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FLL Comments - FAA South-Central Florida Metroplex Draft EA - July 23, 2020
Affected neighborhood,
Commenter

Broward County
Aviation Dept.
(BCAD)

Broward County
Aviation Dept.
(BCAD)
Broward County
Aviation Dept.
(BCAD)

Broward County
Aviation Dept.
(BCAD)

Broward County
Aviation Dept.
(BCAD)

Point of Contact

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181
Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181
Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

South-Central Florida Metroplex

Airport

Procedure

FLL

FAA Draft Metroplex EA
Document

FLL

FAA Draft Metroplex EA
Document

FLL

FAA Draft Metroplex EA
Document

FLL

FLL

FAA Virtual Public
Workshops (Jun 9-11,
2020)

ELSO or ELSO-Like
Procedures

Issue or concern

city, or area(s)

Broward County

Overall, the documentation provided with the Draft Metroplex
EA is very vague and it is difficult to understand the effect that
the procedures are likely to have in communities in Broward
County. While the Google Earth files are helpful, they do not
provide information about the altitudes of aircraft, the volume
or actual location/concentration of overflights.

Broward County

The maps provided within the document were very large in
scale making it difficult for citizens to understand how the
procedures effect their specific community.

Broward County

It was difficult to understand the specific benefits of the
proposed procedures in the Draft Metroplex EA. BCAD suggests
that the benefits be more clearly identified and communicated
to the broader public.

Broward County

As expressed in BCAD’s April 30th, 2020, letter to the FAA,
BCAD remains concerned about the effects of the pandemic on
the virtual workshops and the limited accessibility of some in
our community to the Draft Metroplex EA and the associated
workshops. Our community members have expressed a great
deal of frustration in trying to download and review the
materials and others may not have access to broadband or
digital devices. The lack of hard copy access may have limited
the ability of some community members to effectively review
the EA and provide comments.

Areas west/NW and
east/NE of the airport

Graphic provided?

Slides 5-22; 24-34
Attachment A

BCAD Letter to the
FAA April 30, 2020
Attached

On Monday, June 1st, BCAD received an e-mail in response to
an inquiry from BCAD to the FAA relative to the disposition of
previous comments regarding proposed Metroplex flight
procedures. In response to a BCAD comment suggesting use of
ELSO or ELSO like procedures to reduce the separation in
heading, FAA indicated that the new procedures would result in
a “reduced separation (less than 15 degrees but more than 10
degrees) between simultaneous runway departures”. During
Slides 5-12, 21-22,
the public workshops the week of June 9th, the FAA further
Attachment A
clarified this separation to the public as 11 degrees for
departures to the west (DREDS waypoint). It is BCAD’s
understanding that the future initial headings west would
therefore be 275 degrees (no change) and 286 degrees or a fourdegree reduction in the heading separation from the current
290 heading. Please confirm the reduction in departure
separations and the resulting benefits for surrounding
communities.
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FLL Comments - FAA South-Central Florida Metroplex Draft EA - July 23, 2020
Affected neighborhood,
Commenter

Broward County
Aviation Dept.
(BCAD)

Broward County
Aviation Dept.
(BCAD)

Broward County
Aviation Dept.
(BCAD)

Point of Contact

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

South-Central Florida Metroplex

Airport

FLL

FLL

FLL

Procedure

ELSO or ELSO-Like
Procedures

RNAV Off the Ground

RNAV SIDS - AARPS,
FEELX, REGAE, SNAPR,
and VACAY

city, or area(s)

Issue or concern

Broward County

The FAA has indicated that ELSO or ELSO like procedures have
been incorporated in procedures reflected in the Draft
Metroplex EA. In addition, we also heard from the FAA during
the virