment Period 
● NEPA and FAA Order 1050.1F 
● Public Outreach/Public Involvement 

● Projected Changes in Aircraft Noise 
Exposure 
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FAA Response for Comment #396 Topics 
 
BRNKO STAR: The workload for managing air traffic on the existing PUFFR (RNAV) STAR flight 
procedure is intensive for air traffic controllers as it requires them to maintain separation between 
aircraft arrivals at Centennial Airport and aircraft arrivals and departures at Denver International 
Airport. The workload intensity has been identified as a potential safety risk, notably during periods of 
heavy air traffic operations in the Denver area airspace. The FAA is proposing to replace the existing 
PUFFR (RNAV) STAR with the proposed BRNKO (RNAV) STAR to enhance safety and efficiency 
for air traffic flow from the north arriving to Centennial Airport. The BRNKO (RNAV) STAR was 
developed in collaboration with the user groups including National Business Aviation Association and 
the Colorado Aviation Business Association to meet all safety and efficiency requirements. 
Additionally, the proposed PINNR (RNAV) STAR was developed to accommodate arrivals from the 
north. 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
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airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
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Comments-Responses 

Comment# 397   Submitted by: Sturgeon, Matthew 
Comment Received: To Whom It May Concern: 
The City of Centennial appreciates the opportunity to review and comment on the FAA Denver 
Metroplex 
Final Environmental Assessment (the "Final EA"). The City previously offered comment during the 
preliminary design phase, attended workshops and other meetings conducted by the FAA between 
2017 
and now, and provided comments on the Draft Environmental Assessment in June 2019. The FAA 
provided 
a response to our June letter as part of the Final EA, which we appreciate, however; we do not believe 
that the changes made to the Final EA address our original comments. The City therefore provides the 
following comments on the Final EA: 
1. The Final EA fails to consider other reasonably foreseeable future actions that could result in 
significant cumulative impacts as required under CEQ regulations and FAA Order 1050.lF. 
CEQ regulations define a cumulative impact as "an impact on the environment which results from the 
incremental impact of the action when added to other past, present, and reasonably foreseeable 
future actions regardless of what agency (federal or non-federal) or person undertakes such other 
actions." The regulations also state that cumulative impacts can result from individually minor, but 
collectively significant actions that take place over a period of time. 
Section 5.10.2 of the Final EA says "the type of projects that would be considered under the 
cumulative impact analysis were primarily limited to airfield projects, specifically projects that directly 
affect or involve runways and modifications to parallel taxiways. 'Reasonably foreseeable future 
actions' refers to projects that would likely be completed before 2024. Any known project should be 
considered within the EA and their cumulative impacts. 
The Final EA failed to include projected increases in air traffic from Denver International Airport 
(DIA) 
resulting from the airport expansion, currently underway, which includes a new runway. This 
"reasonably foreseeable future action" is projected to increase DIA air traffic by 70-100 percent by 
2035, which is not accounted for in the cumulative impact analysis. 
2. The Final EA ignores the directives contained in the FAA Reauthorization Act of 2018. 
The Reauthorization Act mandates the FAA produce a report on community involvement in FAA 
NextGen projects located in Metroplexes and a study on potential health and economic impacts of 
overflight noise, more particularly: 
• Section 173. Alternative Airplane Noise Metric Evaluation Study. 
• Section 176. Community Involvement In FAA NextGen Projects Located In Metroplexes. 
• Section 187. Aircraft Noise Exposure. 
• Section 188. Study Regarding the Day-Night Average Sound Levels. 
• Section 189. Study on Potential Health and Economic Impacts of Overflight Noise. 
The Draft and Final EAs were released without any consideration of the outcomes of these studies 
and therefore communities within the study area will fail to benefit from any advancement in the 
resulting best practices or techniques. The City requested the FAA consider completing the studies 
mandated by Congress pursuant to the FAA Reauthorization Act of 2018 before it issues a 
determination regarding the Draft EA and that the findings of these studies be incorporated in an 
Environmental Impact Study (EIS). 
The response received on this request was the FAA will comply but that it is not necessary before 
issuing a determination on the Final EA. Results of these required studies should be considered as part 
of the Final EA and are a crucial missing part of the impacts resulting from the Denver Metroplex. 
3. There are significant flaws with the maps contained in the Final EA so that the document alone does 
not provide sufficient information to conclude whether there are any impacts to the City of 
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Centennial. 
Exhibits 3-7 through 3-9 are supposed to show the arrival and departure flows to the Study Airports 
associated with the No Action, and Exhibits 3-10 through 3-12 are supposed to show arrival departure 
flows to the Study Airports with the Proposed Action; however, these exhibits provide no means by 
which the Proposed Action can be directly compared to the No Action. Exhibits 3-10 and 3-11 are of 
such a scale that there is a near complete obfuscation of what any changes would mean at a local or 
sub-regional level. It is impossible to tell by looking at the exhibits if there is indeed a change in the 
flight paths over Centennial, and if so, how much of a change. A change in flight paths could 
potentially 
have impacts on Centennial's Airport Influence Area, Restricted Development Area, and DNL 
contours. 
Further, the Draft and Final EAs insufficiently map the grid points for the noise modeling. The Draft 
and Final EAs provide limited mapping for those census block centroids with a change in potential 
population exposed to aircraft noise. There is no other mapping to suggest how noise exposure may 
change across the study area, including how Centennial residents may experience a change in aircraft 
overflights and noise exposure as a result of any new procedures. 
The response provided to the Draft EA comments failed to address any of the concerns expressed 
regarding the insufficient information. Rather the response only addressed how to access the maps. 
4. There was a delayed release of crucial supplemental material that was needed to determine the 
extent of impacts on the City of Centennial. 
The project boards and materials presented at the public workshops, as well as the Google Earth files 
containing the Draft EA procedures and grid points for the noise modeling, were not released 
concurrently with the Draft EA on April 22, 2019. While identified as "supplemental materials", the 
Google Earth files are critical to any understanding of the proposed action SIDs and STARs, and more 
specifically, any direct impacts to Centennial as flights are vectored to Centennial Airport. The Google 
Earth files cannot be readily accessed due to file size. The Metroplex Environmental project website 
notes that "due to size, the files may take up to five minutes to load into Google Earth.11 Even then, 
the files are difficult to manipulate to assess local or sub-regional impacts. 
The Centennial City Council met to discuss the Draft EA on May 6, 2019. Due to the delayed release 
of the project boards, materials, and Google Earth files, Council could not fully consider this material 
in their initial discussion on the Draft EA. After significant efforts from the City's GIS staff, the City 
was 
able to extract the PUFFR, BRNKO and DUNNN routes from the Google Earth files and present those 
to City Council during its next regularly scheduled meeting on May 20, 2019. 
The FAA failed to acknowledge why the materials were delayed but rather provided detailed 
instructions about how to use the Google Earth files without addressing the size of the files or the 
level of detail of the files. 
5. The public comment period did not give sufficient time for the City to thoroughly review the Draft 
EA and supplemental material to determine the extent of impacts on the City of Centennial. 
Section 2-5 .3.b of FAA Order 1050.lF says, "If the FAA conducts a public meeting or hearing for the 
purpose of obtaining public comment on a draft EIS or EA, the FAA should ensure that the draft 
document is available for public review at least 30 days before the event occurs." The first public 
workshop conducted by the FAA was scheduled only eight days after the Draft EA was released - a 
clear violation of FAA Order 1050.lF. The FAA failed to address this in their response . 
Section 2-6 also states, "FAA NEPA documentation should be written in plain language and use 
appropriate graphics so that decision makers and the public can readily understand them." This rule 
was also violated based on City comments #3 and 4 above. Section 6-2 .2.g states that there is no set 
time limit on public comment periods for EAs. The City believes that a public comment period of 45 
days was not appropriate because of these rule violations. 
The delayed release of crucial material and the constrained public comment period has resulted in a 
disjointed and incomplete review that is predicated on both the City's interpretation of data it 
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extracted from the Google Earth files and responses provided by FAA staff at the public workshops. 
The City remains concerned that the BRNKO route may introduce aircraft overflights in neighborhoods 
that have not previously experienced aircraft noise and that there may be unforeseen impacts. The 
FAA did not have a direct response to this within the Final EA and therefore the City's concerns 
remain. 
6. The FAA did not make a more concerted effort to coordinate with the City of Centennial during the 
development of the Draft and Final EAs or during the public comment period. 
The City of Centennial is the closest incorporated community to the Centennial Airport and is directly 
impacted by aircraft overflights. There has been no outreach to the City and no direct effort made by 
the FAA to coordinate with or communicate to the City of Centennial, even after the release of the 
Draft EA. The City relied on information made available on the Metroplex Environmental project 
website and provided through public workshops to conduct its review of the Draft EA, but as a directly 
affected party, believes that individualized consultation would have been warranted . 
In its comment letter during the preliminary design phase, the City commented that it "encourages 
the FAA to coordinate with local communities on the development of the draft environmental 
assessment, the standards for determining significant impacts, the manner in which changes to low 
altitude 
routes will be addressed in the study, and any specific findings from the draft environmental 
assessment that may impact the Centennial community." The City is disappointed that we received 
no response to our June 2017 comment letter, and that there was no coordination with us or other 
local governments on any part of the Draft or Final EAs. 
Thank you again for the opportunity to review the Final EA, and we look forward to a response to our 
comments. 
Sincerely, 
Matt Sturgeon 
Cc: Mayor Piko and City Council 
Robert Widner, City Attorney 
Seth Hoffman, City of Lone Tree City Manager 
Michael Penny, City of Castle Pines City Manager 
John Jackson, Greenwood Village City Manager 
Jim Thorsen, Cherry Hills City Manager 
Kathleen Conti, Arapahoe County Board of County Commissioner, District 1 
Robert Olislager, Centennial Airport 
Brad Pierce, CANCR Chair 
 
 
Topics Identified in the Comment 

● BRNKO STAR 
● Comment Period 
● Cumulative Impacts 
● Draft EA Exhibits 
● FAA Reauthorization Act of 2018 
● Google Earth Files 

● Potential Increase in Aircraft Operations 
● Level of NEPA Review 
● Noise Modelling 
● Public Outreach/Public Involvement 
 
 

FAA Response for Comment #397 Topics 
 
BRNKO STAR: The workload for managing air traffic on the existing PUFFR (RNAV) STAR flight 
procedure is intensive for air traffic controllers as it requires them to maintain separation between 
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aircraft arrivals at Centennial Airport and aircraft arrivals and departures at Denver International 
Airport. The workload intensity has been identified as a potential safety risk, notably during periods of 
heavy air traffic operations in the Denver area airspace. The FAA is proposing to replace the existing 
PUFFR (RNAV) STAR with the proposed BRNKO (RNAV) STAR to enhance safety and efficiency 
for air traffic flow from the north arriving to Centennial Airport. The BRNKO (RNAV) STAR was 
developed in collaboration with the user groups including National Business Aviation Association and 
the Colorado Aviation Business Association to meet all safety and efficiency requirements. 
Additionally, the proposed PINNR (RNAV) STAR was developed to accommodate arrivals from the 
north. 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
Cumulative Impacts: Consideration of cumulative impacts applies to the impacts resulting from the 
implementation of the proposed Denver Metroplex Project combined with other actions. A cumulative 
impact is defined as an impact on the environment, which results from the incremental impact of the 
action when added to other past, present, and reasonably foreseeable future actions regardless of what 
agency (federal or non-federal) or person undertakes such other actions.   
   
Analyzing cumulative effects is considered within geographic (spatial) and time (temporal) boundaries. 
Reasonably foreseeable future actions refers to projects that would likely be completed before 2024 
and do not include those actions that are highly speculative or indefinite. The type of projects 
considered under the cumulative impact analysis were primarily limited to airfield projects, specifically 
projects that directly affect or involve runways and modifications to parallel taxiways. These type of 
projects may effect aircraft flight operations. A comprehensive search of the FAA Airport Capital 
Improvement Programs for the identified Study Airports yielded no substantive runway endpoint or 
elevation changes within the timeline horizons of the Final Environmental Assessment. The Preferred 
Alternative, when considered with other past, present, and reasonably foreseeable projects would not 
would not exceed the thresholds of significance for the resource categories analyzed in the Final 
Environmental Assessment. Therefore, no cumulative impacts would be anticipated. The No Action 
Alternative does not involve a proposed project that could contribute to the effects of past, present, or 
reasonably foreseeable projects. Therefore, no cumulative impacts would be anticipated under the No 
Action Alternative. 
 
Draft EA Exhibits: There is no special knowledge of the Adobe Acrobat program needed to review 
Exhibits 3-7 through 3-12. Instructions on how to use the various features made available in the 
exhibits are presented in a page layered on the left hand side of the exhibits. The instruction page can 
be deselected from the list of layers that is displayed by selecting the Adobe Acrobat icon for layered 
pages. Second, because of the size of the General Study Area and the likelihood that a reader may only 
be interested in procedures serving one or two airports, the various arrival and departure procedures 
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included in the No Action Alternative (Exhibit 3-7 through 3-9) and the Proposed Action (Exhibit 3-10 
through 3-12) are grouped by the Air Traffic Control procedure type (conventional or Area 
Navigation), operation (arrival or departure), and airport. This allows a reader to easily focus on his or 
her own area of interest and turn on or off only those flight corridors they are interested in. Similarly, 
other map features, such as airport icons, federal and state park properties, and highways, can be turned 
on or off to allow the user to select and view the details he or she is interested in. Finally, the 
information shown in Exhibits 3-7 through 3-12 has also been made available in the Google Earth 
format located at: http://www.metroplexenvironmental.com/denver_metroplex/denver_docs.html 
 
FAA Reauthorization Act of 2018: The FAA Reauthorization Act of 2018 specifies congressionally 
mandated directives for which the FAA is responsible for completing at varied timelines.  In 
accordance with the congressionally mandated directives, the FAA will comply and adhere to the 
timelines. While the requested directives are being completed, the U.S. Congress did not place a 
moratorium on implementation of the proposed Denver Metroplex Project, or any Metroplex project. 
 
Google Earth Files: The FAA released information on the proposed Denver Metroplex Project in 
Google Earth format. This information is provided to allow the public to better understand the 
proposed procedures and the results of the noise analysis. These files can be downloaded from the 
project website at  
http://www.metroplexenvironmental.com/denver_metroplex/denver_docs.html. 
The information provided in Google Earth format includes the following: 
• The flight corridors for the No Action Alternative and the Proposed Action depicted in the exhibits in 
Chapter 3 of the Final Environmental Assessment (EA) 
• The AEDT model flight tracks used to complete the noise analysis prepared for the Final EA and to 
develop the flight corridors depicted in exhibits in Chapter 3 of the Final EA 
• The procedure route designs including waypoints 
• The results of the noise analysis for each grid point modeled under each scenario [i.e., Existing 
Conditions, No Action Alternative (2019 and 2024), and Proposed Action (2019 and 2024)]. As 
discussed in Section 5.1.2, three groups of points were modeled: 2010 Census block centroids, grid 
points at 0.5-nautical mile intervals located on a uniform grid that covers the entire General Study 
Area, and unique points representing Section 4(f) resources and historic sites listed on the National 
Register of Historic Places. 
Because of the size of the data presented, the files that present the flight corridors, flight tracks, and 
procedure routes are broken up by area: Centennial Airport (APA) only, Denver International Airport 
(DEN) only – East, DEN only – Northeast, DEN only – Northwest, DEN only Southeast, DEN only – 
Southwest, DEN only – West and non-APA Airport Satellites. More information on the noise analysis 
process, including development of the AEDT model flight tracks can be found in the Denver Metroplex 
Noise Technical Report, available at 
http://www.metroplexenvironmental.com/denver_metroplex/denver_docs.html The Google Earth 
application can be downloaded from https://www.google.com/earth/. Information on how to use 
Google Earth, including tutorials, is provided at https://www.google.com/earth/learn/. Please note that 
due to file size and depending the internet connection speed, the files may take some time to download 
into Google Earth. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
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Level of NEPA Review: The FAA’s primary mission is to provide the safest, most efficient aerospace 
system in the world. National Environmental Policy Act (NEPA) compliance and other environmental 
responsibilities are integral components of that mission. The FAA is responsible for complying with 
the procedures and policies of NEPA and other environmental laws, regulations, and orders applicable 
to FAA actions. Under NEPA, the Federal Agencies are required to disclose to decision-makers and the 
interested public a clear and accurate description of the potential environmental impacts that could 
arise from proposed Federal actions. The FAA decision-making process must consider and disclose the 
potential impacts of a proposed action and its alternatives on the quality of the human environment.    
   
In meeting its NEPA obligations, the FAA should seek to achieve the policy objectives of 40 CFR § 
1500.2 to the fullest extent possible. Once the FAA determines that NEPA applies to a proposed action, 
it needs to decide on the appropriate level of review. The three levels of NEPA review are Categorical 
Exclusion (CATEX), Environmental Assessment (EA), and Environmental Impact Statement (EIS). An 
EA is a concise public document that briefly provides sufficient evidence and analysis for determining 
whether to prepare an Environmental Impact Statement (EIS) or a Finding of No Significant Impact 
(FONSI). The purpose of an EA is to determine whether a proposed action has the potential to 
significantly affect the human environment. Specifically, the Final EA for the proposed Denver 
Metroplex Project considered the potential effects on the environmental resource categories identified 
in FAA Order 1050.1F. The FAA uses the corresponding thresholds that serve as specific indicators of 
significant impact for some environmental impact categories.    
   
The FAA evaluated the Preferred Alternative and the No Action Alternative, as required under NEPA. 
The results of the analysis indicate that the Preferred Alternative would not exceed the thresholds of 
significance for any of the resource impact categories analyzed. The Final EA presents sufficient 
evidence and analysis in determining that preparation of a FONSI is appropriate and that no EIS is 
required in accordance with NEPA. 
 
Noise Modelling: The commenter raised concerns with the noise modelling methodology. The noise 
analysis of the Preferred Alternative compared to the No Action Alternative completed for the Final 
Environmental Assessment (EA) was prepared using the Aviation Environmental Design Tool (AEDT) 
version 2d, which is the FAA’s required noise model. The FAA uses AEDT to model noise for flight 
track changes over large areas to analyze noise associated with the No Action Alternative and the 
Denver Metroplex Project proposed action. The AEDT 2d modelling tool provides detailed modelling 
to evaluate the effects of high-altitude airspace changes from the ground level up to 18,000 feet Above 
Ground Level. The AEDT 2d model utilizes an extensive aircraft performance and sound level 
database that includes information on variations in sound attributed to different types of aircraft and 
aircraft engines, aircraft speed, climb and descent thrust, and the altitude along a route. Detailed terrain 
data was inputted into the AEDT 2d model, which accounts for the elevation of each grid point or 
population centroid when calculating the distance between the grid point and the aircraft. The aircraft 
noise analysis prepared for the Denver Metroplex Project Final EA was conducted in compliance with 
FAA Order 1050.1F. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
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airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
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Comments-Responses 

Comment# 398   Submitted by: Swathwood, Chris 
Comment Received: On behalf of our members, the Colorado Aviation Business Association (CABA) 
respectfully 
disagrees with the Federal Aviation Administration's (FM) final environmental assessment (EA) on 
the proposed use of the BRNKO and PINNR RNAV STARs for traffic inbound to the Centennial 
Airport (KAPA) from the northwest or northeast. The procedures are a significant deviation from 
current arrival procedures and are unfavorable to business aviation and general aviation (GA) 
operators into the second busiest GA airport in the country, as documented below. 
While the final EA claims FAA collaborated with CABA, that cooperation was limited to other general 
aspects of the Denver Metroplex project. CABA was vehemently opposed to these two arrival 
procedures and voiced its opposition loudly during the investigative phase as well as during the FAA 
Town Hall meetings after a formal proposal was made. It is disingenuous to claim a spirit of 
collaboration on this specific issue when CABA was so clear about the problems with the arrival 
procedures. 
Below are the technical reasons that CABA is opposed to the proposal: 
Turbulence - Potentially unsafe for airframe structures and uncomfortable for 
passengers. Caused by orographic features nearby to the route, inversion layers that 
are common to the route due to mountains that trap air masses and thermals in summer 
since much of the route is at low altitude. 
Collision Avoidance - Instead of the current routes that keep IFR arrivals inside the 
Class Bravo airspace, the two new arrivals put the aircraft inside the VFR flyway at lower 
altitudes, subjecting high speed turbine traffic to a higher probability of collision with 
multitudes of slower piston aircraft outside positively controlled airspace. 
Lengthened Routes - Especially for arrivals from the northeast, but also applicable to 
the northwest gate, the route adds 20 to 50 miles to the route. These are at lower 
altitude than desired for passenger flight operations. The lower altitude also restricts 
maximum speed to 200 knots when outside the Class Bravo dimensions, increasing 
flight time and fuel burn. 
CABA stands ready to partner with the FAA and other groups representing affected airports and 
operators. We simply desire arrival and departure routes that are safe, economical, and compatible 
with our members' aircraft. We look forward to working with the FAA on an acceptable remedy. 
Respectfully,  
Chris Swathwood 
Chairman, Colorado Aviation Business Association 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● BRNKO STAR 
● General Aviation/Visual Flight Rules 
● Physical and Mental Health 

● Potential Increase In Fuel Burn and 
Emissions 
● Public Outreach/Public Involvement 
 
 

FAA Response for Comment #398 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
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the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
BRNKO STAR: The workload for managing air traffic on the existing PUFFR (RNAV) STAR flight 
procedure is intensive for air traffic controllers as it requires them to maintain separation between 
aircraft arrivals at Centennial Airport and aircraft arrivals and departures at Denver International 
Airport. The workload intensity has been identified as a potential safety risk, notably during periods of 
heavy air traffic operations in the Denver area airspace. The FAA is proposing to replace the existing 
PUFFR (RNAV) STAR with the proposed BRNKO (RNAV) STAR to enhance safety and efficiency 
for air traffic flow from the north arriving to Centennial Airport. The BRNKO (RNAV) STAR was 
developed in collaboration with the user groups including National Business Aviation Association and 
the Colorado Aviation Business Association to meet all safety and efficiency requirements. 
Additionally, the proposed PINNR (RNAV) STAR was developed to accommodate arrivals from the 
north. 
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General Aviation/Visual Flight Rules: The commenter raises concerns that the impacts to general 
aviation and aircraft operating under Visual Flight Rules (VFR) were not considered in the Final 
Environmental Assessment. When operating outside certain categories of controlled airspace, aircraft 
operating under VFR are not required to be in contact with ATC. Because these aircraft operate at the 
pilot’s discretion and are often not required to file flight plans, the FAA has very limited information 
about these operations. Consequently, there is no known source for comprehensive route, altitude, 
aircraft type, and frequency information for VFR operations in the General Study Area. However, even 
if complete information were available for VFR operations, the proposed Denver Metroplex Project 
would not require any changes to routing or altitudes to accommodate these operations. If they could be 
modeled, they would use the same flight routes and altitudes under the No Action Alternative and the 
Preferred Action for the Denver Metroplex Project. Their operations would not be affected by the 
forecast conditions in 2019 (the proposed first year of implementation) and 2024 (five years after 
implementation) for either the No Action Alternative or the Preferred Action for the Denver Metroplex 
Project. Therefore, VFR aircraft were not included in the analysis. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Potential Increase In Fuel Burn and Emissions: The commenter raised a concern regarding aircraft 
emission. As described in Section 5.2.3 of the Final Environmental Assessment under the proposed 
Denver Metroplex Project there would be a slight increase in fuel burn (1.83 percent in 2019 and 1.85 
percent in 2024) when compared to the No Action Alternative. While increased fuel burn corresponds 
with an increase in emissions, operational changes that could result in an increase in fuel burn would 
occur at 3,000 feet AGL or above and would not result in an increase in ground concentrations. Any 
operational changes that could result in an increase in fuel burn would occur at or above 3,000 feet 
AGL. As discussed above, procedures above 3,000 feet AGL are considered a de minimis action, 
would have little if any effect on emissions and ground concentrations of criteria pollutants, and are 
presumed to conform to all applicable State Implementation Plans.( 72 Fed. Reg. 6641 (February 12, 
2007). 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
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mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
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Comments-Responses 

Comment# 399   Submitted by: Swathwood, Christopher 
Comment Received: On behalf of our members, the Colorado Aviation Business Association (CABA) 
respectfully disagrees with the Federal Aviation Administration’s (FAA) final environmental 
assessment (EA) on the proposed use of the BRNKO and PINNR RNAV STARs for traffic inbound to 
the Centennial Airport (KAPA) from the northwest or northeast. The procedures are a significant 
deviation from current arrival procedures and are unfavorable to business aviation and general aviation 
(GA) operators into the second busiest GA airport in the country, as documented below. While the final 
EA claims FAA collaborated with CABA, that cooperation was limited to other general aspects of the 
Denver Metroplex project. CABA was vehemently opposed to these two arrival procedures and voiced 
its opposition loudly during the investigative phase as well as during the FAA Town Hall meetings 
after a formal proposal was made. It is disingenuous to claim a spirit of collaboration on this specific 
issue when CABA was so clear about the problems with the arrival procedures. Below are the technical 
reasons that CABA is opposed to the proposal: · Turbulence – Potentially unsafe for airframe structures 
and uncomfortable for passengers. Caused by orographic features nearby to the route, inversion layers 
that are common to the route due to mountains that trap air masses and thermals in summer since much 
of the route is at low altitude. · Collision Avoidance – Instead of the current routes that keep IFR 
arrivals inside the Class Bravo airspace, the two new arrivals put the aircraft inside the VFR flyway at 
lower altitudes, subjecting high speed turbine traffic to a higher probability of collision with multitudes 
of slower piston aircraft outside positively controlled airspace. · Lengthened Routes – Especially for 
arrivals from the northeast, but also applicable to the northwest gate, the route adds 20 to 50 miles to 
the route. These are at lower altitude than desired for passenger flight operations. The lower altitude 
also restricts maximum speed to 200 knots when outside the Class Bravo dimensions, increasing flight 
time and fuel burn. CABA stands ready to partner with the FAA and other groups representing affected 
airports and operators. We simply desire arrival and departure routes that are safe, economical, and 
compatible with our members’ aircraft. We look forward to working with the FAA on an acceptable 
remedy. Respectfully, Chris Swathwood Chairman, Colorado Aviation Business Association 
 
Topics Identified in the Comment 

● BRNKO STAR 
● General Aviation/Visual Flight Rules 
● Public Outreach/Public Involvement 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #399 Topics 
 
BRNKO STAR: The workload for managing air traffic on the existing PUFFR (RNAV) STAR flight 
procedure is intensive for air traffic controllers as it requires them to maintain separation between 
aircraft arrivals at Centennial Airport and aircraft arrivals and departures at Denver International 
Airport. The workload intensity has been identified as a potential safety risk, notably during periods of 
heavy air traffic operations in the Denver area airspace. The FAA is proposing to replace the existing 
PUFFR (RNAV) STAR with the proposed BRNKO (RNAV) STAR to enhance safety and efficiency 
for air traffic flow from the north arriving to Centennial Airport. The BRNKO (RNAV) STAR was 
developed in collaboration with the user groups including National Business Aviation Association and 
the Colorado Aviation Business Association to meet all safety and efficiency requirements. 
Additionally, the proposed PINNR (RNAV) STAR was developed to accommodate arrivals from the 
north. 
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General Aviation/Visual Flight Rules: The commenter raises concerns that the impacts to general 
aviation and aircraft operating under Visual Flight Rules (VFR) were not considered in the Final 
Environmental Assessment. When operating outside certain categories of controlled airspace, aircraft 
operating under VFR are not required to be in contact with ATC. Because these aircraft operate at the 
pilot’s discretion and are often not required to file flight plans, the FAA has very limited information 
about these operations. Consequently, there is no known source for comprehensive route, altitude, 
aircraft type, and frequency information for VFR operations in the General Study Area. However, even 
if complete information were available for VFR operations, the proposed Denver Metroplex Project 
would not require any changes to routing or altitudes to accommodate these operations. If they could be 
modeled, they would use the same flight routes and altitudes under the No Action Alternative and the 
Preferred Action for the Denver Metroplex Project. Their operations would not be affected by the 
forecast conditions in 2019 (the proposed first year of implementation) and 2024 (five years after 
implementation) for either the No Action Alternative or the Preferred Action for the Denver Metroplex 
Project. Therefore, VFR aircraft were not included in the analysis. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
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efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 400   Submitted by: Talbott, Clint 
Comment Received: I write to object to a "Metroplex" flight plans called ZIMMR  which has large  
negative implications for Nederland. The former FOOOT flight path drew complaints from Boulder 
and a change in the flight plans from the FAA. The change in Nederland was significant  returning 
scores of flights daily  directly over the town of Nederland. This returned the noise in Nederland to 
levels akin to those in the 1990s  when the FAA and DIA worked to reduce the noise impact to 
Nederland. A local group called CADN has proposed routing this path 2 miles south of Ned  which 
would ease most human impacts. I support the CADN "tweak" to ZIMMR  which would move the 
planes on the ZIMMR route about 2 miles south of Nederland  and closer to the James Peak Wilderness  
whose wilderness character is less pristine and inherently noisier than the Indian Peaks wilderness  
which ZIMMR targets directly. See CADN summary here: 
https://www.jetnoiseboco.org/ZIMMR/position%20paper%20ZIMMR%20noise%20solution.pdf 
 
Topics Identified in the Comment 

● DEN Metroplex Has Not Been Implemented 
● Existing Arcraft Noise 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

● ZIMMR SID  
 
 

FAA Response for Comment #400 Topics 
 
DEN Metroplex Has Not Been Implemented: The Proposed Action has not been implemented and 
will not be implemented until after the FAA has carefully and thoroughly considered the results of the 
Environmental Assessment (EA). The EA, prepared in accordance with the National Environmental 
Policy Act and FAA Order 1050.1E, documents the potential effects to the environment that may result 
from implementation of the Proposed Action. Per 40 C.F.R. § 1508.9, the EA provides the information 
and analysis for determining whether to prepare an Environmental Impact Statement or a Finding of No 
Significant Impact. Accordingly, any existing noise or air quality issues being experienced by the 
commenter cannot be attributed to the Denver Metroplex Project. The Proposed Action is not intended 
to address current noise or air quality issues associated with existing air traffic. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
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Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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ZIMMR SID: The commenter requests that the FAA consider moving the flight path of the proposed 
ZIMMR (RNAV) SID southward from the location that was depicted at the workshops for the Draft 
Environmental Assessment. Based on the comments, the FAA completed a comprehensive analysis of 
the proposal to amend the flight procedure design of the proposed ZIMMR (RNAV) SID. The FAA 
modified the proposed ZIMMR (RNAV) SID by moving the location of the RALFI waypoint an 
additional 0.7 nautical miles to the south and east from the original location on the proposed ZIMMR 
(RNAV) SID. The new location of the RALFI waypoint creates a lateral shift of approximately 2.0 
nautical miles south of the location of the existing flight path of the published FOOOT (RNAV) SID 
procedure. The ZIMMR RNAV SID flight procedure will overfly north of the Gilpin County boundary. 
However, rapidly changing atmospheric conditions and convective activity over the Front Range may 
require air traffic control to build in a greater margin of safety to than the minimum separation 
standards for aircraft which may affect aircraft on the ZIMMR RNAV SID flight procedure. 
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Comments-Responses 

Comment# 401   Submitted by: Tash, Ted 
Comment Received: RE: ZIMMR SID 
I am disappointed that the FAA has not addressed increased noise complaints due to the concentrated 
flight paths.  FAA has not considered the Wilderness Areas affected or the quality of life for persons 
under these flight paths.  We are not alone as complaints have increased across the country.  It would 
be nice if we had an agency that was truly concerned about peoples' welfare.  I submit to you the 
following link.  Please read: 
https://www.nytimes.com/2019/11/18/business/planes-noise-flight-paths.html 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● DOT Section 4(f) Resources 
● Existing Arcraft Noise 

● Frequency of Aircraft Overflights 
 
 

FAA Response for Comment #401 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
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The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
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The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
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component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
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Comments-Responses 

Comment# 402   Submitted by: Taylor, Travis 
Comment Received: Having just found out about this today through a local concerned citizen who 
made the information available to me  I'm taken aback that more notice of this project  or publicity has 
not taken place. 
 
I work in the Tech Center  and travel for my job three weeks out of the month. Because of this I 
frequent DEN  and fly in and out at least 6 times a month. So I understand just how busy this place is 
getting... however  I also live In Black Hawk to escape the noise  and bustle of the city. Today  while 
sitting in our back yard  we do see the occasional aircraft  and hear it  we sometimes even look it up on 
Flight aware out of curiosity about what size and where it's headed. So I hope you understand this note 
isn't coming from someone who is just anti air traffic.  
I am however VERY concerned that more public information was not readily available  and I'm frankly 
worried about being able to enjoy the quiet outside. Sitting outside and hearing an aircraft 2 or 3 times 
an hour is fair... but looking at the Google earth data and understanding what a 1.8 increase in noise 
over a day  I'm truly concerned that a main reason I moved to this area will be going away.  I urge 
further consideration prior to implementation. I also urge my elected officials to be aware that this will 
be a point of contention come election time for me. 
 
Topics Identified in the Comment 

● Public Outreach/Public Involvement 
● Projected Changes in Aircraft Noise 
Exposure 

 
 

FAA Response for Comment #402 Topics 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
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documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
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Comments-Responses 

Comment# 403   Submitted by: Thatcher, Christopher 
Comment Received: There is no reason departing westbound air traffic from Denver International 
Airport can't be routed several miles south of Boulder city limits. The noise and visual pollution from 
these overflights currently routed over South Boulder unnecessarily reduce the quality of life for many 
more people than these flights would disturb if they were routed south of city limits. Computer 
modeling is not sufficient. Real-time on-the-ground testing and community feedback should be the 
litmus test  not computer modeling by people with no stake in the consequences of these overflights. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Noise Modelling 
● Noise Modelling Analysis 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #403 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
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https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Noise Modelling: The commenter raised concerns with the noise modelling methodology. The noise 
analysis of the Preferred Alternative compared to the No Action Alternative completed for the Final 
Environmental Assessment (EA) was prepared using the Aviation Environmental Design Tool (AEDT) 
version 2d, which is the FAA’s required noise model. The FAA uses AEDT to model noise for flight 
track changes over large areas to analyze noise associated with the No Action Alternative and the 
Denver Metroplex Project proposed action. The AEDT 2d modelling tool provides detailed modelling 
to evaluate the effects of high-altitude airspace changes from the ground level up to 18,000 feet Above 
Ground Level. The AEDT 2d model utilizes an extensive aircraft performance and sound level 
database that includes information on variations in sound attributed to different types of aircraft and 
aircraft engines, aircraft speed, climb and descent thrust, and the altitude along a route. Detailed terrain 
data was inputted into the AEDT 2d model, which accounts for the elevation of each grid point or 
population centroid when calculating the distance between the grid point and the aircraft. The aircraft 
noise analysis prepared for the Denver Metroplex Project Final EA was conducted in compliance with 
FAA Order 1050.1F. 
 
Noise Modelling Analysis: To comply with the National Environmental Policy Act (NEPA) 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric. DNL is the FAA’s primary metric used to establish a yearly day/night average of cumulative 
noise energy exposure of individuals to noise resulting from aviation activities. The noise analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR). IFR-filed aircraft activity was 
forecasted for the years 2019 and 2024 and used to model conditions under both the No Action 
Alternative and the Preferred Alternative.   
   
The FAA’s noise guidelines for compliance with NEPA define a significant impact as an increase of 
DNL1.5 dB in areas exposed to aircraft noise of DNL 65 and higher. Using these criteria, the noise 
analysis results indicate that the Preferred Alternative when compared to the No Action Alternative 
would not result in a DNL 1.5 dB or higher increase in sensitive areas exposed to DNL 65 dB or 
higher.     
   
The compatibility of noise sensitive land use is evaluated through comparison with the compatibility 
guidelines provided in 14 CFR Part 150, Appendix A, table 1. The guidelines focus on areas exposed to 
noise levels of DNL 65 dB and greater. However, the FAA recognizes that this standard may not be 
relevant to certain noise sensitive areas. As shown in Table 5-2, a 3 dB increase in areas exposed to 
DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 to 60 dB are considered reportable 
noise increases. The FAA prepared the noise modelling analysis of the proposed flight procedures to 
account the reportable noise criteria. Experience has indicated that DNL increases 5 dB or more at 
cumulative levels well below DNL 65 dB could be disturbing to people and become a source of public 
concern.    
   
The FAA identified three areas with lower levels of aircraft noise exposure, specifically, an increase of 
DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB.  Although this would result in a 
reportable aircraft noise exposure DNL 5 dB increase in areas exposed to DNL between 45 dB and 60 
dB, the project does not introduce noise that would affect the features, or attributes associated with the 
three areas that would adversely affect it. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
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procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 404   Submitted by: THOMAS, NANCY 
Comment Received: Dear Trustees  Mayor Fulsom  HOA Board  Congressman Neguse  
 
I am an 18-year resident of Rock Creek. Never before until this past summer  2019  have I made so 
many consecutive complaints regarding Rocky Mountain Metropolitan Airport. This Airport is 
increasing its flight schools and private users exponentially to the point where the quality of life in 
South Rock Creek has become intolerable. The noise generated from these single-engine prop planes 
making continuous training loops around my home and neighborhood is so extremely loud that it 
rattles my ears and my nerves! Enjoying a nice afternoon out in my yard is definitely a thing of the 
past. 
I have been in regular contact with management at Rocky Mountain Metropolitan Airport regarding my 
concerns . While they have been very receptive the situation in the air is not improving. I recognize that 
we are trying to get a Round Table discussion going which should be first and foremost in dealing with 
this drastic situation. Our property values will  in due time  be negatively impacted by this situation.    
 
The Metroplex chosen flight patterns are of additional concern.  All of this noise and air pollution is 
toxic for these densely polluted communities. 
I am asking  for all of you to please fight for our rights as citizens to enjoy our  once  lovely 
communities. 
 
Sincerely   
 
Nancy Thomas 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● Existing Arcraft Noise 
● General Aviation/Visual Flight Rules 

● Property Values 
 
 

FAA Response for Comment #404 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
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in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
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Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
General Aviation/Visual Flight Rules: The commenter raises concerns that the impacts to general 
aviation and aircraft operating under Visual Flight Rules (VFR) were not considered in the Final 
Environmental Assessment. When operating outside certain categories of controlled airspace, aircraft 
operating under VFR are not required to be in contact with ATC. Because these aircraft operate at the 
pilot’s discretion and are often not required to file flight plans, the FAA has very limited information 
about these operations. Consequently, there is no known source for comprehensive route, altitude, 
aircraft type, and frequency information for VFR operations in the General Study Area. However, even 
if complete information were available for VFR operations, the proposed Denver Metroplex Project 
would not require any changes to routing or altitudes to accommodate these operations. If they could be 
modeled, they would use the same flight routes and altitudes under the No Action Alternative and the 
Preferred Action for the Denver Metroplex Project. Their operations would not be affected by the 
forecast conditions in 2019 (the proposed first year of implementation) and 2024 (five years after 
implementation) for either the No Action Alternative or the Preferred Action for the Denver Metroplex 
Project. Therefore, VFR aircraft were not included in the analysis. 
 
Property Values: The proposed Denver Metroplex Project involves air traffic control routing changes 
for airborne aircraft only; and does not involve land acquisition, physical disturbance, or construction 
activities. The determination of whether a proposed action may have a significant environmental 
impact under the National Environmental Policy ACT (NEPA) is made by considering the relevant 
environmental impact categories and comparing impact to the FAA’s thresholds of significance as 
outlined in FAA Order 1050.1F. The assessment of property values is not an environmental impact 
category as outlined in FAA Order 1050.1F. To the extent applicable, and as there are no significant 
impacts under noise or compatible land use, the proposed Denver Metroplex Project is compatible with 
existing and planned land uses, and the applicable regulations and policies of federal, state, and local 
agencies. A limited number of studies have attempted to measure the impact of aircraft noise on 
property values. Specific studies of the impact of noise at the Study Airports on real property values 
have not been conducted and are not required. Studies conducted at other national airports have 
concluded that airport noise only has a slight impact on property values within the Day Night Average 
Sound Level 65 decibels or greater noise contour around airports. Additionally, comparison of older 
studies to more recent studies indicates that the impact was greater in the 1960s, when jet aircraft first 
entered the fleet. This decrease presumably is the result of stabilization of real estate markets following 
an initial adjustment to noisier jets, and of noise reduction in more modern Stage 3 or better aircraft. 
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Comments-Responses 

Comment# 405   Submitted by: Thompson, Jared 
Comment Received: I am a resident who lives under a very busy flight path out of DIA. The noise 
destroys what would otherwise be a peaceful environment. I would encourage the FAA to mitigate 
residential air travel noise around DIA via for all residences by implementing some form of the 
following: 
 
1. Have planes travel over routes of major arterial roadways. If the plane must travel over a populated 
area  the areas of least residential noise impact will be over these roadways. For instance  120th 
Avenue and NW Parkway (E470) are two busy east-west thoroughfares that have far less residential 
impact than simply flying over thousands of houses in between these roads. 
2. If planes must fly over houses  have the paths vary to some degree to "spread the wealth" of noise to 
multiple houses instead of a handful. It is not fair that a few houses have to bear 100% impact of a 
particular flight path. We have incessant plane traffic directly over our house - literally. If there was 
some deviation in this path (+/- 1/2 mile)  it would be a much more fair distribution of the noise. It 
would also mitigate a select group of houses from getting 10 consecutive planes flying over the top of 
them. 
 
3. Have the planes "throttle back" when flying over residential areas as much as possible. This tactic is 
used in several areas across the country. While obviously not feasible to fly with no throttle  again this 
could be distributed to not overly impact one specific set of houses. 
 
I believe these are some relatively simple and fair approaches to mitigating plane noise. I realize I'm 
not aware of every nuance of routing plane traffic  but I'm also aware of various optimization strategies 
that could be employed with an almost infinite set of constraints. I believe ensuring that certain 
residences don't receive a disproportionate level of noise should be a paramount consideration in this 
optimization process. I appreciate your consideration in this process.  
 
Jared 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● New Technology - Aircraft Engines 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #405 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
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concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
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Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
New Technology - Aircraft Engines: The FAA is committed to reducing aircraft noise through a 
“balanced approach” through the reduction of noise at its source (i.e., the aircraft); improved land use 
planning around airports; and, a wider use of aircraft operating procedures and restrictions that abate 
noise. Beginning in January 1, 2018, the FAA requires newly designed aircraft to be quieter which will 
help toward lowering noise around airports and surrounding communities. Called “Stage 5 Airplane 
Noise Standards,” this FAA rule ensures that the latest available noise reduction technology is 
incorporated into new aircraft designs. As a result, new airplane type designs in the subsonic jet 
airplanes and subsonic transport category large airplanes will operate at least 7 decibels (dBs) quieter 
than airplanes in the current fleet. The aim of the new standard is to harmonize the noise certification 
standards for U.S.-certified aircraft with those that are internationally certified. The U.S.-certified 
aircraft now in operation as well as the new aircraft type designs that were submitted prior to December 
31, 2017 would not be affected by the new ruling. However, there are several aircraft with a maximum 
takeoff weight in excess of 121,254 pounds in production already meet the Stage 5 noise limits, 
including Airbus A380 and A350 family models and Boeing 747-8 and 787 family models. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
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Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 406   Submitted by: Thompson, Pamela 
Comment Received: Do the Metroplex proposals meet the values of the FAA: Safety, Excellence, 
Integrity, People, and Innovation? Is the FAA accountable to the American public as it strives to reach 
the next level of safety and efficiency and to demonstrate global leadership? The focus on public safety 
and efficiency of the procedural changes in the Denver Metroplex disregards efforts to reduce noise, 
emissions or various environmental impacts. The FAA has not given appropriate consideration to the 
environmental and safety impacts, particularly noise and small aircraft, in developing the Denver 
Metroplex airspace proposals. Will Noise Abatement Departure Procedures be implemented? There is 
concern that the simulated vertical profiles provided are often different from actual vertical profiles, 
thus the noise analysis provided do not accurately depict the noise levels, and changes in noise levels, 
that will result from implementation of the Denver Metroplex. Actual samples of noise data must be 
taken to truly understand the environmental impact. Noise modeling was done from the surface to 
18,000 feet above ground and all noise results were reported at ground level. Noise was not analyzed 
for the portion of flight that occurs below 3,000 feet above ground, specifically, or just the part of 
proposed paths at which planes would be above 3,000 feet. Foxfield is among the many communities 
that could experience notable effects to air quality, wildlife, or historic and cultural resources. What 
exactly is the increase of flight traffic we can expect to experience with a more concentrated (less 
disperse) flight paths? Will implementation of Denver Metroplex procedures result in aircraft flying at 
low altitude? Will there be a curfew? Centennial Airport is urging the FAA to remove two proposed 
flight paths from Metroplex: PINNR and BRNKO. These routes may put pilots over unsafe territory: 
the foothills, where volatile weather and wind conditions can be extremely unpredictable. In addition, 
the corridor is popular with small aircraft flying in both directions, creating safety concerns as aircraft 
with vastly different speeds will operate in the same airspace at nearly identical altitudes. Flights over 
Foxfield and many surrounding communities will not only increase but experience overflights at lower 
altitudes. A DIA commercial airline traffic flying over at 10,000 feet above ground is quite different 
than a business jet, inbound to Centennial Airport, traveling over at 2,500 feet. Did the FAA provide a 
complete assessment of the environmental impacts of the Denver Metroplex Project? May there be an 
underrepresentation of the impacts associated with the implementation of the project? The recent law 
requires the FAA to study the agency's “community involvement” practices regarding NextGen 
Metroplex projects; the effect of aircraft noise on communities; the relationship between noise and 
health impacts such as sleep disturbance and elevated blood pressure, as well as the effect on 
businesses located under certain flight paths; and whether 65 decibels and up remains an acceptable 
FAA standard for significant noise exposure. The FAA needs to address these concerns now — not 
after implementation. Safety is your passion. Excellence is your promise embodying transparency and 
accountability. People are your strength on which your success depends on respect and collaboration. 
Innovation, creativity and vision should not dismiss the health and welfare of American residents. 
Respectfully, Pamela Thompson Town of Foxfield Trustee-At-Large 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● Alternatives to Abate Existing Air 
Quality/Pollution Issues 
● Biological Resources 
● Existing Arcraft Noise 
● FAA Reauthorization Act of 2018 
● Forecast/Future Operations 
● Historical and Cultural Resources 

● NEPA and FAA Order 1050.1F 
● Physical and Mental Health 
● PINNR STAR and DUNNN STAR 
● Public Outreach/Public Involvement 
● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 
● Sleep Disturbance/Speech Interference 
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FAA Response for Comment #406 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Alternatives to Abate Existing Air Quality/Pollution Issues: The commenter suggested the FAA 
help ameliorate existing air quality issues through the proposed Denver Metroplex Project. Alternative 
procedures were requested to be designed to route aircraft over unpopulated areas that would abate 
existing air quality issues. The purpose of the proposed Denver Metroplex Project, as described in 
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Chapter 2 of the Final Environmental Assessment (EA) is to improve the efficiency of aircraft arrival 
and departure procedures and airspace utilization in the Denver Metroplex area. Furthermore, 
addressing current air quality issues in the General Study Area is beyond the scope of the proposed 
Denver Metroplex Project Final EA. 
 
Biological Resources: The greatest potential for impacts to wildlife species would result from wildlife 
strikes on avian and bat species at altitudes below 3,000 feet AGL. Changes to flight paths under the 
Preferred Alternative would primarily occur at or above 3,000 feet AGL. Therefore, the Preferred 
Alternative would not result in significant impacts to avian and bat species when compared with the No 
Action. The No Action would not involve changes to air traffic flows, land acquisition, construction, or 
other ground disturbance activities. Therefore, the No Action would not result in significant impacts to 
fish, wildlife, or plants. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
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affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
FAA Reauthorization Act of 2018: The FAA Reauthorization Act of 2018 specifies congressionally 
mandated directives for which the FAA is responsible for completing at varied timelines.  In 
accordance with the congressionally mandated directives, the FAA will comply and adhere to the 
timelines. While the requested directives are being completed, the U.S. Congress did not place a 
moratorium on implementation of the proposed Denver Metroplex Project, or any Metroplex project. 
 
Forecast/Future Operations: The purpose of the proposed Denver Metroplex Project, as described in 
Chapter 2 of the Final Environmental Assessment (EA), is to improve the efficiency of aircraft arrival 
and departure procedures and airspace utilization in the Denver Metroplex airspace. The FAA designed 
the metroplex initiative to optimize air traffic control (ATC) procedures and airspace on a regional 
scale. Optimized ATC procedures takes advantage of technological advances in navigation, such as 
Area Navigation (RNAV), while ensuring that aircraft not equipped to use RNAV flight procedures 
continue to have access to the National Airspace System. This approach addresses airspace congestion 
and other factors that reduce airspace efficiency in busy metroplex areas. The overall intent is to use 
limited airspace as efficiently as possible for congested metroplex areas.   
   
Aircraft flight schedules for the forecasted change in the number of aircraft operations at the Study 
Airports were prepared to support the aircraft noise analysis for the proposed Denver Metroplex Project 
Final EA. Three flight schedules were developed to represent the average annual day (AAD) flight 
activity at the Study Airports, corresponding to the years assessed for aircraft noise conditions and used 
to model future aircraft noise exposure. The AAD does not reflect a particular day, but is meant to 
represent a typical day over a period of a year. The forecast was based on the FAA’s 2018 Terminal 
Area Forecast (TAF), modified for 2019 and 2024 with additional details using previously identified 
arrival/departure times, aircraft types, and origin/destination information. The TAF is the official 
forecast of aviation activity at FAA facilities and is updated annually. The AAD flight schedules only 
include operations conducted by aircraft operating under Instrument Flight Rules (IFR) because the 
proposed Denver Metroplex Project involves the design of standard instrument arrival and departure 
procedures, which are only used by aircraft operating under IFR.    
   
Based on the data in the TAF, there is an anticipated increase in average annual day air carrier traffic to 
Denver International Airport between the years 2019 and 2024. The proposed Denver Metroplex 
Project used the forecast data to model noise for 2019 and 2024 conditions. The noise modeling 
analysis indicated that the proposed Denver Metroplex project would not result in changes to noise 
exposure that exceed the significant noise threshold for the forecasted years of 2019 and 2024. More 
detail related to the development of the forecasts is provided in Appendix H: Denver Metroplex Flight 
Schedules Technical Report available on the Project website at 
http://www.metroplexenvironmental.com/denver_metroplex/denver_docs.html. 
 
Historical and Cultural Resources: The commenter mentioned the Environmental Assessment (EA) 
excludes the impact of noise at or below the Day Night Average Sound Level (DNL) of 65 decibels 
(dB) on noise sensitive areas, including historic and cultural properties. To comply with NEPA 



5 
 

requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric; the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.    
   
However, the FAA recognizes that this standard may not be relevant to historical and cultural 
resources. As shown in Table 5-2, a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB 
increase in areas exposed to DNL 45 to 60 dB are considered reportable noise increases. In Section 5.6 
of the Final EA, the noise modelling analysis for the proposed Denver Metroplex Project indicated two 
areas of reportable noise grid points, which were investigated for the presence of historic and cultural 
properties. The FAA focused its efforts on identifying historic properties in the two areas of potential 
effect that could receive noise increases and considered the potential for overflight to introduce visual 
effects that could cause an alteration in the character of the historic property that qualify it for the 
National Register of Historic Places (National Register).  As depicted in Exhibit 5-2, the two areas are 
associated with the proposed aircraft flight procedures for Denver International Airport: the COORZ 
Area Navigation (RNAV) Standard Instrument Departure (SID) for westbound departures, the SLEEK 
(RNAV) SID for southbound departures.   
   
Under Section 106 of the National Historic Preservation Act, the FAA completed consultation with 
State and Local governments having jurisdiction or special expertise over historic and cultural 
resources. Additionally, the FAA entered into government-to-government consultation with forty-eight 
Native American Tribes having a legacy of occupation in the State of Colorado. Consultation with all 
of these parties did not identify any historic properties within the areas of potential effect for which a 
quiet setting is a characteristic that qualifies it for the National Register, and that therefore could be 
affected at the lower level of reportable noise exposure. The FAA also considered the potential for the 
introduction of visual elements that could diminish the integrity of the property’s historic features. We 
compared the proposed procedures with current flight tracks within the areas of potential effect, and 
determined that there would be no new areas overflown, and therefore no potential to introduce new 
visual elements. The proposed procedures would not introduce flight tracks over sensitive areas 
changing any existing impacts on those historic properties and cultural resources. Consultation did not 
identify any traditional and cultural properties within the APE for which aircraft noise and/or aircraft 
overflights would have an effect on a historic property’s characteristics qualifying that property for the 
National Register. Therefore, the proposed Denver Metroplex Project would not have an adverse effect 
on historic properties. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
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analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
PINNR STAR and DUNNN STAR: Aircraft utilizing the PINNR ONE or DUNNN THREE in the 
vicinity of Greenwood Village landing at Centennial Airport will be in standard arrival configurations 
(ie: on vectors for or established on Downwind, Base, or Final) as they are today in this area, being as 
Greenwood Village is in close proximity to Centennial Airport. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
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reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Sleep Disturbance/Speech Interference: The commenter recommended calculating different types of 
supplemental noise metrics to explain sleep disturbance and/or speech interference. A benefit of 
supplemental noise metrics is to help the public reach a better understanding of potential noise impacts. 
If the noise modelling analysis indicates a potential significant impact, FAA Order 1050.1F 
recommends additional information related to the human response to noise that is appropriate for the 
specific proposal. Additional information may include supplemental metrics applicable to sleep 
disturbance and/or speech interference. Such supplemental noise analysis is not, by itself, a measure of 
adverse aircraft noise or significant aircraft noise impact. As discussed in Chapter 5 of the EA, the 
noise modeling analysis indicated that the proposed Denver Metroplex project would not result in 
changes to noise exposure that exceed the significant noise threshold for the forecasted years of 2019 
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and 2024. Therefore, the use of optional supplemental noise metrics are not warranted because they not 
would help explain the potential for cumulative noise exposure. 
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Comments-Responses 

Comment# 407   Submitted by: Thornberg, DeEtta 
Comment Received: I am not in favor of the Metroplex project for DIA.  Because we live at 9000' and 
are about 60 miles from the airport  the jets appear to be barely off the ground when they fly overhead. 
The noise level interferes with the quality of life that one would expect from a rural area.  There is 
constant disturbance for the people and animals that live here. I am concerned about property values 
and also the effect of the noise on the elk and bird migrations. 
 
Topics Identified in the Comment 

● Biological Resources 
● Existing Arcraft Noise 
● Property Values 

 
 

FAA Response for Comment #407 Topics 
 
Biological Resources: The greatest potential for impacts to wildlife species would result from wildlife 
strikes on avian and bat species at altitudes below 3,000 feet AGL. Changes to flight paths under the 
Preferred Alternative would primarily occur at or above 3,000 feet AGL. Therefore, the Preferred 
Alternative would not result in significant impacts to avian and bat species when compared with the No 
Action. The No Action would not involve changes to air traffic flows, land acquisition, construction, or 
other ground disturbance activities. Therefore, the No Action would not result in significant impacts to 
fish, wildlife, or plants. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
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Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Property Values: The proposed Denver Metroplex Project involves air traffic control routing changes 
for airborne aircraft only; and does not involve land acquisition, physical disturbance, or construction 
activities. The determination of whether a proposed action may have a significant environmental 
impact under the National Environmental Policy ACT (NEPA) is made by considering the relevant 
environmental impact categories and comparing impact to the FAA’s thresholds of significance as 
outlined in FAA Order 1050.1F. The assessment of property values is not an environmental impact 
category as outlined in FAA Order 1050.1F. To the extent applicable, and as there are no significant 
impacts under noise or compatible land use, the proposed Denver Metroplex Project is compatible with 
existing and planned land uses, and the applicable regulations and policies of federal, state, and local 
agencies. A limited number of studies have attempted to measure the impact of aircraft noise on 
property values. Specific studies of the impact of noise at the Study Airports on real property values 
have not been conducted and are not required. Studies conducted at other national airports have 
concluded that airport noise only has a slight impact on property values within the Day Night Average 
Sound Level 65 decibels or greater noise contour around airports. Additionally, comparison of older 
studies to more recent studies indicates that the impact was greater in the 1960s, when jet aircraft first 
entered the fleet. This decrease presumably is the result of stabilization of real estate markets following 
an initial adjustment to noisier jets, and of noise reduction in more modern Stage 3 or better aircraft. 
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Comments-Responses 

Comment# 408   Submitted by: Tober, C. Monika 
Comment Received: There are many overhead flights day and night that are very audible in and 
throughout our area - too loud  too often and with ever increasing flights and designated paths - please 
mitigate. 
 
Thank you. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● Potential Increase in Aircraft Operations 

 
 

FAA Response for Comment #408 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
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Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
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Comments-Responses 

Comment# 409   Submitted by: treves, ursula 
Comment Received: We live in Coal Creek Canyon and just heard about FAA's Denver Metrople plan 
to redirect flight plans over our area. We find it unheard of that the FAA did not involve and sound out 
people who live in the affected areas. The 'new' flight plan directs flights directly over heavily 
inhabited areas, whereas Colorado has wide open spaces where no one lives and would be affected by 
changing flight routes. We urgently request that you extend the comment period and call for meetings 
where the inhabitants can express their concerns. Thank you, Ursula and Francois Treves 
 
Topics Identified in the Comment 

● Comment Period 
● Public Outreach/Public Involvement 

 
 

FAA Response for Comment #409 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
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were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
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Comments-Responses 

Comment# 410   Submitted by: Turner, Kristin 
Comment Received: To Whom it May Concern  
 
I am very disturbed by the planned increase in air traffic  over our little Gilpin County piece of 
paradise.  I moved here 13 years ago to get away from the city and noise and traffic.  Lately I have 
worked from home and enjoy taking a lunch break to hike and relax in nature.  The occasional planes I 
hear are a little disturbing if it is during my forest meditation  but understandable  but increasing the 
amount of flights would ruin the rural natural surroundings we enjoy.   
 
I was hiking in Golden Gate Canyon State Park earlier today and enjoyed a rare 30 minutes where I did 
not hear a plane overhead and it got me to thinking about others that use the area to escape the city.  I 
have friends from Arvada that regularly come up to the state park to hike.  Recently we have gotten 
involved with Lincoln Hills and have discovered that it is primarily for inner city kids to come up to 
Gilpin County and explore nature  some of the kids have never left the city before and I want them to 
continue to enjoy Gilpin County without the increased noise pollution additional flights over our area 
will cause.  I am also a Girl Scout Troop leader and it is hard to find a few minutes of quite with the 
girls on a hike to lead a mindfullness exercise where you listen to the wind in the trees  feel the wind on 
your skin  smell the forest  and watch the trees sway with the wind when there is airplane noise 
interrupting the natural beauty of the forest. 
 
I understand no one wants more flights over their homes  so lets keep them spread out across the front 
range or concentrate a few more over I-70 as there is already highway noise in the I-70 corridor.  There 
is no need to destroy the natural surroundings of Gilpin County with increase air traffic noise  it is bad 
enough already. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Forecast/Future Operations 
● Potential Increase in Aircraft Operations 
● Noise Modelling 

● Separation of Aircraft 
 
 

FAA Response for Comment #410 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
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303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Forecast/Future Operations: The purpose of the proposed Denver Metroplex Project, as described in 
Chapter 2 of the Final Environmental Assessment (EA), is to improve the efficiency of aircraft arrival 
and departure procedures and airspace utilization in the Denver Metroplex airspace. The FAA designed 
the metroplex initiative to optimize air traffic control (ATC) procedures and airspace on a regional 
scale. Optimized ATC procedures takes advantage of technological advances in navigation, such as 
Area Navigation (RNAV), while ensuring that aircraft not equipped to use RNAV flight procedures 
continue to have access to the National Airspace System. This approach addresses airspace congestion 
and other factors that reduce airspace efficiency in busy metroplex areas. The overall intent is to use 
limited airspace as efficiently as possible for congested metroplex areas.   
   
Aircraft flight schedules for the forecasted change in the number of aircraft operations at the Study 
Airports were prepared to support the aircraft noise analysis for the proposed Denver Metroplex Project 
Final EA. Three flight schedules were developed to represent the average annual day (AAD) flight 
activity at the Study Airports, corresponding to the years assessed for aircraft noise conditions and used 
to model future aircraft noise exposure. The AAD does not reflect a particular day, but is meant to 
represent a typical day over a period of a year. The forecast was based on the FAA’s 2018 Terminal 
Area Forecast (TAF), modified for 2019 and 2024 with additional details using previously identified 
arrival/departure times, aircraft types, and origin/destination information. The TAF is the official 
forecast of aviation activity at FAA facilities and is updated annually. The AAD flight schedules only 
include operations conducted by aircraft operating under Instrument Flight Rules (IFR) because the 
proposed Denver Metroplex Project involves the design of standard instrument arrival and departure 
procedures, which are only used by aircraft operating under IFR.    
   
Based on the data in the TAF, there is an anticipated increase in average annual day air carrier traffic to 
Denver International Airport between the years 2019 and 2024. The proposed Denver Metroplex 
Project used the forecast data to model noise for 2019 and 2024 conditions. The noise modeling 
analysis indicated that the proposed Denver Metroplex project would not result in changes to noise 
exposure that exceed the significant noise threshold for the forecasted years of 2019 and 2024. More 
detail related to the development of the forecasts is provided in Appendix H: Denver Metroplex Flight 
Schedules Technical Report available on the Project website at 
http://www.metroplexenvironmental.com/denver_metroplex/denver_docs.html. 
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Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Noise Modelling: The commenter raised concerns with the noise modelling methodology. The noise 
analysis of the Preferred Alternative compared to the No Action Alternative completed for the Final 
Environmental Assessment (EA) was prepared using the Aviation Environmental Design Tool (AEDT) 
version 2d, which is the FAA’s required noise model. The FAA uses AEDT to model noise for flight 
track changes over large areas to analyze noise associated with the No Action Alternative and the 
Denver Metroplex Project proposed action. The AEDT 2d modelling tool provides detailed modelling 
to evaluate the effects of high-altitude airspace changes from the ground level up to 18,000 feet Above 
Ground Level. The AEDT 2d model utilizes an extensive aircraft performance and sound level 
database that includes information on variations in sound attributed to different types of aircraft and 
aircraft engines, aircraft speed, climb and descent thrust, and the altitude along a route. Detailed terrain 
data was inputted into the AEDT 2d model, which accounts for the elevation of each grid point or 
population centroid when calculating the distance between the grid point and the aircraft. The aircraft 
noise analysis prepared for the Denver Metroplex Project Final EA was conducted in compliance with 
FAA Order 1050.1F. 
 
Separation of Aircraft: The commenter requested information whether the proposed procedures 
would help maintain separation between the commercial carrier arrivals at Denver International Airport 
and the aircraft operating under Visual Flight Rules below the Class B controlled airspace (Class B 
airspace). Controlled airspace is a generic term that covers the different classifications of airspace and 
defined dimensions within which air traffic control service is provided to flights in accordance with the 
airspace classification. Class B airspace is established solely to define the airspace in which all aircraft 
are subject to operating rules and pilot and equipment requirements specified in 14 CFR Section 
91.131. An air traffic control clearance is required for all aircraft to operate in Class B airspace, and all 
aircraft so cleared receive separation services from other aircraft operating within the airspace and 
known traffic operating outside the Class B Airspace. The proposed Denver Metroplex Project 
Standard Terminal Arrival fight procedures that would serve Denver International Airport are designed 
to stay within the Class B airspace after entering. Additionally, there is no required minimum 
separation standard from published flight procedures and non-Class B airspace. The proposed Denver 
Metroplex Project does not include proposed changes to the Class B airspace associated with Denver 
International Airport. 
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Comments-Responses 

Comment# 411   Submitted by: Twigg, George 
Comment Received: December 20, 2019 DEN Metroplex EA Federal Aviation Administration 
Western Service Area – Operations Support Group 2200 S. 216th St. Des Moines, WA 98198-6547 
RE: Comments concerning Denver Metroplex Final Environmental Assessment To whom it may 
concern: The Boulder County Board of County Commissioners, in conjunction with the City of 
Boulder, has previously offered comment on both the draft and final Environmental Assessments (EA) 
for the Denver Metroplex proposal. Given the decision of the Federal Aviation Administration (FAA) 
to deny the requests from ourselves, members of our congressional delegation, and members of the 
public to extend the comment period for this very complex and important proceeding, we would like to 
take this opportunity to make further comment on the Final EA. As we noted in our prior comments on 
June 6, 2019 and December 11, 2019, Boulder County has serious concerns regarding the noise 
impacts that the proposed changes in both the draft EA and the final EA would have on our residential 
communities. While the final EA did include some modest improvements compared to the draft EA, we 
remain concerned that significantly increased noise impacts remain a likely outcome of the changes 
proposed in the final EA when compared to current air traffic routes. Specifically, the final EA shifts 
the RALFI waypoint on the ZIMMR SID flight path an additional 0.7 nautical miles to the south and 
east, in response to a proposal developed from impacted residents. We appreciate the FAA’s decision 
to make this change. However, we would urge the FAA to also implement the other portion of that 
proposal, and shift the ZIMMR SID flight path a further 1.3 nautical miles to the south, which would 
further reduce noise impacts on residential neighborhoods. Thank you for your consideration of these 
comments. Sincerely, Commissioner Elise Jones Chair Commissioner Deb Gardner Vice-Chair 
Commissioner Matt Jones 
 
Topics Identified in the Comment 

● Comment Period 
● Projected Changes in Aircraft Noise 
Exposure 

● ZIMMR SID  
 
 

FAA Response for Comment #411 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
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effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
ZIMMR SID: The commenter requests that the FAA consider moving the flight path of the proposed 
ZIMMR (RNAV) SID southward from the location that was depicted at the workshops for the Draft 
Environmental Assessment. Based on the comments, the FAA completed a comprehensive analysis of 
the proposal to amend the flight procedure design of the proposed ZIMMR (RNAV) SID. The FAA 
modified the proposed ZIMMR (RNAV) SID by moving the location of the RALFI waypoint an 
additional 0.7 nautical miles to the south and east from the original location on the proposed ZIMMR 
(RNAV) SID. The new location of the RALFI waypoint creates a lateral shift of approximately 2.0 
nautical miles south of the location of the existing flight path of the published FOOOT (RNAV) SID 
procedure. The ZIMMR RNAV SID flight procedure will overfly north of the Gilpin County boundary. 
However, rapidly changing atmospheric conditions and convective activity over the Front Range may 
require air traffic control to build in a greater margin of safety to than the minimum separation 
standards for aircraft which may affect aircraft on the ZIMMR RNAV SID flight procedure. 
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Comments-Responses 

Comment# 412   Submitted by: Unseld, Virginia 
Comment Received: In the December 16 edition of the Denver Post  a spokesman for the FAA is 
quoted as saying that it was not â€œfeasibleâ€� to hold a workshop for every community within the 
Metroplex Project.  But it is unfair to withhold briefings or workshops for those communities 
potentially affected by concentrated flight paths. 
The FAA decided to divert the south Boulder ZIMMR route south and then west over Gilpin County.  
There were 42 meetings held in the study area  but not one in Gilpin County.  I guess that wasnâ€™t 
â€œfeasible.â€�  The only notification Gilpin County residents were given was a copy of the 
Environmental Assessment sent electronically to the local library.  I go to the library weekly and never 
saw anything about this. And many residents never go to the library. 
 No notification was sent to the local newspaper  the Register Call which I subscribe to so I can be 
informed.   Itâ€™s almost as if the FAA didnâ€™t want Gilpin County to know about the Metroplex 
project.   It appears that lack of communication is a big flaw in the Metroplex Project.  If it is not 
feasible to even communicate to people what you are doing  then you shouldnâ€™t be doing it.  
I suggest that the FAA go back to the drawing board  and figure out a way to disperse flight paths so 
one small area does not bear the entire burden of noise. The Metroplex Project needs to  minimize the 
impacts of increased flights to people and sensitive areas such as parks and wilderness areas 
 
Topics Identified in the Comment 

● DOT Section 4(f) Resources 
● Potential Increase in Aircraft Operations 
● Public Outreach/Public Involvement 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #412 Topics 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
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Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
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mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 413   Submitted by: v, Mark 
Comment Received: Do me a favor  ignore the complaints coming from Boulder about overflights.  
It's nothing more than a collection of privileged NIMBY wankers trying to keep everything frozen in 
amber and never changing ever again.  These same folks fly all over the world but wanna piss and 
moan about some flight 6-7000 feet above their heads and make excuses about how it's unhealthy.  The 
level of ignorant hypocrisy is a bit of a mind f*ck.  You dont get to live in an economic powerhouse of 
a city and metro and demand that things be quiet.  You might want to suggest that they move to 
Wyoming  i hear it's quiet there.   
 
FWIW  I live under the flight path  have excellent hearing and do not notice the flights.  Maybe cuz i've 
got something interesting in my life to pursue than just sitting around complaining about everything. 
 
Topics Identified in the Comment 

● No Concerns Identified 
 

 

FAA Response for Comment #413 Topics 
 
No Concerns Identified: Thank you for your comment. 
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Comments-Responses 

Comment# 414   Submitted by: Velarde, Sherry 
Comment Received: Jets fly incessantly over our house.  10 plus at a time several times a day.  Jets 
should be flown over busy streets not quiet residential neighborhoods. The whole point of living in the 
suburbs is to get peace and quiet. PLEASE move these routes to busier or less occupied areas. 
 
Topics Identified in the Comment 

● Frequency of Aircraft Overflights 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #414 Topics 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
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Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 415   Submitted by: Vernon, Theresa 
Comment Received: Please do not create one pathway for all the air traffic in the front range area. 
Certainly do not put this 'air highway' over Gilpin County. This will plummet our home value as well 
as our peace of mind. There is no value in concentrating the traffic. We should all share the burden of 
traffic in order to preserve the geographical gem of the Rocky Mountains, including Golden Gate State 
Park, which is the third most visited park in Colorado. 
 
Topics Identified in the Comment 

● Property Values 
 

 

FAA Response for Comment #415 Topics 
 
Property Values: The proposed Denver Metroplex Project involves air traffic control routing changes 
for airborne aircraft only; and does not involve land acquisition, physical disturbance, or construction 
activities. The determination of whether a proposed action may have a significant environmental 
impact under the National Environmental Policy ACT (NEPA) is made by considering the relevant 
environmental impact categories and comparing impact to the FAA’s thresholds of significance as 
outlined in FAA Order 1050.1F. The assessment of property values is not an environmental impact 
category as outlined in FAA Order 1050.1F. To the extent applicable, and as there are no significant 
impacts under noise or compatible land use, the proposed Denver Metroplex Project is compatible with 
existing and planned land uses, and the applicable regulations and policies of federal, state, and local 
agencies. A limited number of studies have attempted to measure the impact of aircraft noise on 
property values. Specific studies of the impact of noise at the Study Airports on real property values 
have not been conducted and are not required. Studies conducted at other national airports have 
concluded that airport noise only has a slight impact on property values within the Day Night Average 
Sound Level 65 decibels or greater noise contour around airports. Additionally, comparison of older 
studies to more recent studies indicates that the impact was greater in the 1960s, when jet aircraft first 
entered the fleet. This decrease presumably is the result of stabilization of real estate markets following 
an initial adjustment to noisier jets, and of noise reduction in more modern Stage 3 or better aircraft. 
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Comments-Responses 

Comment# 416   Submitted by: Versailles, Kiona 
Comment Received: I am writing to voice my opposition to the Denver Metroplex project making 
Gilpin County a main fly path. We live in the mountains to enjoy just that. The peace and quiet of the 
mountains. The increased number of flights produces nonstop rumbling in our skies that not only 
disturb the people that live here  but also the wildlife. We also have many historic sites and buildings in 
our communities that we need to preserve. Our vote is NO on increased air traffic and using Gilpin as a 
pawn in your big city traffic. 
 
Topics Identified in the Comment 

● Biological Resources 
● Existing Arcraft Noise 
● Historical and Cultural Resources 
● Potential Increase in Aircraft Operations 

● Purpose and Need of Project 
 
 

FAA Response for Comment #416 Topics 
 
Biological Resources: The greatest potential for impacts to wildlife species would result from wildlife 
strikes on avian and bat species at altitudes below 3,000 feet AGL. Changes to flight paths under the 
Preferred Alternative would primarily occur at or above 3,000 feet AGL. Therefore, the Preferred 
Alternative would not result in significant impacts to avian and bat species when compared with the No 
Action. The No Action would not involve changes to air traffic flows, land acquisition, construction, or 
other ground disturbance activities. Therefore, the No Action would not result in significant impacts to 
fish, wildlife, or plants. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 



2 
 

http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Historical and Cultural Resources: The commenter mentioned the Environmental Assessment (EA) 
excludes the impact of noise at or below the Day Night Average Sound Level (DNL) of 65 decibels 
(dB) on noise sensitive areas, including historic and cultural properties. To comply with NEPA 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric; the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.    
   
However, the FAA recognizes that this standard may not be relevant to historical and cultural 
resources. As shown in Table 5-2, a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB 
increase in areas exposed to DNL 45 to 60 dB are considered reportable noise increases. In Section 5.6 
of the Final EA, the noise modelling analysis for the proposed Denver Metroplex Project indicated two 
areas of reportable noise grid points, which were investigated for the presence of historic and cultural 
properties. The FAA focused its efforts on identifying historic properties in the two areas of potential 
effect that could receive noise increases and considered the potential for overflight to introduce visual 
effects that could cause an alteration in the character of the historic property that qualify it for the 
National Register of Historic Places (National Register).  As depicted in Exhibit 5-2, the two areas are 
associated with the proposed aircraft flight procedures for Denver International Airport: the COORZ 
Area Navigation (RNAV) Standard Instrument Departure (SID) for westbound departures, the SLEEK 
(RNAV) SID for southbound departures.   
   
Under Section 106 of the National Historic Preservation Act, the FAA completed consultation with 
State and Local governments having jurisdiction or special expertise over historic and cultural 
resources. Additionally, the FAA entered into government-to-government consultation with forty-eight 
Native American Tribes having a legacy of occupation in the State of Colorado. Consultation with all 
of these parties did not identify any historic properties within the areas of potential effect for which a 
quiet setting is a characteristic that qualifies it for the National Register, and that therefore could be 
affected at the lower level of reportable noise exposure. The FAA also considered the potential for the 
introduction of visual elements that could diminish the integrity of the property’s historic features. We 
compared the proposed procedures with current flight tracks within the areas of potential effect, and 
determined that there would be no new areas overflown, and therefore no potential to introduce new 
visual elements. The proposed procedures would not introduce flight tracks over sensitive areas 
changing any existing impacts on those historic properties and cultural resources. Consultation did not 
identify any traditional and cultural properties within the APE for which aircraft noise and/or aircraft 
overflights would have an effect on a historic property’s characteristics qualifying that property for the 
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National Register. Therefore, the proposed Denver Metroplex Project would not have an adverse effect 
on historic properties. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 417   Submitted by: Vogel, Kit 
Comment Received: Your statistics regarding The Denver Metroplex contain inaccuracies and fail to 
address legitimate issues raised with respect to the impact of noise on children, schools and 
disadvantaged communities. I’d like to request an Environmental Impact Statement that reflects a 
genuine research ad unbiased into the impact of Denver Metroplex on human beings on the ground 
below airplanes. So far our concerns are falling on death ears and have been ignored by the FAA or 
passed on to Airports that have no authority. If your plan goes through we’ll suffer terrible 
consequences on a daily basis. The noise level is intolerable and we find it impossible to enjoy our 
communities and our homes. What would you decide if your family was impacted, is this acceptable to 
you on a personal level? The FAA is totally responsible, do the right thing and support our quality of 
life. Big business and the bottom line can’t be trusted these days, do something to change our spiraling 
faith. Believe us when we plead with you not to implement your plan. 
 
Topics Identified in the Comment 

● Children's Environmental Health and Safety 
● Environmental Justice 
● Existing Arcraft Noise 

● Level of NEPA Review 
 
 

FAA Response for Comment #417 Topics 
 
Children's Environmental Health and Safety: Concerns were expressed over the long-term negative 
health impacts associated with inhalation of various pollutants, including fine particulate matter and its 
impact on children’s health and cognitive skills such as reading, memory and standardized test scores. 
Pursuant to Executive Order 13045, Protection of Children from Environmental Health Risks and 
Safety Risks, federal agencies are directed, as appropriate and consistent with the agency’s mission, to 
identify and assess environmental health and safety risks that may disproportionately affect children. 
Environmental health risks and safety risks are attributable to products or substances that a child is 
likely to come in contact with or ingest or other products they might use or be exposed to.   
   
As discussed in Section 5.2.1, changes associated with the proposed Denver Metroplex Project would 
occur at or above 3,000 feet Above Ground Level (AGL). Aircraft emissions above the mixing height 
do not have an effect on pollution concentrations at ground level. In addition, changes in air traffic 
procedures above 1,500 feet AGL and below the mixing height “would have little if any effect on 
emissions and ground concentrations.” (72 Fed. Reg. 6641 (February 12, 2007). Accordingly, there 
would be no increase in environmental health and safety risks that could disproportionately affect 
children. 
 
Environmental Justice: An environmental justice analysis considers the potential for impact on 
minority and low-income populations of the proposed Denver Metroplex Project as compared to the No 
Action Alternative. In weighing whether the proposed Denver Metroplex Project raises environmental 
justice concerns, the FAA considers whether a proposed action may have disproportionately high and 
adverse human health or environmental effects on minority and low-income populations. This analysis 
draws on the findings of the other impact analyses, particularly noise, land use, and air quality. If these 
factors exist, there is not necessarily a significant impact; rather, the FAA must evaluate these factors 
in light of context and intensity to determine if there are significant impacts.   
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Implementation of the proposed Denver Metroplex Project would not adversely affect air quality or 
land use within the General Study Area. Additionally, the results of the noise modelling analysis 
alternative indicate that changes in aircraft noise exposure would be below the threshold of significance 
when comparing the proposed Denver Metroplex Project and the No Action Alternative. As a result, 
there are no disproportionate impacts on minority, or low-income populations of the proposed Denver 
Metroplex Project as compared to the No Action Alternative. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Level of NEPA Review: The FAA’s primary mission is to provide the safest, most efficient aerospace 
system in the world. National Environmental Policy Act (NEPA) compliance and other environmental 
responsibilities are integral components of that mission. The FAA is responsible for complying with 
the procedures and policies of NEPA and other environmental laws, regulations, and orders applicable 
to FAA actions. Under NEPA, the Federal Agencies are required to disclose to decision-makers and the 
interested public a clear and accurate description of the potential environmental impacts that could 
arise from proposed Federal actions. The FAA decision-making process must consider and disclose the 
potential impacts of a proposed action and its alternatives on the quality of the human environment.    
   
In meeting its NEPA obligations, the FAA should seek to achieve the policy objectives of 40 CFR § 
1500.2 to the fullest extent possible. Once the FAA determines that NEPA applies to a proposed action, 
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it needs to decide on the appropriate level of review. The three levels of NEPA review are Categorical 
Exclusion (CATEX), Environmental Assessment (EA), and Environmental Impact Statement (EIS). An 
EA is a concise public document that briefly provides sufficient evidence and analysis for determining 
whether to prepare an Environmental Impact Statement (EIS) or a Finding of No Significant Impact 
(FONSI). The purpose of an EA is to determine whether a proposed action has the potential to 
significantly affect the human environment. Specifically, the Final EA for the proposed Denver 
Metroplex Project considered the potential effects on the environmental resource categories identified 
in FAA Order 1050.1F. The FAA uses the corresponding thresholds that serve as specific indicators of 
significant impact for some environmental impact categories.    
   
The FAA evaluated the Preferred Alternative and the No Action Alternative, as required under NEPA. 
The results of the analysis indicate that the Preferred Alternative would not exceed the thresholds of 
significance for any of the resource impact categories analyzed. The Final EA presents sufficient 
evidence and analysis in determining that preparation of a FONSI is appropriate and that no EIS is 
required in accordance with NEPA. 
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Comments-Responses 

Comment# 418   Submitted by: Vogel, Steve 
Comment Received: I would like to see an Environmental Impact Statement that reflects genuine 
research and an unbiased study into the impact of Denver Metroplex on the people subjected to 
constant noise from air travel. I’m holding the FAA responsible to do the right thing and not implement 
your plan. Our homes are a place of refuge and rejuvenation, important to our mental and physical well 
being . Stop this plan as it now stands from being implemented. I demand an Environmental Impact 
Study on human beings. 
 
Topics Identified in the Comment 

● Level of NEPA Review 
● Physical and Mental Health 

 
 

FAA Response for Comment #418 Topics 
 
Level of NEPA Review: The FAA’s primary mission is to provide the safest, most efficient aerospace 
system in the world. National Environmental Policy Act (NEPA) compliance and other environmental 
responsibilities are integral components of that mission. The FAA is responsible for complying with 
the procedures and policies of NEPA and other environmental laws, regulations, and orders applicable 
to FAA actions. Under NEPA, the Federal Agencies are required to disclose to decision-makers and the 
interested public a clear and accurate description of the potential environmental impacts that could 
arise from proposed Federal actions. The FAA decision-making process must consider and disclose the 
potential impacts of a proposed action and its alternatives on the quality of the human environment.    
   
In meeting its NEPA obligations, the FAA should seek to achieve the policy objectives of 40 CFR § 
1500.2 to the fullest extent possible. Once the FAA determines that NEPA applies to a proposed action, 
it needs to decide on the appropriate level of review. The three levels of NEPA review are Categorical 
Exclusion (CATEX), Environmental Assessment (EA), and Environmental Impact Statement (EIS). An 
EA is a concise public document that briefly provides sufficient evidence and analysis for determining 
whether to prepare an Environmental Impact Statement (EIS) or a Finding of No Significant Impact 
(FONSI). The purpose of an EA is to determine whether a proposed action has the potential to 
significantly affect the human environment. Specifically, the Final EA for the proposed Denver 
Metroplex Project considered the potential effects on the environmental resource categories identified 
in FAA Order 1050.1F. The FAA uses the corresponding thresholds that serve as specific indicators of 
significant impact for some environmental impact categories.    
   
The FAA evaluated the Preferred Alternative and the No Action Alternative, as required under NEPA. 
The results of the analysis indicate that the Preferred Alternative would not exceed the thresholds of 
significance for any of the resource impact categories analyzed. The Final EA presents sufficient 
evidence and analysis in determining that preparation of a FONSI is appropriate and that no EIS is 
required in accordance with NEPA. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
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categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
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Comments-Responses 

Comment# 419   Submitted by: Vondra, Laura 
Comment Received: I am a Denver native and lover of the peace and quiet of the mountains. 
I bought my home in the city of Black Hawk in Gilpin County based on two things: to seek the Quiet 
of the forest  and for freedom from light pollution of the city. 
The air traffic noise above my home has increased to a rate that I am disturbed by it  even with the 
windows and doors closed this winter.  
As I mentioned  I grew up in Denver  and  as part of the normal city noise  air traffic never bothered 
me. But  living in the woods  where the only sounds you hear for hours at a time are birds  squirrels  
and the wind in the trees  air traffic noise is nearly deafening and offends the peace that the mountains 
are meant to provide  naturally.  
The adverse effects of noxious noise is well documented  and being able to escape the stress of noise is 
important for humans.  Coming â€œup the hillâ€� to rest and relax is an important part of sound 
mental health care.  
People come from all over the country to relax and rejuvenate in the mountains of Colorado. What has 
happened in my part of the mountains is anything but peaceful and natural.  
 
Tourists and residents alike are shocked to hear the loud and frequent air routes over this nearly pristine 
area.  
 
Routing increased flights over one area is bad business and bad for Colorado.  
 
I insist that you reevaluate this action and restore the peace and tranquility that the Colorado mountains 
are known for world wide.  
 
Sincerely   
Laura Vondra 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● Potential Increase in Aircraft Operations 

 
 

FAA Response for Comment #419 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   



2 
 

Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
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designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
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Comments-Responses 

Comment# 420   Submitted by: Vosper, Jacki 
Comment Received: I'm writing today to express my concems about the lack of input opportunities 
our community has been offered as related to the Denver Metroplex Environmental Assessment 
process and the NextGen Flight paths. Us folks in Coal Creek Canyon (Hwy 72) have not had meetings 
in our community to discuss this initiative. Please consider hosting a meeting in our community to 
inform and to allow us community members to voice questions, comments and concerns. Thank you! 
 
Topics Identified in the Comment 

● Public Outreach/Public Involvement 
 

 

FAA Response for Comment #420 Topics 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
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Comments-Responses 

Comment# 421   Submitted by: Waldron, Eric 
Comment Received: Please reconsider any decision to route aircraft over Gilpin country. We are 
closer to these planes being that we reside at a high elevation. None of us struggle and strive to live 
here  in this amazing and naturally beautiful area to be bombarded by jet traffic day and night. 
Wouldn't it make more sense to route traffic along I 70 or another high traffic area? Let the good 
people of Gilpin county continue to reside in peace please. 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #421 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 422   Submitted by: WALKER, CHERYL 
Comment Received: To Whom It May Concern: I was just made aware of this issue about a week ago. 
How this hasn't been publicly announced to those along the newly proposed flight path is extremely 
underhanded. There are more than 2,000 people who live in the Coal Creek Canyon Community and 
your new flight path would disrupt so much. We have a large elk heard and numerous moose and other 
wildlife in our canyon. I can't imagine what impacts this might make to their migratory patterns. And 
the added noise pollution; we already have noticeable air traffic. Routing everything over us would 
make living there unbearable. Please don't take our peace and quiet and rethink how you plan to route 
your traffic patterns. Sincerely, Cheryl Walker 
 
Topics Identified in the Comment 

● Biological Resources 
● Public Outreach/Public Involvement 
● Projected Changes in Aircraft Noise 
Exposure 

● Purpose and Need of Project 
● West SIDs 
 
 

FAA Response for Comment #422 Topics 
 
Biological Resources: The greatest potential for impacts to wildlife species would result from wildlife 
strikes on avian and bat species at altitudes below 3,000 feet AGL. Changes to flight paths under the 
Preferred Alternative would primarily occur at or above 3,000 feet AGL. Therefore, the Preferred 
Alternative would not result in significant impacts to avian and bat species when compared with the No 
Action. The No Action would not involve changes to air traffic flows, land acquisition, construction, or 
other ground disturbance activities. Therefore, the No Action would not result in significant impacts to 
fish, wildlife, or plants. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
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public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
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complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 423   Submitted by: Walsh, Jean 
Comment Received: We live in the wilderness   it is used by many people.  It brings calm and peace 
for all to enjoy. There are few places that provide this. please leave it alone. 
 
Topics Identified in the Comment 

● Projected Changes in Aircraft Noise 
Exposure 

 
 

FAA Response for Comment #423 Topics 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
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Comments-Responses 

Comment# 424   Submitted by: Watson, Candace 
Comment Received: I fully support the comments and concerns submitted by CABA in which I've 
included below: **Turbulence – Potentially unsafe for airframe structures and uncomfortable for 
passengers. Caused by orographic features nearby to the route, inversion layers that are common to the 
route due to mountains that trap air masses and thermals in summer since much of the route is at low 
altitude. **Collision Avoidance – Instead of the current routes that keep IFR arrivals inside the Class 
Bravo airspace, the two new arrivals put the aircraft inside the VFR flyway at lower altitudes, 
subjecting high speed turbine traffic to a higher probability of collision with multitudes of slower 
piston aircraft outside positively controlled airspace. **Lengthened Routes – Especially for arrivals 
from the northeast, but also applicable to the northwest gate, the route adds 20 to 50 miles to the route. 
These are at lower altitude than desired for passenger flight operations. The lower altitude also restricts 
maximum speed to 200 knots when outside the Class Bravo dimensions, increasing flight time and fuel 
burn. 
 
Topics Identified in the Comment 

● General Aviation/Visual Flight Rules 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #424 Topics 
 
General Aviation/Visual Flight Rules: The commenter raises concerns that the impacts to general 
aviation and aircraft operating under Visual Flight Rules (VFR) were not considered in the Final 
Environmental Assessment. When operating outside certain categories of controlled airspace, aircraft 
operating under VFR are not required to be in contact with ATC. Because these aircraft operate at the 
pilot’s discretion and are often not required to file flight plans, the FAA has very limited information 
about these operations. Consequently, there is no known source for comprehensive route, altitude, 
aircraft type, and frequency information for VFR operations in the General Study Area. However, even 
if complete information were available for VFR operations, the proposed Denver Metroplex Project 
would not require any changes to routing or altitudes to accommodate these operations. If they could be 
modeled, they would use the same flight routes and altitudes under the No Action Alternative and the 
Preferred Action for the Denver Metroplex Project. Their operations would not be affected by the 
forecast conditions in 2019 (the proposed first year of implementation) and 2024 (five years after 
implementation) for either the No Action Alternative or the Preferred Action for the Denver Metroplex 
Project. Therefore, VFR aircraft were not included in the analysis. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
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Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 425   Submitted by: Watson, Gail 
Comment Received: Dear Sir/Madam: I am writing yet again to protest the Denver Metroplex Project 
and the Final Environmental Assessment specifically as it relates to Gilpin County. There was no 
public meeting held over the years this project has been moving forward. It is unconscionable and 
indefensible to concentrate flight paths over a small rural mountain community without any community 
engagement, on the ground experience or thorough investigation of our landscape, wildlife, historical 
buildings and people. I have met many veterans who are already feeling the pain of increased flights 
over head that trigger their PTSD. They moved to a quiet rural county with low ambient noise 
specifically to avoid the triggers that living in the Denver Metro area brings. The same can be said for 
the friends who have hyperacusis and cannot live in towns or cities due to the constant noise of city 
life. As a county commissioner, I was only contacted once, in April of this year. Since then my 
research shows that there were three meetings held in Boulder and at one of those meetings a Boulder 
resident suggested moving the western paths south - right into Gilpin County airspace. How is it 
possible that one person can change your plans? Doesn’t this change require an EA and a public 
meeting in the affected area? All responses from the FAA have been autocratic and meaningless. There 
is no due process afforded Gilpin County and our Federal government forgets that their purpose is to 
serve the people not rule over them with questionable “projects”. There is a very committed and 
engaged group of citizens in Gilpin County fighting this and I wholeheartedly join them in saying NO 
to the increase in jet noise we already have and the additional impacts that your ZIMMER and COORZ 
paths will bring. 
 
Topics Identified in the Comment 

● COORZ SID - Move IPALE Waypoint 0.7 
Nautical Miles 
● DOT Section 4(f) Resources 
● Existing Arcraft Noise 
● Historical and Cultural Resources 
● Physical and Mental Health 

● Public Outreach/Public Involvement 
● Projected Changes in Aircraft Noise 
Exposure 
● ZIMMR SID  
 
 

FAA Response for Comment #425 Topics 
 
COORZ SID - Move IPALE Waypoint 0.7 Nautical Miles: The commenter requests that the FAA 
consider modifying the proposed COORZ (RNAV) SID by moving the location of the IPALE 
waypoint 0.7 nautical miles south from the original location.  The FAA reviewed the proposal while 
also considering the effects of weather and winds in the area. Rapidly changing atmospheric conditions 
and convective activity over the Front Range requires air traffic control to build in a greater margin of 
safety to than the minimum separation standards for aircraft. The FAA determined the proposal would 
reduce the built-in margin of safety, thus limiting the procedures for air traffic control to efficiency 
manage air traffic on the proposed COORZ (RNAV) SID and CONNR (RNAV) SID. 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
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evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
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Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Historical and Cultural Resources: The commenter mentioned the Environmental Assessment (EA) 
excludes the impact of noise at or below the Day Night Average Sound Level (DNL) of 65 decibels 
(dB) on noise sensitive areas, including historic and cultural properties. To comply with NEPA 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric; the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.    
   
However, the FAA recognizes that this standard may not be relevant to historical and cultural 
resources. As shown in Table 5-2, a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB 
increase in areas exposed to DNL 45 to 60 dB are considered reportable noise increases. In Section 5.6 
of the Final EA, the noise modelling analysis for the proposed Denver Metroplex Project indicated two 
areas of reportable noise grid points, which were investigated for the presence of historic and cultural 
properties. The FAA focused its efforts on identifying historic properties in the two areas of potential 
effect that could receive noise increases and considered the potential for overflight to introduce visual 
effects that could cause an alteration in the character of the historic property that qualify it for the 
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National Register of Historic Places (National Register).  As depicted in Exhibit 5-2, the two areas are 
associated with the proposed aircraft flight procedures for Denver International Airport: the COORZ 
Area Navigation (RNAV) Standard Instrument Departure (SID) for westbound departures, the SLEEK 
(RNAV) SID for southbound departures.   
   
Under Section 106 of the National Historic Preservation Act, the FAA completed consultation with 
State and Local governments having jurisdiction or special expertise over historic and cultural 
resources. Additionally, the FAA entered into government-to-government consultation with forty-eight 
Native American Tribes having a legacy of occupation in the State of Colorado. Consultation with all 
of these parties did not identify any historic properties within the areas of potential effect for which a 
quiet setting is a characteristic that qualifies it for the National Register, and that therefore could be 
affected at the lower level of reportable noise exposure. The FAA also considered the potential for the 
introduction of visual elements that could diminish the integrity of the property’s historic features. We 
compared the proposed procedures with current flight tracks within the areas of potential effect, and 
determined that there would be no new areas overflown, and therefore no potential to introduce new 
visual elements. The proposed procedures would not introduce flight tracks over sensitive areas 
changing any existing impacts on those historic properties and cultural resources. Consultation did not 
identify any traditional and cultural properties within the APE for which aircraft noise and/or aircraft 
overflights would have an effect on a historic property’s characteristics qualifying that property for the 
National Register. Therefore, the proposed Denver Metroplex Project would not have an adverse effect 
on historic properties. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 



5 
 

from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
ZIMMR SID: The commenter requests that the FAA consider moving the flight path of the proposed 
ZIMMR (RNAV) SID southward from the location that was depicted at the workshops for the Draft 
Environmental Assessment. Based on the comments, the FAA completed a comprehensive analysis of 
the proposal to amend the flight procedure design of the proposed ZIMMR (RNAV) SID. The FAA 
modified the proposed ZIMMR (RNAV) SID by moving the location of the RALFI waypoint an 
additional 0.7 nautical miles to the south and east from the original location on the proposed ZIMMR 
(RNAV) SID. The new location of the RALFI waypoint creates a lateral shift of approximately 2.0 
nautical miles south of the location of the existing flight path of the published FOOOT (RNAV) SID 
procedure. The ZIMMR RNAV SID flight procedure will overfly north of the Gilpin County boundary. 
However, rapidly changing atmospheric conditions and convective activity over the Front Range may 
require air traffic control to build in a greater margin of safety to than the minimum separation 
standards for aircraft which may affect aircraft on the ZIMMR RNAV SID flight procedure. 
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Comments-Responses 

Comment# 426   Submitted by: Watson, Gail 
Comment Received: Dear Sir/Madam: 
Gail Watson 
19411 Hwy 119 
Black Hawk, Colorado 80422 
I am writing yet again to protest the Denver Metroplex Project and the Final Environmental 
Assessment specifically as it relates to Gjlpin County. There was no public meeting held 
over the years this project has been moving forward. It is unconscionable and indefensible 
to concentrate flight paths over a small rural mountain community without any community 
engagement, on the ground experience or thorough investigation of our landscape, wildlife, 
historical buildings and people. 
I have met many veterans who are already feeling the pain of increased flights over head 
that trigger their PTSD. They moved to a quiet rural county with low ambient noise specifically 
to avoid the triggers that living in the Denver Metro area brings. The same can be said 
for the friends who have hyperacusis and cannot live in towns or cities due to the constant 
noise of city life. 
As a county commissioner, I was only contacted once, in April of this year. Since then my 
research shows that there were three meetings held in Boulder and at one of those meetings 
a Boulder resident suggested moving the western paths south - right into Gilpin 
County airspace. How is it possible that one person can change your plans? Doesn't this 
change require an EA and a public meeting in the affected area? All responses from the 
FAA have been autocratic and meaningless. There is no due process afforded Gilpin County 
and our Federal government forgets that their purpose is to serve the people not rule over 
them with questionable "projects': 
There is a very committed and engaged group of citizens in Gilpin County fighting this and 
I wholeheartedly join them in saying NO to the increase in jet noise we already have and 
the additional impacts that your ZIMMER and COORZ paths will bring. 
 
Topics Identified in the Comment 

● DOT Section 4(f) Resources 
● Historical and Cultural Resources 
● Physical and Mental Health 
● Projected Changes in Aircraft Noise 
Exposure 

● ZIMMR SID  
 
 

FAA Response for Comment #426 Topics 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
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However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Historical and Cultural Resources: The commenter mentioned the Environmental Assessment (EA) 
excludes the impact of noise at or below the Day Night Average Sound Level (DNL) of 65 decibels 
(dB) on noise sensitive areas, including historic and cultural properties. To comply with NEPA 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric; the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
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forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.    
   
However, the FAA recognizes that this standard may not be relevant to historical and cultural 
resources. As shown in Table 5-2, a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB 
increase in areas exposed to DNL 45 to 60 dB are considered reportable noise increases. In Section 5.6 
of the Final EA, the noise modelling analysis for the proposed Denver Metroplex Project indicated two 
areas of reportable noise grid points, which were investigated for the presence of historic and cultural 
properties. The FAA focused its efforts on identifying historic properties in the two areas of potential 
effect that could receive noise increases and considered the potential for overflight to introduce visual 
effects that could cause an alteration in the character of the historic property that qualify it for the 
National Register of Historic Places (National Register).  As depicted in Exhibit 5-2, the two areas are 
associated with the proposed aircraft flight procedures for Denver International Airport: the COORZ 
Area Navigation (RNAV) Standard Instrument Departure (SID) for westbound departures, the SLEEK 
(RNAV) SID for southbound departures.   
   
Under Section 106 of the National Historic Preservation Act, the FAA completed consultation with 
State and Local governments having jurisdiction or special expertise over historic and cultural 
resources. Additionally, the FAA entered into government-to-government consultation with forty-eight 
Native American Tribes having a legacy of occupation in the State of Colorado. Consultation with all 
of these parties did not identify any historic properties within the areas of potential effect for which a 
quiet setting is a characteristic that qualifies it for the National Register, and that therefore could be 
affected at the lower level of reportable noise exposure. The FAA also considered the potential for the 
introduction of visual elements that could diminish the integrity of the property’s historic features. We 
compared the proposed procedures with current flight tracks within the areas of potential effect, and 
determined that there would be no new areas overflown, and therefore no potential to introduce new 
visual elements. The proposed procedures would not introduce flight tracks over sensitive areas 
changing any existing impacts on those historic properties and cultural resources. Consultation did not 
identify any traditional and cultural properties within the APE for which aircraft noise and/or aircraft 
overflights would have an effect on a historic property’s characteristics qualifying that property for the 
National Register. Therefore, the proposed Denver Metroplex Project would not have an adverse effect 
on historic properties. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 



4 
 

Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
ZIMMR SID: The commenter requests that the FAA consider moving the flight path of the proposed 
ZIMMR (RNAV) SID southward from the location that was depicted at the workshops for the Draft 
Environmental Assessment. Based on the comments, the FAA completed a comprehensive analysis of 
the proposal to amend the flight procedure design of the proposed ZIMMR (RNAV) SID. The FAA 
modified the proposed ZIMMR (RNAV) SID by moving the location of the RALFI waypoint an 
additional 0.7 nautical miles to the south and east from the original location on the proposed ZIMMR 
(RNAV) SID. The new location of the RALFI waypoint creates a lateral shift of approximately 2.0 
nautical miles south of the location of the existing flight path of the published FOOOT (RNAV) SID 
procedure. The ZIMMR RNAV SID flight procedure will overfly north of the Gilpin County boundary. 
However, rapidly changing atmospheric conditions and convective activity over the Front Range may 
require air traffic control to build in a greater margin of safety to than the minimum separation 
standards for aircraft which may affect aircraft on the ZIMMR RNAV SID flight procedure. 
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Comments-Responses 

Comment# 427   Submitted by: Watson, Gail 
Comment Received: Subject: Denver Metroplex EA and Errata 
Dear Sir or Madam: 
This letter is in response to the FAA' s Denver Metroplex Final Environmental 
Assessment (EA) and Errata dated November 13, 2019. 
The FAA has stated it does not intend to hold public workshops or a round table in 
Gilpin County because it is not required by NEPA. This is a clear breach of trust 
and not in keeping with the stated goal of the Metroplex Project to "involve the 
public, engage with communities, and give meaningful consideration to 
community concerns and views as we make aviation decisions that affect them." 
The Final EA appears to be the last opportunity the County has to comment on the 
changes to text, exhibits, tables, and appendices as well as comments related to 
Section 106 of the National Historic Preservation Act. 
The County has numerous concerns with the EA proposed action as it relates to 
significant impacts under NEPA. The county's noise exposure, aircraft hazard 
exposure, and degradation of historical properties is of grave concern. The EA does 
not fully consider and evaluate the potential for permanent significant impacts to 
Gilpin County, wildlife, environment, historical assets or to its residents. The FAA 
failed to schedule a public input meeting in Gilpin County while surprisingly the 
proposed EA states one person in Boulder County caused the proposed routes to 
be pushed further south into Gilpin County. Further, the FAA has failed to facilitate 
a public workshop or roundtable with the County and its residents as part of this 
EA review or in any capacity at all. 
Avoiding explanation of the current and proposed future aircraft routes as 
described in the EA/Errata is not in the public's interest and is averse to appropriate 
public policy approaches. Public outreach in affected areas is a best practice and 
although not required, it puts Gilpin County at a disadvantage compared to 
communities like Boulder County where you chose to hold not one but three 
meetings. Comments from those meetings come at the expense of our quality of 
life. As noted above, the FAA has also changed routes based on input in a Boulder 
County meeting that had no basis in fact, but instead on preference. 
The FAA proposes to make changes to aircraft flights over Gilpin County which have not been 
accurately studied. Ach1al noise and its effects on threatened species, residents and our environment 
have not been collected and analyzed as to how Gilpin County will ultimately be impacted . The 
addition of noise generated by the concentrated flight paths will have a greater impact due to the low 
ambient noise level in our ru ral mountain community. Apparently, the FAA has adopted a public 
policy approach that damages wildlife, property and veterans with disabilities including residents 
with combat related PTSD without adequately studying the impacts of the proposed flight paths. 
Exhibit 4-6, in the Final EA meant to address Environmental Justice shows half of Gilpin County as 
having a low-income population, therefore it is very disturbing that you place an additional burden 
on an identified disadvantaged community. The FAA appears willing to gamble on potential future 
lawsuits to demonstrate damages instead of working with us to find sui table alternatives. How could 
one comment move a flight path from Boulder County and place it in Gilpin County and yet the 
collective voice shared by Gilpin County citizens is left unheard? 
Gilpin County requests the following: 
J . FAA's commitment to stop designing new routes until community meetings have been held in 
Gilpin County; 
2. Extend the 32-day comment period (please see the letter dated December 20,2019, from the Gilpin 
County Historical Advisory Commission); 
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3. FAA's agreement to measure ach1al noise levels, perform related mapping and analysis and the 
impacts to our wildlife, people and historical sites. 
In addition, we support the FAA's abandonment of the Final EA with its proposed aircraft routes 
over Gilpin County all together so that the more appropriate and structured process of an 
Environmental Impact Statement may commence. Abandon this effort as it relates to airspace above 
Gilpin County and return the aircraft flight paths to 2016 routes, as our community already had its 
fair disbursed share at that time. 
Sincerely, 
Linda Isenhart   Gail Watson   Ron Engels    
Chair    Commissioner   Commissioner 
C: Stephen Dickson, FAA Administrator 
David Suomi, FAA Administrator, NW Mountain Reg ion 
Congressman Joe Neguse 
US Senator Cory Gardner 
US Senator Michael Bennet 
Senator Tammy Story 
House Speaker KC Becker 
 
 
Topics Identified in the Comment 

● Comment Period 
● DOT Section 4(f) Resources 
● Environmental Justice 
● Historical and Cultural Resources 
● Physical and Mental Health 
● Public Outreach/Public Involvement 

● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
● West SIDs 
 
 

FAA Response for Comment #427 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
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This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
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Environmental Justice: An environmental justice analysis considers the potential for impact on 
minority and low-income populations of the proposed Denver Metroplex Project as compared to the No 
Action Alternative. In weighing whether the proposed Denver Metroplex Project raises environmental 
justice concerns, the FAA considers whether a proposed action may have disproportionately high and 
adverse human health or environmental effects on minority and low-income populations. This analysis 
draws on the findings of the other impact analyses, particularly noise, land use, and air quality. If these 
factors exist, there is not necessarily a significant impact; rather, the FAA must evaluate these factors 
in light of context and intensity to determine if there are significant impacts.   
   
Implementation of the proposed Denver Metroplex Project would not adversely affect air quality or 
land use within the General Study Area. Additionally, the results of the noise modelling analysis 
alternative indicate that changes in aircraft noise exposure would be below the threshold of significance 
when comparing the proposed Denver Metroplex Project and the No Action Alternative. As a result, 
there are no disproportionate impacts on minority, or low-income populations of the proposed Denver 
Metroplex Project as compared to the No Action Alternative. 
 
Historical and Cultural Resources: The commenter mentioned the Environmental Assessment (EA) 
excludes the impact of noise at or below the Day Night Average Sound Level (DNL) of 65 decibels 
(dB) on noise sensitive areas, including historic and cultural properties. To comply with NEPA 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric; the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.    
   
However, the FAA recognizes that this standard may not be relevant to historical and cultural 
resources. As shown in Table 5-2, a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB 
increase in areas exposed to DNL 45 to 60 dB are considered reportable noise increases. In Section 5.6 
of the Final EA, the noise modelling analysis for the proposed Denver Metroplex Project indicated two 
areas of reportable noise grid points, which were investigated for the presence of historic and cultural 
properties. The FAA focused its efforts on identifying historic properties in the two areas of potential 
effect that could receive noise increases and considered the potential for overflight to introduce visual 
effects that could cause an alteration in the character of the historic property that qualify it for the 
National Register of Historic Places (National Register).  As depicted in Exhibit 5-2, the two areas are 
associated with the proposed aircraft flight procedures for Denver International Airport: the COORZ 
Area Navigation (RNAV) Standard Instrument Departure (SID) for westbound departures, the SLEEK 
(RNAV) SID for southbound departures.   
   
Under Section 106 of the National Historic Preservation Act, the FAA completed consultation with 
State and Local governments having jurisdiction or special expertise over historic and cultural 
resources. Additionally, the FAA entered into government-to-government consultation with forty-eight 
Native American Tribes having a legacy of occupation in the State of Colorado. Consultation with all 
of these parties did not identify any historic properties within the areas of potential effect for which a 
quiet setting is a characteristic that qualifies it for the National Register, and that therefore could be 
affected at the lower level of reportable noise exposure. The FAA also considered the potential for the 
introduction of visual elements that could diminish the integrity of the property’s historic features. We 
compared the proposed procedures with current flight tracks within the areas of potential effect, and 
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determined that there would be no new areas overflown, and therefore no potential to introduce new 
visual elements. The proposed procedures would not introduce flight tracks over sensitive areas 
changing any existing impacts on those historic properties and cultural resources. Consultation did not 
identify any traditional and cultural properties within the APE for which aircraft noise and/or aircraft 
overflights would have an effect on a historic property’s characteristics qualifying that property for the 
National Register. Therefore, the proposed Denver Metroplex Project would not have an adverse effect 
on historic properties. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
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(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
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implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 428   Submitted by: Watson, Gail 
Comment Received: Subject: Denver Metroplex EA and Errata 
Dear Sir or Madam: 
This letter is in response to the FAA' s Denver Metroplex Final Environmental 
Assessment (EA) and Errata dated November 13, 2019. 
The FAA has stated it does not intend to hold public workshops or a round table in 
Gilpin County because it is not required by NEPA. This is a clear breach of trust 
and not in keeping with the stated goal of the Metroplex Project to "involve the 
public, engage with communities, and give meaningful consideration to 
community concerns and views as we make aviation decisions that affect them." 
The Final EA appears to be the last opportunity the County has to comment on the 
changes to text, exhibits, tables, and appendices as well as comments related to 
Section 106 of the National Historic Preservation Act. 
The County has numerous concerns with the EA proposed action as it relates to 
significant impacts under NEPA. The county's noise exposure, aircraft hazard 
exposure, and degradation of historical properties is of grave concern. The EA does 
not fully consider and evaluate the potential for permanent significant impacts to 
Gilpin County, wildlife, environment, historical assets or to its residents. The FAA 
failed to schedule a public input meeting in Gilpin County while surprisingly the 
proposed EA states one person in Boulder County caused the proposed routes to 
be pushed further south into Gilpin County. Further, the FAA has failed to facilitate 
a public workshop or roundtable with the County and its residents as part of this 
EA review or in any capacity at all. 
Avoiding explanation of the current and proposed future aircraft routes as 
described in the EA/Errata is not in the public's interest and is averse to appropriate 
public policy approaches. Public outreach in affected areas is a best practice and 
although not required, it puts Gilpin County at a disadvantage compared to 
communities like Boulder County where you chose to hold not one but three 
meetings. Comments from those meetings come at the expense of our quality of 
life. As noted above, the FAA has also changed routes based on input in a Boulder 
County meeting that had no basis in fact, but instead on preference. 
The FAA proposes to make changes to aircraft flights over Gilpin County which have not been 
accurately studied. Ach1al noise and its effects on threatened species, residents and our environment 
have not been collected and analyzed as to how Gilpin County will ultimately be impacted . The 
addition of noise generated by the concentrated flight paths will have a greater impact due to the low 
ambient noise level in our ru ral mountain community. Apparently, the FAA has adopted a public 
policy approach that damages wildlife, property and veterans with disabilities including residents 
with combat related PTSD without adequately studying the impacts of the proposed flight paths. 
Exhibit 4-6, in the Final EA meant to address Environmental Justice shows half of Gilpin County as 
having a low-income population, therefore it is very disturbing that you place an additional burden 
on an identified disadvantaged community. The FAA appears willing to gamble on potential future 
lawsuits to demonstrate damages instead of working with us to find sui table alternatives. How could 
one comment move a flight path from Boulder County and place it in Gilpin County and yet the 
collective voice shared by Gilpin County citizens is left unheard? 
Gilpin County requests the following: 
J . FAA's commitment to stop designing new routes until community meetings have been held in 
Gilpin County; 
2. Extend the 32-day comment period (please see the letter dated December 20,2019, from the Gilpin 
County Historical Advisory Commission); 
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3. FAA's agreement to measure ach1al noise levels, perform related mapping and analysis and the 
impacts to our wildlife, people and historical sites. 
In addition, we support the FAA's abandonment of the Final EA with its proposed aircraft routes 
over Gilpin County all together so that the more appropriate and structured process of an 
Environmental Impact Statement may commence. Abandon this effort as it relates to airspace above 
Gilpin County and return the aircraft flight paths to 2016 routes, as our community already had its 
fair disbursed share at that time. 
Sincerely, 
Linda Isenhart   Gail Watson   Ron Engels    
Chair    Commissioner   Commissioner 
C: Stephen Dickson, FAA Administrator 
David Suomi, FAA Administrator, NW Mountain Reg ion 
Congressman Joe Neguse 
US Senator Cory Gardner 
US Senator Michael Bennet 
Senator Tammy Story 
House Speaker KC Becker 
 
 
Topics Identified in the Comment 

● Comment Period 
● DOT Section 4(f) Resources 
● Environmental Justice 
● Historical and Cultural Resources 
● Physical and Mental Health 
● Public Outreach/Public Involvement 

● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
● West SIDs 
 
 

FAA Response for Comment #428 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
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This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
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Environmental Justice: An environmental justice analysis considers the potential for impact on 
minority and low-income populations of the proposed Denver Metroplex Project as compared to the No 
Action Alternative. In weighing whether the proposed Denver Metroplex Project raises environmental 
justice concerns, the FAA considers whether a proposed action may have disproportionately high and 
adverse human health or environmental effects on minority and low-income populations. This analysis 
draws on the findings of the other impact analyses, particularly noise, land use, and air quality. If these 
factors exist, there is not necessarily a significant impact; rather, the FAA must evaluate these factors 
in light of context and intensity to determine if there are significant impacts.   
   
Implementation of the proposed Denver Metroplex Project would not adversely affect air quality or 
land use within the General Study Area. Additionally, the results of the noise modelling analysis 
alternative indicate that changes in aircraft noise exposure would be below the threshold of significance 
when comparing the proposed Denver Metroplex Project and the No Action Alternative. As a result, 
there are no disproportionate impacts on minority, or low-income populations of the proposed Denver 
Metroplex Project as compared to the No Action Alternative. 
 
Historical and Cultural Resources: The commenter mentioned the Environmental Assessment (EA) 
excludes the impact of noise at or below the Day Night Average Sound Level (DNL) of 65 decibels 
(dB) on noise sensitive areas, including historic and cultural properties. To comply with NEPA 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric; the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.    
   
However, the FAA recognizes that this standard may not be relevant to historical and cultural 
resources. As shown in Table 5-2, a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB 
increase in areas exposed to DNL 45 to 60 dB are considered reportable noise increases. In Section 5.6 
of the Final EA, the noise modelling analysis for the proposed Denver Metroplex Project indicated two 
areas of reportable noise grid points, which were investigated for the presence of historic and cultural 
properties. The FAA focused its efforts on identifying historic properties in the two areas of potential 
effect that could receive noise increases and considered the potential for overflight to introduce visual 
effects that could cause an alteration in the character of the historic property that qualify it for the 
National Register of Historic Places (National Register).  As depicted in Exhibit 5-2, the two areas are 
associated with the proposed aircraft flight procedures for Denver International Airport: the COORZ 
Area Navigation (RNAV) Standard Instrument Departure (SID) for westbound departures, the SLEEK 
(RNAV) SID for southbound departures.   
   
Under Section 106 of the National Historic Preservation Act, the FAA completed consultation with 
State and Local governments having jurisdiction or special expertise over historic and cultural 
resources. Additionally, the FAA entered into government-to-government consultation with forty-eight 
Native American Tribes having a legacy of occupation in the State of Colorado. Consultation with all 
of these parties did not identify any historic properties within the areas of potential effect for which a 
quiet setting is a characteristic that qualifies it for the National Register, and that therefore could be 
affected at the lower level of reportable noise exposure. The FAA also considered the potential for the 
introduction of visual elements that could diminish the integrity of the property’s historic features. We 
compared the proposed procedures with current flight tracks within the areas of potential effect, and 



5 
 

determined that there would be no new areas overflown, and therefore no potential to introduce new 
visual elements. The proposed procedures would not introduce flight tracks over sensitive areas 
changing any existing impacts on those historic properties and cultural resources. Consultation did not 
identify any traditional and cultural properties within the APE for which aircraft noise and/or aircraft 
overflights would have an effect on a historic property’s characteristics qualifying that property for the 
National Register. Therefore, the proposed Denver Metroplex Project would not have an adverse effect 
on historic properties. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
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(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 



7 
 

implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 429   Submitted by: Weatherholt, Scott 
Comment Received: The air traffic that currently flys west out of DIA seems to be in a relatively 
dispersed pattern by the time they get over the front range.  This allows everyone in and along the 
range to enjoy the beautiful place they call home with as much peace and tranquility possible in this 
crazy busy world of ours.  I can easily say that not one person moved to the mountains so they can hear 
and see jets fly in a highway like corridor over their home.  Also  Coal Creek canyon offers access to 
thousands of recreational activities enjoyed  not only by the residents  but also by the millions of 
people living in the Denver metro area as well as the booming outdoor recreational tourist industry that 
is one of the main life bloods of the economy not only in Denver but specifically in Gilpin county. 
 
Consolidation of this air traffic will not help other areas but will hurt one specifically.  One of the last 
places within a reasonable distance to Denver where you actually feel like youâ€™re in  Colorado. 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
● West SIDs 

 
 

FAA Response for Comment #429 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
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Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 430   Submitted by: Weaver, Sam 
Comment Received: On behalf of the Boulder City Council and the Board of Boulder County 
Commissioners we are writing to request that 
the period of public comment for the Denver Metroplex Final Environmental Assessment (EA) be 
extended to January 
31, 2020. 
In our prior comment letter of June 6, 2019 on this matter, we expressed a number of concerns 
regarding the draft 
Environmental Assessment. Our preliminary analysis of the Final EA indicates that while some 
account was taken of 
our concerns and those of our constituents, significantly increased noise impacts remain a likely 
outcome of the 
changes proposed in the Final EA. Given the complexity of the issues at hand and the impact these 
proposed changes 
would have on our constituents and our community's quality of life, the current 30-day comment period 
ending on 
December 20, 2019 is entirely inadequate for a full and reasonable analysis to be completed and 
provided to the FAA. 
Thank you for your consideration for this request. 
Sincerely, 
Sam Weaver 
Mayor, City of Boulder 
Elise Jones 
Chair, Board of Boulder County Commissioners 
Deb Gardner 
Vice-Chair, Board of Boulder County Commissioners 
Matt Jones 
Boulder County Commissioner 
 
 
Topics Identified in the Comment 

● Comment Period 
● Projected Changes in Aircraft Noise 
Exposure 

 
 

FAA Response for Comment #430 Topics 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
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related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
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Comments-Responses 

Comment# 431   Submitted by: Weeber, Christine 
Comment Received: Please do NOT move ahead with this plan. It will impair our ability to enjoy our 
land  homes  and trails. It will impact our spiritual connection to nature. 
I live in north Gilpin County and work from home full time as an editor. I have environmental 
sensitivities and PTSD  so I need a very quiet work space and living area. My family has spent $500 
000 working to provide a place for me to live that's safe and healthy  and away from noise and 
environmental pollutants. All my eggs are in THIS home. I cannot move. 
 
I live near the top of a mountain  and I've already noticed an uptick in air traffic  with some planes 
flying at low altitudes. The noise is quite impactful at times. 
I lead spiritual ceremonies on my land. My land is my church  my sacred place. I have a right to 
practice my spirituality in a place that is QUIET. 
 
I am surrounded by animals: mountain lion  bear  moose  deer  elk  bobcat  ravens  goshawks  and 
many others. How will they be impacted by this change in flight patterns? You have not done studies 
on the ground in Gilpin County to properly assess potential impacts to humans and wildlife.  
We have almost no human background noise  so planes make an enormous impact. 
 
500 veterans live in this county. Many have PTSD. It's one place they can heal and recover  a quiet and 
serene place. You have not evaluated the impact on this minority community! You have not even met 
with Gilpin residents! Do NOT go forward with this plan until we have had a chance to speak with you. 
And you have not adequately evaluated how the local wilderness and state park areas would be 
impacted. Hundreds of thousands of people come up HERE to recreate and get away from urban noise. 
You are not adequately evaluating the impacts on these areas and on tourism  and thus cannot 
determine whether impairments will occur. 
Enjoyment of my home and land  and of the local wilderness areas WILL be impaired. 
We are a less wealthy county  but we deserve to be recognized for our concerns. You need to meet with 
us right away. 
 
In peace. 
Sincerely  
Christine Weeber 
 
Topics Identified in the Comment 

● Biological Resources 
● DOT Section 4(f) Resources 
● Environmental Justice 
● Existing Arcraft Noise 
● Potential Increase in Aircraft Operations 
● NEPA and FAA Order 1050.1F 

● Public Outreach/Public Involvement 
● Purpose and Need of Project 
● West SIDs 
 
 

FAA Response for Comment #431 Topics 
 
Biological Resources: The greatest potential for impacts to wildlife species would result from wildlife 
strikes on avian and bat species at altitudes below 3,000 feet AGL. Changes to flight paths under the 
Preferred Alternative would primarily occur at or above 3,000 feet AGL. Therefore, the Preferred 
Alternative would not result in significant impacts to avian and bat species when compared with the No 
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Action. The No Action would not involve changes to air traffic flows, land acquisition, construction, or 
other ground disturbance activities. Therefore, the No Action would not result in significant impacts to 
fish, wildlife, or plants. 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
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primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Environmental Justice: An environmental justice analysis considers the potential for impact on 
minority and low-income populations of the proposed Denver Metroplex Project as compared to the No 
Action Alternative. In weighing whether the proposed Denver Metroplex Project raises environmental 
justice concerns, the FAA considers whether a proposed action may have disproportionately high and 
adverse human health or environmental effects on minority and low-income populations. This analysis 
draws on the findings of the other impact analyses, particularly noise, land use, and air quality. If these 
factors exist, there is not necessarily a significant impact; rather, the FAA must evaluate these factors 
in light of context and intensity to determine if there are significant impacts.   
   
Implementation of the proposed Denver Metroplex Project would not adversely affect air quality or 
land use within the General Study Area. Additionally, the results of the noise modelling analysis 
alternative indicate that changes in aircraft noise exposure would be below the threshold of significance 
when comparing the proposed Denver Metroplex Project and the No Action Alternative. As a result, 
there are no disproportionate impacts on minority, or low-income populations of the proposed Denver 
Metroplex Project as compared to the No Action Alternative. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
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Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
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Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 



6 
 

ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 432   Submitted by: Weeks, Phil 
Comment Received: i dont know what anyone is complaining about, but they are, so i figured i'd post 
and say "it's not an issue" 
 
Topics Identified in the Comment 

● No Concerns Identified 
 

 

FAA Response for Comment #432 Topics 
 
No Concerns Identified: Thank you for your comment. 
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Comments-Responses 

Comment# 433   Submitted by: Weide, Dorothy and Lawrence 
Comment Received: "The Denver Metroplex statistics contain inaccuracies and do not address 
legitimate issues in regard to the impact of noise on children, schools and disadvantaged communities. 
We are requesting an Environmental Impact Statement that reflects unbiased research and unbiased 
study into the impact of Denver Metroplex on residents on the ground below airplanes. So far, the 
legitimate concerns and articles submitted to you by citizens affected have fallen on deaf ears and have 
been disregarded by the FAA and/or sluffed off to airports who haven't got the authority or ability to 
change this plan. The FAA is responsible for the decisions for Denver Metroplex. Think of us as real 
people who will suffer terrible consequences daily, all day, for endless years if your program goes 
through as you plan. Think of this as if you and your family, personally will be affected by the 
pollution and stressful, nerve wracking noise of airplanes every minute of the day. STOP THIS PLAN 
from being implemented as you have it now. LISTEN to the people who will suffer from its 
implementation. CARE about us as you would your families, not as inconsequential pawns and puppets 
to play with." This is the second letter of concern and protest that we have submitted to you. Thank you 
for your attention and response to this very important issue to us and to our community. 
 
Topics Identified in the Comment 

● Children's Environmental Health and Safety 
● Environmental Justice 
● Level of NEPA Review 
● NEPA and FAA Order 1050.1F 
● Physical and Mental Health 

● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 
 
 

FAA Response for Comment #433 Topics 
 
Children's Environmental Health and Safety: Concerns were expressed over the long-term negative 
health impacts associated with inhalation of various pollutants, including fine particulate matter and its 
impact on children’s health and cognitive skills such as reading, memory and standardized test scores. 
Pursuant to Executive Order 13045, Protection of Children from Environmental Health Risks and 
Safety Risks, federal agencies are directed, as appropriate and consistent with the agency’s mission, to 
identify and assess environmental health and safety risks that may disproportionately affect children. 
Environmental health risks and safety risks are attributable to products or substances that a child is 
likely to come in contact with or ingest or other products they might use or be exposed to.   
   
As discussed in Section 5.2.1, changes associated with the proposed Denver Metroplex Project would 
occur at or above 3,000 feet Above Ground Level (AGL). Aircraft emissions above the mixing height 
do not have an effect on pollution concentrations at ground level. In addition, changes in air traffic 
procedures above 1,500 feet AGL and below the mixing height “would have little if any effect on 
emissions and ground concentrations.” (72 Fed. Reg. 6641 (February 12, 2007). Accordingly, there 
would be no increase in environmental health and safety risks that could disproportionately affect 
children. 
 
Environmental Justice: An environmental justice analysis considers the potential for impact on 
minority and low-income populations of the proposed Denver Metroplex Project as compared to the No 
Action Alternative. In weighing whether the proposed Denver Metroplex Project raises environmental 
justice concerns, the FAA considers whether a proposed action may have disproportionately high and 
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adverse human health or environmental effects on minority and low-income populations. This analysis 
draws on the findings of the other impact analyses, particularly noise, land use, and air quality. If these 
factors exist, there is not necessarily a significant impact; rather, the FAA must evaluate these factors 
in light of context and intensity to determine if there are significant impacts.   
   
Implementation of the proposed Denver Metroplex Project would not adversely affect air quality or 
land use within the General Study Area. Additionally, the results of the noise modelling analysis 
alternative indicate that changes in aircraft noise exposure would be below the threshold of significance 
when comparing the proposed Denver Metroplex Project and the No Action Alternative. As a result, 
there are no disproportionate impacts on minority, or low-income populations of the proposed Denver 
Metroplex Project as compared to the No Action Alternative. 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Level of NEPA Review: The FAA’s primary mission is to provide the safest, most efficient aerospace 
system in the world. National Environmental Policy Act (NEPA) compliance and other environmental 
responsibilities are integral components of that mission. The FAA is responsible for complying with 
the procedures and policies of NEPA and other environmental laws, regulations, and orders applicable 
to FAA actions. Under NEPA, the Federal Agencies are required to disclose to decision-makers and the 
interested public a clear and accurate description of the potential environmental impacts that could 
arise from proposed Federal actions. The FAA decision-making process must consider and disclose the 
potential impacts of a proposed action and its alternatives on the quality of the human environment.    
   
In meeting its NEPA obligations, the FAA should seek to achieve the policy objectives of 40 CFR § 
1500.2 to the fullest extent possible. Once the FAA determines that NEPA applies to a proposed action, 
it needs to decide on the appropriate level of review. The three levels of NEPA review are Categorical 
Exclusion (CATEX), Environmental Assessment (EA), and Environmental Impact Statement (EIS). An 
EA is a concise public document that briefly provides sufficient evidence and analysis for determining 
whether to prepare an Environmental Impact Statement (EIS) or a Finding of No Significant Impact 
(FONSI). The purpose of an EA is to determine whether a proposed action has the potential to 
significantly affect the human environment. Specifically, the Final EA for the proposed Denver 
Metroplex Project considered the potential effects on the environmental resource categories identified 
in FAA Order 1050.1F. The FAA uses the corresponding thresholds that serve as specific indicators of 
significant impact for some environmental impact categories.    
   
The FAA evaluated the Preferred Alternative and the No Action Alternative, as required under NEPA. 
The results of the analysis indicate that the Preferred Alternative would not exceed the thresholds of 
significance for any of the resource impact categories analyzed. The Final EA presents sufficient 



3 
 

evidence and analysis in determining that preparation of a FONSI is appropriate and that no EIS is 
required in accordance with NEPA. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
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equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 434   Submitted by: Westmeyer, Andrew 
Comment Received: I ask that you not channel the flight paths due to the noise pollution issue.  I'm 
not a biologist  but I can imagine the concentrated noise will affect migration patterns of animals.  This 
is what is driving my request.  Thank you for listening! 
 
Topics Identified in the Comment 

● Biological Resources 
● Projected Changes in Aircraft Noise 
Exposure 

● Purpose and Need of Project 
 
 

FAA Response for Comment #434 Topics 
 
Biological Resources: The greatest potential for impacts to wildlife species would result from wildlife 
strikes on avian and bat species at altitudes below 3,000 feet AGL. Changes to flight paths under the 
Preferred Alternative would primarily occur at or above 3,000 feet AGL. Therefore, the Preferred 
Alternative would not result in significant impacts to avian and bat species when compared with the No 
Action. The No Action would not involve changes to air traffic flows, land acquisition, construction, or 
other ground disturbance activities. Therefore, the No Action would not result in significant impacts to 
fish, wildlife, or plants. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
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for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 435   Submitted by: Wetterow-Langer, Deborah 
Comment Received: First of all, I can't believe you did not consider the occupants of Coal Creek 
Canyon when you made this decision to start routing all of these flights across our neighborhoods. 
Unbelievable, but typical of government. That being said, we already have too many flights passing 
across this area and they are already annoying enough. If you do this, we are going to become the 
nuisance by complaining constantly about the noise. 
 
Topics Identified in the Comment 

● Frequency of Aircraft Overflights 
● Public Outreach/Public Involvement 
● Projected Changes in Aircraft Noise 
Exposure 

 
 

FAA Response for Comment #435 Topics 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
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described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
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exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
 



1 
 

Comments-Responses 

Comment# 436   Submitted by: Whitehead, Sherry 
Comment Received: As a Greenwood Village resident I am concerned about the number of planes that 
fly over our house. Especially concerning is the summer months when there is more low flying aircraft 
that seem to be circling/recreational flying around the neighborhood. It is a noise nuisance. I am also 
concerned about the environmental impact of the exhaust that is emitted by the number of aircraft 
flying over us. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● General Aviation/Visual Flight Rules 
● Potential Increase In Fuel Burn and 
Emissions 

 
 

FAA Response for Comment #436 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
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General Aviation/Visual Flight Rules: The commenter raises concerns that the impacts to general 
aviation and aircraft operating under Visual Flight Rules (VFR) were not considered in the Final 
Environmental Assessment. When operating outside certain categories of controlled airspace, aircraft 
operating under VFR are not required to be in contact with ATC. Because these aircraft operate at the 
pilot’s discretion and are often not required to file flight plans, the FAA has very limited information 
about these operations. Consequently, there is no known source for comprehensive route, altitude, 
aircraft type, and frequency information for VFR operations in the General Study Area. However, even 
if complete information were available for VFR operations, the proposed Denver Metroplex Project 
would not require any changes to routing or altitudes to accommodate these operations. If they could be 
modeled, they would use the same flight routes and altitudes under the No Action Alternative and the 
Preferred Action for the Denver Metroplex Project. Their operations would not be affected by the 
forecast conditions in 2019 (the proposed first year of implementation) and 2024 (five years after 
implementation) for either the No Action Alternative or the Preferred Action for the Denver Metroplex 
Project. Therefore, VFR aircraft were not included in the analysis. 
 
Potential Increase In Fuel Burn and Emissions: The commenter raised a concern regarding aircraft 
emission. As described in Section 5.2.3 of the Final Environmental Assessment under the proposed 
Denver Metroplex Project there would be a slight increase in fuel burn (1.83 percent in 2019 and 1.85 
percent in 2024) when compared to the No Action Alternative. While increased fuel burn corresponds 
with an increase in emissions, operational changes that could result in an increase in fuel burn would 
occur at 3,000 feet AGL or above and would not result in an increase in ground concentrations. Any 
operational changes that could result in an increase in fuel burn would occur at or above 3,000 feet 
AGL. As discussed above, procedures above 3,000 feet AGL are considered a de minimis action, 
would have little if any effect on emissions and ground concentrations of criteria pollutants, and are 
presumed to conform to all applicable State Implementation Plans.( 72 Fed. Reg. 6641 (February 12, 
2007). 
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Comments-Responses 

Comment# 437   Submitted by: Wilks, AM 
Comment Received: This issue came up before  way back when DIA first opened and due to low 
population numbers many westbound flights ended up being directly over Coal Creek Canyon. We as a 
community filed complaints until the FAA started rotating westbound flights to eliminate only one 
canyon getting all the noise. Now you want to change this back to undo all our hard work? If we must 
hear jet noise it should be spread out so not just one canyon or bedroom community must shoulder the 
burden of noise pollution. Make it so this is fair and shared by all who live in the foothills west of 
North Metro Denver. Alternating flight paths going west is the only fair solution so we get some relief 
once in awhile. Saying just South of Nederland IS COAL CREEK CANYON and we count as a 
population. 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #437 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 438   Submitted by: Willey, Briana 
Comment Received: I have tried to understand the Metroplex plan. It is very difficult to do as the 
software requirements exceed my computer's capacity. I was forced to go to the library and review it. 
No wonder you made it so hard......the impact of the plan is devastating to the entire front range area. 
No community is spared  although I noted Boulder county had some diversions as they have put a lot 
of pressure on you. Shame on you for ruining our lives!!!! 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
● West SIDs 

 
 

FAA Response for Comment #438 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
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procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 439   Submitted by: Willey, Charlene 
Comment Received: I lhave lived near RMMA for 25 years. This airport has gone from bringing in a 
modest number of GA planes to one that now hosts 5 flight schools and countless jets throughout the 
day and night. I live in a sea of noise and pollution. The Metroplex plan will make of this so much 
worse!! Flight paths are directly over my house. I am awakened all night long. There is no escape  even 
if I move as the Metroplex plan has a negative impact on virtually all communities in the front range 
area. We have to live here and you are destroying our home. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● General Aviation/Visual Flight Rules 
● Purpose and Need of Project 

 
 

FAA Response for Comment #439 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
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General Aviation/Visual Flight Rules: The commenter raises concerns that the impacts to general 
aviation and aircraft operating under Visual Flight Rules (VFR) were not considered in the Final 
Environmental Assessment. When operating outside certain categories of controlled airspace, aircraft 
operating under VFR are not required to be in contact with ATC. Because these aircraft operate at the 
pilot’s discretion and are often not required to file flight plans, the FAA has very limited information 
about these operations. Consequently, there is no known source for comprehensive route, altitude, 
aircraft type, and frequency information for VFR operations in the General Study Area. However, even 
if complete information were available for VFR operations, the proposed Denver Metroplex Project 
would not require any changes to routing or altitudes to accommodate these operations. If they could be 
modeled, they would use the same flight routes and altitudes under the No Action Alternative and the 
Preferred Action for the Denver Metroplex Project. Their operations would not be affected by the 
forecast conditions in 2019 (the proposed first year of implementation) and 2024 (five years after 
implementation) for either the No Action Alternative or the Preferred Action for the Denver Metroplex 
Project. Therefore, VFR aircraft were not included in the analysis. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 440   Submitted by: Williams, Robert 
Comment Received: I have lived in Nederland for almost 20 years and have noticed a marked increase 
in air traffic over my St. Anton Highlands neighborhood in the last 6-7 years. At certain times of the 
day  jets are routed over us every few minutes  resulting in constant jet noise. I realize that planes have 
to fly somewhere  but we are dealing with a disproportionate share. I respectfully request that the FAA 
disperse the flight path in a way that evenly distributes jets throughout the front range airspace. 
 
Topics Identified in the Comment 

● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● Potential Increase in Aircraft Operations 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #440 Topics 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
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Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
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equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 441   Submitted by: Wills, Justin 
Comment Received: After review of the information provided in the assessment  there are a few 
points of contention that I would like to make. When we purchased our house  there was no indication 
of a change in flight paths for DIA. There was no outreach to our community other than a vague email 
portal. With a limited population  we are prime targets for this push in downgrading our community.  
 
As well  the EIR is unclear on who made the assessments - the FAA?  It seems a conflict of interest to 
supply this information when the community is not intrinsically involved in the process of impact.  
We ask this proposal is reconsidered for a more broad strategy that distributes the impact in a more fair 
and even way. 
 
Topics Identified in the Comment 

● Potential Increase in Aircraft Operations 
● NEPA and FAA Order 1050.1F 
● Public Outreach/Public Involvement 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
● West SIDs 
 
 

FAA Response for Comment #441 Topics 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
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engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 442   Submitted by: Wills, Stephanie 
Comment Received: I strongly oppose the realignment of flight paths into a generalized location  
which is directly over my community. The assessment that there would be no impact on Noise 
Pollution nor Air Pollution is quite appalling. We will absolutely hire an independent lawyer to asses 
these points since basically you have the fox guarding the henhouse on this situation. We are at an 
elevation of 8 400 feet and to assume that a plane flying over us will not disrupt our sanctuary is 
absurd. Who will pay for the decrease in our home values? Not the FAA. Who will fight for us when 
our children start dying of cancer and other issues from the environmental impact you will impose on 
us. Not the FAA. We are a small community that you feel you can push over but trust me  we will fight 
you on this. How dare you!!! Would you like all air traffic to be realigned to fly over your house? Of 
course not. It's an absurd proposal and unnecessary with today's technology. We beg you to reconsider 
the proposal and distribute the burden to a much broader community base than just over our canyon  
our houses  our children. 
 
Topics Identified in the Comment 

● Children's Environmental Health and Safety 
● NEPA and FAA Order 1050.1F 
● Property Values 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
● West SIDs 
 
 

FAA Response for Comment #442 Topics 
 
Children's Environmental Health and Safety: Concerns were expressed over the long-term negative 
health impacts associated with inhalation of various pollutants, including fine particulate matter and its 
impact on children’s health and cognitive skills such as reading, memory and standardized test scores. 
Pursuant to Executive Order 13045, Protection of Children from Environmental Health Risks and 
Safety Risks, federal agencies are directed, as appropriate and consistent with the agency’s mission, to 
identify and assess environmental health and safety risks that may disproportionately affect children. 
Environmental health risks and safety risks are attributable to products or substances that a child is 
likely to come in contact with or ingest or other products they might use or be exposed to.   
   
As discussed in Section 5.2.1, changes associated with the proposed Denver Metroplex Project would 
occur at or above 3,000 feet Above Ground Level (AGL). Aircraft emissions above the mixing height 
do not have an effect on pollution concentrations at ground level. In addition, changes in air traffic 
procedures above 1,500 feet AGL and below the mixing height “would have little if any effect on 
emissions and ground concentrations.” (72 Fed. Reg. 6641 (February 12, 2007). Accordingly, there 
would be no increase in environmental health and safety risks that could disproportionately affect 
children. 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
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proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Property Values: The proposed Denver Metroplex Project involves air traffic control routing changes 
for airborne aircraft only; and does not involve land acquisition, physical disturbance, or construction 
activities. The determination of whether a proposed action may have a significant environmental 
impact under the National Environmental Policy ACT (NEPA) is made by considering the relevant 
environmental impact categories and comparing impact to the FAA’s thresholds of significance as 
outlined in FAA Order 1050.1F. The assessment of property values is not an environmental impact 
category as outlined in FAA Order 1050.1F. To the extent applicable, and as there are no significant 
impacts under noise or compatible land use, the proposed Denver Metroplex Project is compatible with 
existing and planned land uses, and the applicable regulations and policies of federal, state, and local 
agencies. A limited number of studies have attempted to measure the impact of aircraft noise on 
property values. Specific studies of the impact of noise at the Study Airports on real property values 
have not been conducted and are not required. Studies conducted at other national airports have 
concluded that airport noise only has a slight impact on property values within the Day Night Average 
Sound Level 65 decibels or greater noise contour around airports. Additionally, comparison of older 
studies to more recent studies indicates that the impact was greater in the 1960s, when jet aircraft first 
entered the fleet. This decrease presumably is the result of stabilization of real estate markets following 
an initial adjustment to noisier jets, and of noise reduction in more modern Stage 3 or better aircraft. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
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implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 443   Submitted by: Wilsdon, Alex 
Comment Received: I live in Nederland  CO and am acutely aware of the noise of regular air traffic 
over town and understand that you are proposing to increase the volume of traffic over our town. I am 
strongly opposed to this given the impact on many thousand of people who live in Nederland and the 
closely surrounding areas. Please considering moving the flight paths to avoid the area around 
Nederland where the majority of people live. 
Thanks! 
 
Topics Identified in the Comment 

● Potential Increase in Aircraft Operations 
● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
 
 

FAA Response for Comment #443 Topics 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
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investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 444   Submitted by: Wirth, Theresa 
Comment Received: I vehemently oppose the MetroPlex Plan that intends to consolidate inbound and 
outbound Western Flights over Gilpin County. 
 
This may be the politically expedient choice  as we are a small county that can be "dismissed" by as 
large an organization as the FAA  but it is certainly not the moral or ethical choice. 
You held NO meetings in our County over the past 2 years  allowed NONE of the people who will be 
affected by this decision to have their questions answered or their voices heard. 
Denver ranks 11 out of 12!!! in "carbon footprint reduction " which is hardly worth destroying the 
peace and quiet of an entire community! 
We who live here do without the amenities of the suburbs or the cities and consider our natural 
environment  a haven for wildlife  worth the trade-off of other conveniences. 
We are the gateway to Wilderness Areas including James Peak and encompass a great deal of Golden 
Gate State Park. 
We are a respite from the hectic hustle and bustle of life for residents and visitors alike! 
We have ALREADY absorbed more air noise pollution over the past 4 years; to ask us to shoulder the 
ENTIRE BURDEN of these flight paths is abhorrent. 
I have no idea if you've "simulated" how this noise will affect us or if you've actually ever set foot in 
our community to hear it LIVE  but it is already at a level that is difficult to bear. 
You owe us  at the VERY LEAST  a meeting UP HERE  in OUR COUNTY  to let us ask our 
questions and have our voices heard. 
I'm well aware that our Board of Commissioners and Representative Neguse have requested meetings 
up here. It is your duty to respond and honor these requests. 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● Existing Arcraft Noise 
● Forecast/Future Operations 
● Noise Modelling Analysis 

● Public Outreach/Public Involvement 
● Purpose and Need of Project 
 
 

FAA Response for Comment #444 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
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Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
   
The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
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http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Forecast/Future Operations: The purpose of the proposed Denver Metroplex Project, as described in 
Chapter 2 of the Final Environmental Assessment (EA), is to improve the efficiency of aircraft arrival 
and departure procedures and airspace utilization in the Denver Metroplex airspace. The FAA designed 
the metroplex initiative to optimize air traffic control (ATC) procedures and airspace on a regional 
scale. Optimized ATC procedures takes advantage of technological advances in navigation, such as 
Area Navigation (RNAV), while ensuring that aircraft not equipped to use RNAV flight procedures 
continue to have access to the National Airspace System. This approach addresses airspace congestion 
and other factors that reduce airspace efficiency in busy metroplex areas. The overall intent is to use 
limited airspace as efficiently as possible for congested metroplex areas.   
   
Aircraft flight schedules for the forecasted change in the number of aircraft operations at the Study 
Airports were prepared to support the aircraft noise analysis for the proposed Denver Metroplex Project 
Final EA. Three flight schedules were developed to represent the average annual day (AAD) flight 
activity at the Study Airports, corresponding to the years assessed for aircraft noise conditions and used 
to model future aircraft noise exposure. The AAD does not reflect a particular day, but is meant to 
represent a typical day over a period of a year. The forecast was based on the FAA’s 2018 Terminal 
Area Forecast (TAF), modified for 2019 and 2024 with additional details using previously identified 
arrival/departure times, aircraft types, and origin/destination information. The TAF is the official 
forecast of aviation activity at FAA facilities and is updated annually. The AAD flight schedules only 
include operations conducted by aircraft operating under Instrument Flight Rules (IFR) because the 
proposed Denver Metroplex Project involves the design of standard instrument arrival and departure 
procedures, which are only used by aircraft operating under IFR.    
   
Based on the data in the TAF, there is an anticipated increase in average annual day air carrier traffic to 
Denver International Airport between the years 2019 and 2024. The proposed Denver Metroplex 
Project used the forecast data to model noise for 2019 and 2024 conditions. The noise modeling 
analysis indicated that the proposed Denver Metroplex project would not result in changes to noise 
exposure that exceed the significant noise threshold for the forecasted years of 2019 and 2024. More 
detail related to the development of the forecasts is provided in Appendix H: Denver Metroplex Flight 
Schedules Technical Report available on the Project website at 
http://www.metroplexenvironmental.com/denver_metroplex/denver_docs.html. 
 
Noise Modelling Analysis: To comply with the National Environmental Policy Act (NEPA) 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric. DNL is the FAA’s primary metric used to establish a yearly day/night average of cumulative 
noise energy exposure of individuals to noise resulting from aviation activities. The noise analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR). IFR-filed aircraft activity was 
forecasted for the years 2019 and 2024 and used to model conditions under both the No Action 
Alternative and the Preferred Alternative.   
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The FAA’s noise guidelines for compliance with NEPA define a significant impact as an increase of 
DNL1.5 dB in areas exposed to aircraft noise of DNL 65 and higher. Using these criteria, the noise 
analysis results indicate that the Preferred Alternative when compared to the No Action Alternative 
would not result in a DNL 1.5 dB or higher increase in sensitive areas exposed to DNL 65 dB or 
higher.     
   
The compatibility of noise sensitive land use is evaluated through comparison with the compatibility 
guidelines provided in 14 CFR Part 150, Appendix A, table 1. The guidelines focus on areas exposed to 
noise levels of DNL 65 dB and greater. However, the FAA recognizes that this standard may not be 
relevant to certain noise sensitive areas. As shown in Table 5-2, a 3 dB increase in areas exposed to 
DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 to 60 dB are considered reportable 
noise increases. The FAA prepared the noise modelling analysis of the proposed flight procedures to 
account the reportable noise criteria. Experience has indicated that DNL increases 5 dB or more at 
cumulative levels well below DNL 65 dB could be disturbing to people and become a source of public 
concern.    
   
The FAA identified three areas with lower levels of aircraft noise exposure, specifically, an increase of 
DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB.  Although this would result in a 
reportable aircraft noise exposure DNL 5 dB increase in areas exposed to DNL between 45 dB and 60 
dB, the project does not introduce noise that would affect the features, or attributes associated with the 
three areas that would adversely affect it. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
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equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
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Comments-Responses 

Comment# 445   Submitted by: Woodworth, Mark 
Comment Received: Nice WORK  PLEASE KEEP ME INFORMED. 
 
Topics Identified in the Comment 

● No Concerns Identified 
 

 

FAA Response for Comment #445 Topics 
 
No Concerns Identified: Thank you for your comment. 
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Comments-Responses 

Comment# 446   Submitted by: Woollenweber, Leslie 
Comment Received: Dear Sir or Madam, Thank you for the opportunity to submit comments 
regarding the Denver Metroplex project. As residents of Golden Gate Canyon in Jefferson County, we 
are writing to express the following comments and concerns over the project and its impacts to this 
area: Golden Gate Canyon is a rural area of the foothills that is valued for its natural beauty, wildlife 
habitat and quiet rural character despite being relatively close to the Denver Metro area. The canyon 
had many periods of silence that are now consistently ruined by the loud noise of jet aircraft flying at 
low altitudes above ground level due to the elevation and topography. Noise annoyance has also 
increased significantly between the hours of 10pm and 6am, with the noise disrupting sleep and, 
therefore, impairing health. We oppose any measures under the project that will allow aircraft to fly 
directly over or in the vicinity of Golden Gate Canyon in a concentrated manner (high frequency of 
flights at any time of day) and any measures that allow aircraft to fly over or in the vicinity of the 
canyon between the hours of 10pm and 6am. We support any methods of air traffic management that 
will reduce the number of flights directly over the entire length of Golden Gate Canyon. We oppose 
methods such as vectoring that will continue to allow flights to cross the canyon. The increase in noise 
as well as the negative impact of both individual aircraft and contrails on the visual character of the 
canyon, is having a profoundly negative impact on the quality of life in the canyon and surrounding 
areas, including Golden Gate Canyon State Park, a treasured state asset. We support measures to 
reduce the number of aircraft flying directly over the canyon. We oppose any increase in air traffic 
within the COORZ flight path because of the impact of increased noise over the canyon and the 
significant impact on the visitor experience in Golden Gate Canyon State Park, the latter due to 
increased jet noise and the negative impact of jet aircraft on the visual character of the Park. It is well 
documented that many wildlife species depend on hearing to catch prey or avoid predators, particularly 
after dark. The increase in jet noise that has occurred and will increase within and near the footprint of 
the proposed flight paths, particularly in areas that have heretofore been devoid of such noise levels, 
will negatively impact hunting and avoidance success with the consequence of reducing species 
numbers and vitality, an impact that was not addressed in the Environmental Assessment. We request 
that the impact of jet noise on wildlife, beyond strikes and the stated absence of ground disturbance, be 
more thoroughly assessed before any changes/increases to flight frequency be implemented. Impacts on 
both listed and non-listed species should be studied and particularly on the Mexican spotted owl (Strix 
occidentalis lucida), listed as threatened. The technique of noise modeling, as opposed to sampling, 
utilized for the Environmental Assessment is inadequate. Further, the omission of areas experience 
noise levels below 45 db for consideration of noise impacts is also inadequate. Noise impacts/increases 
in rural areas such as Golden Gate Canyon that regularly experience(d) periods of near silence and 
levels of noise below 45 db would, therefore, not have been considered as noise sensitive areas 
requiring further study. We request that noise sampling be conducted throughout the canyon and 
surrounding areas to precisely measure the actual noise levels that are currently being experienced, 
with the objective of accurately determining the increase and impact of noise in these areas with the 
proposed changes. As the FAA is aware, the residents of Golden Gate Canyon were not directly 
notified of community meetings being held regarding the project and were, therefore, unaware of 
opportunities to provide input. This represents a significant failure of the process to collect public input 
from residents that will dramatically be affected by the proposed changes. We request that a public 
meeting(s) be conducted at which the residents of Golden Gate Canyon and other unincorporated areas 
of Jefferson and Gilpin Counties be allowed to provide additional input regarding the project before 
any of the proposed changes are slated to take effect. The significant increase in jet air traffic over 
Golden Gate Canyon and the ridge lines to the north and south over the past year is negatively 
impacting the visual character, rural aspect and wildlife habitat in the area to a significant extent due to 
excessive jet engine noise and the visual annoyance of overhead flights. The loudness and level of 
noise annoyance, the duration of flights crossing over the canyon particularly at low altitudes above 
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ground level over terrain at 8,000’ elevation and above, and the frequency of flights, sometimes as little 
as one to four minutes apart, are excessive and entirely inappropriate for this rural area. We oppose any 
changes that will increase these damaging effects and support changes that will reduce concentrated air 
traffic over the canyon and the surrounding mountain areas. I request that my/our personal identifying 
information be withheld. Respectfully, Leslie Woollenweber Ferdinand Stupka 
 
Topics Identified in the Comment 

● DOT Section 4(f) Resources 
● Existing Arcraft Noise 
● Potential Increase in Aircraft Operations 
● Noise Modelling 
● Physical and Mental Health 
● Public Outreach/Public Involvement 

● Projected Changes in Aircraft Noise 
Exposure 
● Sleep Disturbance/Speech Interference 
 
 

FAA Response for Comment #446 Topics 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
   
Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
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reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
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303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Noise Modelling: The commenter raised concerns with the noise modelling methodology. The noise 
analysis of the Preferred Alternative compared to the No Action Alternative completed for the Final 
Environmental Assessment (EA) was prepared using the Aviation Environmental Design Tool (AEDT) 
version 2d, which is the FAA’s required noise model. The FAA uses AEDT to model noise for flight 
track changes over large areas to analyze noise associated with the No Action Alternative and the 
Denver Metroplex Project proposed action. The AEDT 2d modelling tool provides detailed modelling 
to evaluate the effects of high-altitude airspace changes from the ground level up to 18,000 feet Above 
Ground Level. The AEDT 2d model utilizes an extensive aircraft performance and sound level 
database that includes information on variations in sound attributed to different types of aircraft and 
aircraft engines, aircraft speed, climb and descent thrust, and the altitude along a route. Detailed terrain 
data was inputted into the AEDT 2d model, which accounts for the elevation of each grid point or 
population centroid when calculating the distance between the grid point and the aircraft. The aircraft 
noise analysis prepared for the Denver Metroplex Project Final EA was conducted in compliance with 
FAA Order 1050.1F. 
 
Physical and Mental Health: The FAA implements NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1). The Final Environmental 
Assessment (EA) for the proposed Denver Metroplex Project considered the potential effects on the 
environmental resource categories identified in FAA Order 1050.1F. The FAA uses the corresponding 
thresholds that serve as specific indicators of significant impact for some environmental impact 
categories. . The FAA has not established a significance threshold for general physical and mental 
health concerns. However, regulations pursuant to Executive Order 13045, Protection of Children from 
Environmental Health Risks and Safety Risks require the FAA to assess environmental health risks and 
safety risks that may disproportionately affect children. As discussed in Chapter 5, the proposed 
Denver Metroplex Project would not exceed the thresholds of significance for the resource categories 
analyzed in the Final EA. Accordingly, there would be no increase in environmental health and safety 
risks that would disproportionately affect children. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 
and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
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Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Sleep Disturbance/Speech Interference: The commenter recommended calculating different types of 
supplemental noise metrics to explain sleep disturbance and/or speech interference. A benefit of 
supplemental noise metrics is to help the public reach a better understanding of potential noise impacts. 
If the noise modelling analysis indicates a potential significant impact, FAA Order 1050.1F 
recommends additional information related to the human response to noise that is appropriate for the 
specific proposal. Additional information may include supplemental metrics applicable to sleep 
disturbance and/or speech interference. Such supplemental noise analysis is not, by itself, a measure of 
adverse aircraft noise or significant aircraft noise impact. As discussed in Chapter 5 of the EA, the 



6 
 

noise modeling analysis indicated that the proposed Denver Metroplex project would not result in 
changes to noise exposure that exceed the significant noise threshold for the forecasted years of 2019 
and 2024. Therefore, the use of optional supplemental noise metrics are not warranted because they not 
would help explain the potential for cumulative noise exposure. 
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Comments-Responses 

Comment# 447   Submitted by: Worrell, Steven 
Comment Received: I built my house 35 years ago it was vary quite a lot of wild life and and now 
every year the noise is getting worse and worse and don’t see hardly any wildlife also when you’re 
living above 9000 the planes are getting louder and much closer I think it’s going to destroy our way of 
life and community putting a supper air high way over our head and have less sleep 
 
Topics Identified in the Comment 

● Biological Resources 
● Existing Arcraft Noise 
● Potential Increase in Aircraft Operations 
● Purpose and Need of Project 

● Sleep Disturbance/Speech Interference 
 
 

FAA Response for Comment #447 Topics 
 
Biological Resources: The greatest potential for impacts to wildlife species would result from wildlife 
strikes on avian and bat species at altitudes below 3,000 feet AGL. Changes to flight paths under the 
Preferred Alternative would primarily occur at or above 3,000 feet AGL. Therefore, the Preferred 
Alternative would not result in significant impacts to avian and bat species when compared with the No 
Action. The No Action would not involve changes to air traffic flows, land acquisition, construction, or 
other ground disturbance activities. Therefore, the No Action would not result in significant impacts to 
fish, wildlife, or plants. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
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Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Sleep Disturbance/Speech Interference: The commenter recommended calculating different types of 
supplemental noise metrics to explain sleep disturbance and/or speech interference. A benefit of 
supplemental noise metrics is to help the public reach a better understanding of potential noise impacts. 
If the noise modelling analysis indicates a potential significant impact, FAA Order 1050.1F 
recommends additional information related to the human response to noise that is appropriate for the 
specific proposal. Additional information may include supplemental metrics applicable to sleep 
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disturbance and/or speech interference. Such supplemental noise analysis is not, by itself, a measure of 
adverse aircraft noise or significant aircraft noise impact. As discussed in Chapter 5 of the EA, the 
noise modeling analysis indicated that the proposed Denver Metroplex project would not result in 
changes to noise exposure that exceed the significant noise threshold for the forecasted years of 2019 
and 2024. Therefore, the use of optional supplemental noise metrics are not warranted because they not 
would help explain the potential for cumulative noise exposure. 
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Comments-Responses 

Comment# 448   Submitted by: Xia, Ling 
Comment Received: ***Please kindly withhold my personal identity information when making the 
comments public. 
 
My family have been living and working in Greenwood Village over the last 10 year. We have seen 
Centennial Airport getting busier in the last few years. We're happy for the business growth in the area. 
However  there have been more annoying low flying aircraft noises in the area.  
 
The most troublesome noise come from the military jets flying by. Since last summer  we have seen an 
increasing amount of VERY loud military jets flying by. It feels as if they're skipping though roofs. I 
understand AFA is an hour away in Colorado Springs. However  it's quite troublesome when AFA jets 
conduct such low fly training over an highly populated residential area and a very busy Denver Tech 
Center. It's unsafe and disruptive to normal life and business activities in this area.  
 
Something needs to be done to correct this issue. 
 
Topics Identified in the Comment 

● Altitude/Mean Sea Level 
● Existing Arcraft Noise 
● Withold Personal Identifying Information  

 
 

FAA Response for Comment #448 Topics 
 
Altitude/Mean Sea Level: Airspace classes are defined by regulations in 14 CFR part 71. Class A 
airspace covers the highest altitudes of above 18,000 feet Mean Sea Level. Unless specially authorized, 
all aircraft in Class A airspace must operate under Instrument Flight Rules. Class B airspace generally 
includes airspace from the surface to 10,000 feet Mean Sea Level around the busiest airports and is 
individually tailored to contain all published instrument flight procedures for that airport. Class B 
airspace typically consists of a surface area around the airport and two or more layers that increase in 
size. Airspace altitudes are expressed in Mean Sea Level because it is a consistent measurement for 
aircraft flight operations, while Above Ground Level varies with the local terrain. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
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http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 
   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
Withold Personal Identifying Information: Commenters were made aware of the following 
statement with their comment submission - "Please be aware that your name, address, phone number, 
email address, or other personal identifying information in your comment may be made publicly 
available at any time.  You may include in your comment a request to withhold your personal 
identifying information, however we cannot guarantee that we will be able to do so". 
  
 



1 
 

Comments-Responses 

Comment# 449   Submitted by: Yeatts, Jaime 
Comment Received: I dont understand why you think ANYONE would want an airplane every 30 
seconds flying over their home! This is not fair to the residents of Coal Creek Canyon! 
 
Topics Identified in the Comment 

● Frequency of Aircraft Overflights 
● Purpose and Need of Project 
● West SIDs 

 
 

FAA Response for Comment #449 Topics 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
   
To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
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Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
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The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
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Comments-Responses 

Comment# 450   Submitted by: YOUNG, ROY 
Comment Received: Reiteration of comments made in a submission for the Draft EA for the Denver 
Metroplex on June 5 2019   #514  which were either not addressed in the November 2019 responses or 
ignored completely: 
 
1.  " FAA is not living up to the public pledge on the FAA website that "these efforts are designed to 
reduce the environmental impacts of aviation in absolute terms  including those related to community 
noise..." for the Denver Metroplex EA. 
 
The ZIMMR 1 preferred alternative is identical to the current FOOOT departure which began  in 2013  
without an EA and has increased low flying aircraft traffic of the Indian Peaks Wilderness including 
campgrounds and trailheads  none of which is addressed in this  Final EA draft or the responses.  
Please see USFS map of the area directly impacted by both the current FOOOT departure and the 
preferred alternative ZIMMR 1. This shows the very popular recreation places including the 4th of July 
trailhead  Arapaho Pass  the Arapaho glacier trails  and Buckingham campground. 
 
Not including a noise impact analysis for these resources violates the Department of Transportation Act 
of 1966  Section 4*f)  the National Environmental Policy Act of 1969  the Wilderness Act of 1964  and 
FAA Order 1050.1F  Environmental Impacts: Policies and Procedures  June 2015.  
The ONLY analysis for impacts on the natural soundscape for wilderness is for arrivals which cross the 
Lost Creek Wilderness trails near Pine and Bailey  Colorado. 
 
The AEDT model shows only "existing noise exposure from July 1  2016 through June 30  2017" 
ignoring ambient sound levels from before the FOOOT departure began  AEDT does not have ANY 
ambient sound measurements during quiet period in either the Indian Peaks Wilderness or the James 
Peak Wilderness (IPW and JPW)  and ignores the continuous ramping up of departures since FOOOT 1 
using averages in place of real time departure concentration and intensity. In Nederland  we call this 
concentration of low flying aircraft "The Sky That Roars."  No model in the Metrolex EA even uses 
measurements for the altitude AGL as these airplanes cross directly over Nederland (8250') or the IPW 
(10 000 to 13 400 feet). Without altitude for AGL and ambient noise measurements in the impacted 
high altitude IPW  this analysis of "noise compatible land use" is meaningless. Table 4-5 does not  as 
claimed "establish a baseline for existing aircraft noise exposure. 
" 
One low flying passenger aircraft EVERY FIVE MINUTES July 11th  2018 mid-day time of peak 
summer recreation use. Census data which the AEDT model relies upon is mis-leading and biased 
since it does not count campers  hikers  tourists or other part-time visitors. 
 
See page 5-2 of the Draft EA  DOT sec 4(f): "resources that are protected by Sec 4(f) are publicly 
owned land from a...recreation area of national  state or local significance. Substantial impairment 
occurs when the activities  features or attributes of the resource that contribute to its significance or 
enjoyment are substantially diminished. This is demonstrably the case yet Table 5-1 concludes NO 
IMPACT for 2019 or 2024! 
 
In addition FAA Order 1050.1F "stipulates that changes in exposure of DNL 5dB or greater in areas 
exposed to aircraft noise between DNL45dB and 60dB should be considered for airspace actions  
SUCH AS CHANGES TO AIR TRAFFIC ROUTES."  
I agree.  The preferred alternative change from FOOOT3 to ZIMMR1 leaves the departure centerline 
directly over Nederland and the IPW in direct violation of FAA Order 1050 1(f). 
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The critical guidance NOT followed or ADDRESSED by either the Draft EA or the Preferred 
Alternative in the FInal EA Draft is in Sec 11.3.1  Significance Determination which reds " Special 
consideration needs to be given to the evaluation of visitors. . .where other noise is very low and a quiet 
setting is a generally recognized purpose and attribute."  The EA again ignores its own required 
guidance in Table 5-1  giving incomplete and inaccurate models which are based on July 2016 to June 
2017   a full three years after the FOOOT west departure was established and low flying aircraft noise 
began to ramp up.  This table used no real noise monitoring data from BEFORE FOOOT  only models 
as baseline which never accounted for impacts at high altitudes over Nederland or in the IPW.  By 
2016-2017 overflights were already reaching 60-65 dB 
beneath FOOOT. Instead Table 5-1 claimed NO IMPACT for 2019 or 2024 for noise since it was 
based  erroneously  on model data from 2016-2017 AFTER FOOOT departures had already ramped up. 
ZIMMR still crosses the IPW natural sound expectation area referred to in DOT 4(f). 
 
Roy Young 
PO Box 1260 
Nederland  CO 80466 
 
Topics Identified in the Comment 

● 2012 Environmental Assessment 
● Altitude/Mean Sea Level 
● Comment Period 
● DOT Section 4(f) Resources 
● Existing Arcraft Noise 
● Frequency of Aircraft Overflights 
● NEPA and FAA Order 1050.1F 
● Noise Modelling Analysis 

● Public Outreach/Public Involvement 
● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 
● ZIMMR SID  
 
 

FAA Response for Comment #450 Topics 
 
2012 Environmental Assessment: The proposed Denver Metroplex Project addresses the problem of 
inefficiency of the existing aircraft flight ATC procedures in the Denver Metroplex airspace. This 
problem is due to the use of older Area Navigation (RNAV) procedures and air traffic control 
techniques and strategies applied in the 2012 project, FAA RNAV and RNP Procedures at Denver 
International Airport, Centennial Airport and Rocky Mountain Metropolitan Airport (2012 RNAV). 
The 2012 RNAV procedures were implemented to improve the safety and efficiency of the Denver 
airspace and respond to the growing need for efficiency as the airport operations in the Denver airspace 
increased.    
   
In August 2012, the FAA completed its thorough and careful environmental review and decision-
making process, and issued a Finding of No Significant Impact / Record of Decision (FONSI/ROD) to 
announce and document certain Federal actions and decisions in compliance with the National 
Environmental Policy Act of 1969 [142 U.S.C. Section 4321, et seq.], the implementing regulations of 
the Council on Environmental Quality  [140 CFR Parts 1500-15081] and FAA directives [Order 
1050.1, Environmental Impacts: Policies and Procedures]. The 2012 RNAV FONSI/ROD provided the 
final Federal determinations and approvals based on environmental analysis and findings in the 2012 
RNAV Final Environmental Assessment. The 2012 RNAV FONSI/ROD was also used by the FAA to 
demonstrate and document its compliance with the several procedural and substantive requirements of 
aeronautical, environmental, programmatic, and other statutes and regulations that apply to FAA 
decisions and actions. 
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Altitude/Mean Sea Level: Airspace classes are defined by regulations in 14 CFR part 71. Class A 
airspace covers the highest altitudes of above 18,000 feet Mean Sea Level. Unless specially authorized, 
all aircraft in Class A airspace must operate under Instrument Flight Rules. Class B airspace generally 
includes airspace from the surface to 10,000 feet Mean Sea Level around the busiest airports and is 
individually tailored to contain all published instrument flight procedures for that airport. Class B 
airspace typically consists of a surface area around the airport and two or more layers that increase in 
size. Airspace altitudes are expressed in Mean Sea Level because it is a consistent measurement for 
aircraft flight operations, while Above Ground Level varies with the local terrain. 
 
Comment Period: The FAA is committed to involving the public in the environmental review process 
as required by the National Environmental Policy Act (NEPA) and FAA regulations, policies and 
procedures. In determining the length of the comment period, the FAA considered the type of proposed 
action, the potential for impacts, and community controversy. As a result of the changes to the Draft 
Environmental Assessment (EA) text, exhibits, tables, and appendices by the FAA, the FAA released a 
Final EA on November 18, 2019, for a thirty-two (32) day public review and comment period to 
receive comments on the changes, as well as on the preliminary determinations made under Section 
106 of the National Historic Preservation Act. The public comment period closed on December 20, 
2019. After the conclusion of the public review period for the Draft EA, the FAA reviewed all 
comments from the public as well as feedback from airports, agencies, and elected representatives 
related to proposed procedure designs. Comments were correlated with the applicable proposed 
procedures, and analysis was conducted to determine whether community concerns could be addressed 
through minor design modifications while still meeting the purpose and need of the Project. 
 
DOT Section 4(f) Resources: To comply with NEPA requirements, the FAA has issued guidance on 
assessing aircraft noise in FAA Order 1050.1F. This guidance requires that aircraft noise analysis use 
the yearly Day-Night Average Sound Level (DNL) metric for the impact of noise at or below the DNL 
of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and schools. 
This is the FAA’s primary metric used to establish a yearly day/night average of cumulative noise 
energy exposure of individuals to noise resulting from aviation activities. The noise modelling analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR) for the No Action Alternative and the 
Preferred Alternative for the forecasted years 2019 and 2024. The noise modeling analysis indicated 
that the proposed Denver Metroplex project would not result in changes to noise exposure that exceed 
the significant noise threshold for the forecasted years of 2019 and 2024.   
   
However, the FAA recognizes that this standard may not be relevant to certain publically owned parks, 
recreational areas, wildlife and waterfowl refuges, and public and private historic sites. As shown in 
Table A5.1 in Appendix I Denver Metroplex Noise Technical Report, Appendix 5, the FAA 
downloaded the inventory of resources protected under Section 4(f) within the General Study Area 
from the readily available federal, state, and local data sources listed. As shown in Table A5.2 
Department of Transportation Act, Section 4(f) Single Point Properties and Historic and Cultural 
Resources Inventory and Nosie Exposure Results, 2,509 individual noise grid points representing 
Section 4(f) resources and historical/cultural properties are identified within the General Study Area. 
Additionally, Table A5.3 Department of Transportation Act, Section 4(f) Multi-Point Properties and 
Historic and Cultural Resources Inventory and Noise Exposure Results, identifies noise values 
modeled at 62, 050 individual noise grid points representing 1, 744 Section 4(f) resources and 
historical/cultural properties within the General Study Area. These resources include the Indian Peaks 
Wilderness, James Peak Wilderness, the Golden Gate Canyon State Park, and the Eldorado Canyon 
Park.   
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Table 5-2 in the Final EA provides the criteria used to assess the changes in aircraft noise exposure 
attributable to the Preferred Alternative compared to the No Action Alternative. As shown in Table 5-2, 
a 3 dB increase in areas exposed to DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 
to 60 dB are considered reportable noise increases. In Section 5.5 of the Final EA, the noise modelling 
analysis for the Preferred Alternative indicated one reportable noise grid point associated with the 
proposed SSKII Area Navigation (RNAV) Standard Terminal Arrival (STAR) flight procedure. The 
reportable noise grid point is within the Lost Creek Wilderness Area as depicted in Exhibit 5-2. This 
location is along the flight path of the primary southwest airspace arrival gate for the Denver 
International Airport and all airports in the Denver metropolitan area using arrival flight procedures 
through this southwest airspace arrival gate.    
   
The FAA initiated Section 4(f) consultation in April 2017 with the National Park Service 
(Intermountain Region), in September 2019 with the U.S. Forest Service, and in October 2019 with the 
Golden Gate Canyon State Park, to determine if features or attributes associated with the one location 
within the Lost Creek Wilderness would be substantially impaired by this increase. In consultation with 
the National Park Service, it was brought to the FAA’s attention that resources identified for 
assessment include a resource managed by the U.S. Forest Service, Rocky Mountain Region. Under 
Section 4(f), noise would need to be at levels high enough to have negative consequences of a 
substantial nature that amount to a taking of a park or portion of a park for transportation purposes. 
Aircraft flying the proposed SSKII (RNAV) STAR arrival flight procedure would continue using this 
primary southwest airspace arrival gate closely following the historic flight tracks. Consultation did not 
identify any constructive use of any resources protected under Section 4(f) of the Department of 
Transportation Act for which aircraft noise and/or aircraft overflights would have an effect on the 
resource. Therefore, the Preferred Alternative would not result in a constructive use of the Lost Creek 
Wilderness Area. Consequently, the FAA has determined that the Preferred Alternative would not 
result in potential impacts to Section 4(f) properties. 
 
Existing Aircraft Noise: The purpose of the proposed Denver Metroplex Project is to improve 
efficiency in the Denver Metroplex airspace. Addressing current noise issues associated with air traffic 
in the General Study Area is beyond the scope of the proposed Denver Metroplex Project Final 
Environmental Assessment (EA). However, the potential for environmental impacts, including noise 
associated with the proposed Denver Metroplex Project is assessed in the Final EA. Please refer to 
“Appendix E: Basic of Noise” (Pages E-1 through E-11) attached to the April 22, 2019 Draft EA which 
has been duplicated, and attached to this Final EA. Analysis indicates that the Preferred Alternative 
when compared to the No Action Alternative would not result in changes to noise exposure that exceed 
the significant noise threshold. Noise complaints related to local air traffic are best addressed by the 
local airport. Please contact the local airport noise office for further information on existing noise 
concerns and complaints. Contact information for registering noise complaints at the five study airports 
can be found below.  
   
Centennial Airport 
303-790-4709 
http://www.centennialairport.com/index.php/noise/noise-management 
   
Denver International Airport 
303-342-2380 
https://www.flydenver.com/about/administration/noise_management 
   
Greeley-Weld County Airport 
970-336-3000 
http://www.gxy.net/ 



5 
 

   
Northern Colorado Regional Airport  
970-962-2850 
https://www.flynoco.com/ 
   
Rocky Mountain Metropolitan Airport 
303-271-4850 
https://www.jeffco.us/1697/Noise-Complaint-Online-Form 
 
NEPA and FAA Order 1050.1F: The National Environmental Policy Act of 1969 (NEPA) [42 United 
States Code (U.S.C.) §4321 et seq.], requires federal agencies to disclose to decision makers a clear, 
accurate description of the potential environmental impacts that could arise from proposed federal 
actions. Through NEPA, Congress has directed federal agencies to consider environmental factors in 
their planning and decision-making processes and to encourage public involvement in decisions that 
affect the quality of the human environment. As part of the NEPA process, federal agencies are 
required to consider the environmental effects of a proposed action and reasonable alternatives to a 
proposed action, including a no action alternative (i.e., analyzing the potential environmental effects of 
not undertaking the proposed action). The Proposed Action for this Environmental Assessment (EA) is 
the proposed Denver Metroplex Project. The Federal Aviation Administration (FAA) has established a 
process to ensure compliance with the provisions of NEPA through FAA Order 1050.1F, 
Environmental Impacts: Policies and Procedures (FAA Order 1050.1F). The Draft EA and the Final 
EA were prepared in accordance with FAA Order 1050.1F and meet the required elements of the 
National Environmental Policy Act. 
 
Frequency of Aircraft Overflights: In its effort to modernize the National Airspace System (NAS), 
the FAA is developing instrument flight procedures that use advanced PBN technologies. A primary 
component of PBN is Area Navigation or RNAV. RNAV uses the Global Positioning System satellite-
based navigation to allow an RNAV-equipped aircraft to fly a more predictable and efficient route; 
utilizing limited airspace as efficiently as possible for a congested metroplex airspace area. More than 
90 percent of U.S. scheduled air carriers are equipped to use some level of RNAV.    
   
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and 
conventional routes. With PBN, the overall number of aircraft flying in close proximity to a defined 
path is greatly improved for both approach and departure tracks. This will mean aircraft noise exposure 
levels are concentrated on a smaller area, thereby exposing fewer people to aircraft noise than occurs 
with equivalent conventional procedures that may have more dispersed flight tracks. In some areas, 
flight concentration already exists because many RNAV procedures have already been published and 
have been used for several years. There are also many conventional procedures with defined routes 
between two points, which also create a concentration of flight tracks. Table 3-1 in Chapter 3, 
Alternatives, contains a listing of already-published RNAV and conventional flight procedures. 
Accordingly, aircraft concentration along many routes already occurs within the General Study Area 
for the proposed Denver Metroplex Project.    
   
For noise modeling purposes, approximately 90 percent of aircraft to/from major airports on an RNAV 
procedure were forecasted to be located within a half mile of the published route centerline. However, 
all aircraft on an RNAV will be within one mile of the published route centerline. Not all aircraft are 
equipped to operate on an RNAV procedure; therefore, conventional procedures will still be used in the 
Denver Metroplex airspace. Please see Table 3-2 in Chapter 3, Alternatives, for a listing of the 
conventional procedures that are maintained as part of the proposed Denver Metroplex Project.    
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To help maintain safety in the NAS, FAA Air Traffic Control (ATC) will continue to employ air traffic 
management methods and coordination techniques as described in Section 1.2.2 of the Final EA, Air 
Traffic Control within the NAS. Therefore, the FAA expects that some dispersion of flight tracks will 
continue even for some aircraft operating on RNAV procedures. To account for this, the noise model 
includes flight tracks that follow a proposed RNAV flight path but are turned off the flight path at 
designated areas where the FAA has forecasted the likelihood of vectoring or rerouting. The noise 
modelling analysis accounts for both concentration and expected continuation of some dispersion. As 
described in Chapter 5 of the Final EA, changes in noise exposure levels may occur as a result of flight 
path concentration. However, the results of the noise modelling analysis indicate that the Preferred 
Alternative for the Denver Metroplex Project would not exceed the thresholds of significance for 
changes in aircraft noise exposure when compared to the No Action Alternative. 
 
Noise Modelling Analysis: To comply with the National Environmental Policy Act (NEPA) 
requirements, the FAA has issued guidance on assessing aircraft noise in FAA Order 1050.1F. This 
guidance requires that aircraft noise analysis use the yearly Day-Night Average Sound Level (DNL) 
metric. DNL is the FAA’s primary metric used to establish a yearly day/night average of cumulative 
noise energy exposure of individuals to noise resulting from aviation activities. The noise analysis 
evaluated noise exposure to noise sensitive areas within the General Study Area from aircraft 
forecasted to be operating under Instrument Flight Rules (IFR). IFR-filed aircraft activity was 
forecasted for the years 2019 and 2024 and used to model conditions under both the No Action 
Alternative and the Preferred Alternative.   
   
The FAA’s noise guidelines for compliance with NEPA define a significant impact as an increase of 
DNL1.5 dB in areas exposed to aircraft noise of DNL 65 and higher. Using these criteria, the noise 
analysis results indicate that the Preferred Alternative when compared to the No Action Alternative 
would not result in a DNL 1.5 dB or higher increase in sensitive areas exposed to DNL 65 dB or 
higher.     
   
The compatibility of noise sensitive land use is evaluated through comparison with the compatibility 
guidelines provided in 14 CFR Part 150, Appendix A, table 1. The guidelines focus on areas exposed to 
noise levels of DNL 65 dB and greater. However, the FAA recognizes that this standard may not be 
relevant to certain noise sensitive areas. As shown in Table 5-2, a 3 dB increase in areas exposed to 
DNL 60 to 65 dB and a 5 dB increase in areas exposed to DNL 45 to 60 dB are considered reportable 
noise increases. The FAA prepared the noise modelling analysis of the proposed flight procedures to 
account the reportable noise criteria. Experience has indicated that DNL increases 5 dB or more at 
cumulative levels well below DNL 65 dB could be disturbing to people and become a source of public 
concern.    
   
The FAA identified three areas with lower levels of aircraft noise exposure, specifically, an increase of 
DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB.  Although this would result in a 
reportable aircraft noise exposure DNL 5 dB increase in areas exposed to DNL between 45 dB and 60 
dB, the project does not introduce noise that would affect the features, or attributes associated with the 
three areas that would adversely affect it. 
 
Public Outreach/Public Involvement: The FAA is committed to involving the public in the 
environmental review process as required by the National Environmental Policy Act (NEPA) and FAA 
regulations, policies, and procedures. The views and input of communities are important to the FAA as 
the Agency takes the next steps to advance the National Airspace System. Since 2016, the FAA has 
engaged individual communities through holding public workshops in the Denver metropolitan area to 
explore possible solutions to their concerns while ensuring the safety and efficiency of the National 
Airspace System. Twelve public workshops across the Denver metropolitan area were held in 2017, 



7 
 

and an additional twelve between April and May 2019. Feedback received from elected officials and 
airport proprietors, as well as the results from the noise modelling analysis, were used to determine the 
locations for the public workshops. These workshops exceed NEPA requirements, as they are not 
mandated as part of the review process for an Environmental Assessment. The public workshop 
locations, dates, and times were publicized in the Denver Post, posted on the FAA Community 
Involvement website, and the Denver Metroplex Project website, in addition to being publicized 
through social media and local press releases. Both the Draft Environmental Assessment and the Final 
EA were sent electronically to 78 libraries upon public release. Additional outreach was conducted 
with airports, elected officials, government agencies, and Native American Tribes. Comments received 
from the 2017 and 2019 public workshops were considered when designing the proposed flight 
procedures for the Denver Metroplex Project. The FAA has been made aware that some of the libraries 
were not able to provide the electronic version of the Draft Environmental Assessment and/or Final 
Environmental Assessment documents. While the FAA provided the documents in good faith to the 
public libraries. However, the FAA is not certain as to what may have occurred with accessing these 
documents at certain libraries. The FAA acknowledges members of the public may have had the 
difficulties initially in accessing these documents. 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
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(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
ZIMMR SID: The commenter requests that the FAA consider moving the flight path of the proposed 
ZIMMR (RNAV) SID southward from the location that was depicted at the workshops for the Draft 
Environmental Assessment. Based on the comments, the FAA completed a comprehensive analysis of 
the proposal to amend the flight procedure design of the proposed ZIMMR (RNAV) SID. The FAA 
modified the proposed ZIMMR (RNAV) SID by moving the location of the RALFI waypoint an 
additional 0.7 nautical miles to the south and east from the original location on the proposed ZIMMR 
(RNAV) SID. The new location of the RALFI waypoint creates a lateral shift of approximately 2.0 
nautical miles south of the location of the existing flight path of the published FOOOT (RNAV) SID 
procedure. The ZIMMR RNAV SID flight procedure will overfly north of the Gilpin County boundary. 
However, rapidly changing atmospheric conditions and convective activity over the Front Range may 
require air traffic control to build in a greater margin of safety to than the minimum separation 
standards for aircraft which may affect aircraft on the ZIMMR RNAV SID flight procedure. 
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Comments-Responses 

Comment# 451   Submitted by: Zeckser, Heather 
Comment Received: The increased air traffic over Gilpin County should be redirected. I have grown 
up here and now raise my family here. Over the decades we have enjoyed our mountains and wildlife. 
Our area is a destination location for thousands of people everyday. Our wildlife  visitors  and 
residents' experience is negatively impacted by this increased traffic. Please reconsider your routes and 
frequency for the benefit of our area. 
 
Topics Identified in the Comment 

● Potential Increase in Aircraft Operations 
● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 

 
 

FAA Response for Comment #451 Topics 
 
Potential Increase in Aircraft Operations: The FAA does not have the authority to direct or 
influence commercial service providers to provide commercial air carrier services at a particular airport 
or to require them to shift services from one airport to another. Additionally, the FAA and Airport 
Sponsors do not dictate what aircraft use an airport or what aircraft are assigned to commercial air 
carrier routes if the proposed aircraft could safely operate at the proposed airport in compliance with all 
applicable statues.  Public use airports cannot deny access to an aircraft operator if they can safely 
operate at that facility. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
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implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
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Comments-Responses 

Comment# 452   Submitted by: Zevallos, Cesar 
Comment Received: We just bought a vacation home in coal creek. We do not want this proposal to 
go through and ruin the peaceful area i just moved too. We are devastated and would kindly ask to not 
go ahead with proposal. 
 
Topics Identified in the Comment 

● Purpose and Need of Project 
● Suggestions to Change Air Traffic Patterns 
● No Concerns Identified 

 
 

FAA Response for Comment #452 Topics 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
   
The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
No Concerns Identified: Thank you for your comment. 
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Comments-Responses 

Comment# 453   Submitted by: Zimmerman, Eliza 
Comment Received: I strongly oppose the realignment of flight paths into a generalized location, 
which is directly over my community in the mountain areas. The assessment that there would be no 
impact on Noise Pollution nor Air Pollution is not accurate. We are at an elevation as high as 9,500 feet 
and to assume that a plane flying over us will not disrupt our sanctuary is absurd. There are many small 
mountain communities directly west of Denver will be affected as well. We beg you to reconsider the 
proposal and distribute the air traffic to a much broader areas. 
 
Topics Identified in the Comment 

● Air Quality/Air Pollution  
● Projected Changes in Aircraft Noise 
Exposure 
● Purpose and Need of Project 

● Suggestions to Change Air Traffic Patterns 
● West SIDs 
 
 

FAA Response for Comment #453 Topics 
 
Air Quality/Air Pollution: In the United States, air quality is generally monitored and managed at the 
county or regional level. As discussed in Section 4.3.1 of the Final Environmental Assessment (EA), 
the Clean Air Act (CAA), 42 U.S.C. §7401 et seq. (1970), regulates emissions of pollutants into the 
atmosphere from both mobile (e.g., automobiles) and stationary (e.g., factories) sources. To help 
accomplish this task, the CAA requires the Environmental Protection Agency (EPA) to establish the 
National Ambient Air Quality Standards (NAAQS) common air pollutants (referred to as “criteria 
pollutants”). The criteria pollutants include Carbon Monoxide (CO), Lead (Pb), Nitrogen Dioxide 
(NO2), Ozone (O3), Particulate Matter (PM)(up to both 2.5 micrometers [PM2.5] and 10 micrometers 
[PM10]), and Sulfur Dioxide (SO2). The NAAQS establishes two standards: primary standards for 
protection of human health and secondary standards for protection of property and the environment. 
The CAA also requires the states to submit to the EPA a list of geographical areas that do or do not 
conform to the NAAQS. Table 4-2 in Section 4.3.1 of the Final EA identifies those counties and 
regions within the General Study Area that are in nonattainment or maintenance of the NAAQS. There 
are areas within the General Study Area that are in nonattainment for Ozone (O3) and Carbon 
Monoxide (CO). Typically, significant air quality impacts would be identified if an action would result 
in the exceedance of one or more of the NAAQS for any time period analyzed. Section 176(c) of the 
Clean Air Act requires that federal actions conform to the appropriate State Implementation Plan (SIP) 
in order to attain the air quality goals identified in the CAA. However, a conformity determination is 
not required if the emissions caused by a federal action would be less than the de minimis levels 
established in regulations issued by EPA.    
   
The proposed Denver Metroplex Project is presumed to conform with the SIP. The EPA regulations 
identify certain actions that would not exceed these thresholds, including air traffic control (ATC) 
activities and adoption of approach, departure, and en route ATC procedures for aircraft operations 
above the mixing height specified in the applicable SIP (or 3,000 feet above ground level (AGL) in 
places without an established mixing height). FAA Order 1050.1F provides that further analysis for 
NEPA purposes is normally not required where emissions do not exceed the EPA’s de minimis 
thresholds.    
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The proposed Denver Metroplex Project is a type of action that promotes the safe, orderly, and 
expeditious flow of aircraft traffic including airport, approach, departure and en route air traffic control, 
and therefore is presumed to conform as emissions from this type of action is below the applicable de 
minimis levels (40 CFR 93.153(c)(2) (xxii)). In addition, the results of FAA research on mixing heights 
indicate that changes in air traffic procedures above 1,500 ft. AGL and below the mixing height would 
have little if any effect on emissions and ground concentrations (FAA–AEE–00–01, September 2000, 
p. 5). Such actions in the vicinity of the airport are tightly constrained by runway alignment, safety, 
aircraft performance, weather conditions, terrain, and vertical obstructions (FAA Advisory Circulars 
No. 25–13 and No. 91– 53A). Accordingly, air traffic actions below the mixing height are also 
presumed to conform when modifications to routes and procedures are designed to enhance operational 
efficiency (i.e., to reduce delay), increase fuel efficiency, or reduce community noise impacts by means 
of engine thrust reductions. (72 Fed. Reg. 6641 (February 12, 2007)). 
 
Projected Changes in Aircraft Noise Exposure: The commenter raises concerns pertaining to 
projected changes in aircraft noise exposure. Aircraft noise is often the most noticeable environmental 
effect associated with any aviation project. The commenter raised concerns about the effects of the 
Preferred Alternative on noise related to aircraft operations. The commenter mentioned the noise 
modelling analysis excludes the impact of noise at or below the Day Night Average Sound Level 
(DNL) of 65 decibels (dB) on noise sensitive areas, including residences, historic areas, parks and 
schools.   
   
The noise modelling analysis for the forecasted years 2019 and 2024 evaluated noise exposure to 
provide updated estimates of where noise increases may occur. Potential impacts were evaluated under 
2019 and 2024 conditions for both the Preferred Alternative and the No Action Alternative using the 
same methodology and criteria. The noise modelling analysis results indicate that the Preferred 
Alternative, when compared to the No Action Alternative, would not result in changes to aircraft noise 
exposure that exceed the significant noise threshold of DNL 1.5 dB or higher increase in sensitive areas 
exposed to DNL 65 dB or higher for 2019 and 2024. However, the FAA recognizes that this standard 
may not be relevant to certain noise sensitive areas (i.e., historic sites, parks). The FAA refers to noise 
changes meeting the criteria of an increase of DNL +3 dB or more within areas exposed to the DNL 60 
- 65 dB, or an increase of DNL +5 dB or more within areas exposed to the DNL 45 - 60 dB as 
reportable. The results of the noise modelling analysis indicate that no population would be exposed to 
reportable noise increase of DNL +3dB or more within areas between DNL 60 dB and 65 dB. 
However, the FAA identified areas with lower levels of aircraft noise exposure which would 
experience a noticeable increase in noise – specifically, an increase of DNL +5 dB or more within areas 
exposed to the DNL 45 - 60 dB. Areas with noise changes meeting this criteria were further 
investigated for the presence of historic and cultural properties protected under Section 106 of the 
National Historic Preservation Act, and/or properties protected under Section 4(f) of the Department of 
Transportation Act (Section 4(f). Consultation did not identify any traditional and cultural properties, 
for which aircraft noise and/or aircraft overflights would have an effect property’s characteristics 
qualifying that property for the National Register of Historic Places. Additionally, consultation did not 
identify any constructive use of any resource protected under Section 4(f) for which aircraft noise 
and/or aircraft overflights would have an effect on the resource. 
 
Purpose and Need of Project: The purpose for the metroplex initiative is to optimize air traffic control 
(ATC) procedures and airspace on a regional scale. This is accomplished by developing ATC 
procedures that take advantage of technological advances in navigation, such as Area Navigation 
(RNAV) and Required Navigation Performance (RNP) procedures, while ensuring that aircraft not 
equipped to use RNAV flight procedures continue to have access to the National Airspace System. The 
overall intent is to use limited airspace as efficiently as possible for congested metroplex areas.    
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The proposed Denver Metroplex Project addresses the problem of inefficiency of the existing aircraft 
flight ATC procedures in the Denver Metroplex airspace. This problem is due to the use of older 
RNAV ATC procedure techniques and strategies applied in the 2012 project, FAA RNAV and RNP 
Procedures at Denver International Airport, Centennial Airport and Rocky Mountain Metropolitan 
Airport (2012 RNAV). The 2012 RNAV procedures were implemented to improve the safety and 
efficiency of the Denver airspace and respond to the growing need for efficiency as the airport 
operations in the Denver airspace increased. Following implementation and operation of ATC 
procedures designed under this effort, the FAA found that a number of features were hindering the best 
use and application of RNAV RNP procedures in the Denver airspace such as unnecessary procedure 
complexity, the establishment of more procedures than needed, and that the DEN and surrounding 
satellite airport ATC procedures were not segregated, resulting in a diverse mixture of air carrier and 
general aviation air traffic. These issues formed the underlying basis for the application of evolving and 
newer air traffic management strategies and methods.    
   
Refined procedures, strategies, and techniques associated with air traffic management have adjusted 
and improved to better take advantage of RNAV capabilities and to reduce complexity. The proposed 
Denver Metroplex Project would optimize procedures serving the Study Airports by taking advantage 
of the benefits of performance based navigation (PBN). This would be achieved through 
implementation of RNAV procedures that will help improve the efficiency of the airspace in the 
Denver Metroplex, while maintaining or enhancing safety, in accordance with FAA’s mandate under 
federal law. 
 
Suggestions to Change Air Traffic Patterns: FAA determined that the proposed procedures as 
designed provide greater compatibility with other proposed air traffic routes and airspace sector 
designs. 
 
West SIDs: The Draft EA Preferred Alternative West RNAV SIDs (ZIMMR, COORZ, CONNR, 
BAYLR what these fly over) were changed for the Final EA Preferred Alternative due to changes in 
the FAA procedure design criteria, and changes in FAA air traffic control operating procedures. These 
changes necessitated a redesign from a Vector SID flight procedure type to a RNAV SID flight 
procedure type. These changes mean the proposed ZIMMR, COORZ, CONNR, and BAYLR flight 
procedures will change to an RNAV SID procedure, where a departing aircraft flight crew utilize the 
on-board flight management system to follow specific flight procedure requirements along the specific 
flight path. Previous procedure criteria for a departing aircraft included direction by an air traffic 
controller to join a flight path at a location based on the air traffic controller’s discretion in managing 
the air traffic operations.     
   
The proposed ZIMMR RNAV SID flight procedure had additional changes beyond those noted above. 
Recognizing the important role community engagement plays for the successful implementation of the 
DEN Metroplex, public comments were reviewed and considered for potential changes to procedures. 
The FAA analyzed whether flight procedure design modifications to the proposed ZIMMR RNAV SID 
would address community concerns while still meeting the purpose and need of the DEN Metroplex 
Project. The review team included subject matter experts and flight procedure design technical 
specialists. The results of the review indicated that certain changes to the proposed ZIMMR RNAV 
SID flight procedure are possible while meeting the purpose and need of the DEN Metroplex Project. 
The FAA modified the proposed ZIMMR RNAV SID by moving the location of the RALFI waypoint 
an additional 0.7 nautical miles to the south and east from the original location on the proposed 
ZIMMR RNAV SID. The new location of the RALFI waypoint creates a lateral shift of approximately 
2.0 nautical miles south of the location of the existing flight path of the published FOOOT RNAV SID 
procedure. Not all of the changes requested by the public could be incorporated due to the potential 
reduction in air traffic control safety requirements. For example, moving the proposed ZIMMR SID 
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further south than the 2.0 nautical miles would require also moving the proposed COORZ, CONNR 
and BAYLR SID procedures to maintain air traffic control (ATC) separation standards and would 
conflict with inbound traffic to Denver International Airport. Therefore, the proposed COORZ, 
CONNR, and BAYLR RNAV SID flight procedures will closely follow current flight corridors over 
Boulder County and Gilpin County, while the ZIMMR RNAV SID flight procedure will overfly north 
of the Gilpin County boundary. However, rapidly changing atmospheric conditions and convective 
activity over the Front Range may require air traffic control to build in a greater margin of safety to 
than the minimum separation standards for aircraft which may affect aircraft on the ZIMMR RNAV 
SID flight procedure. 
 

 


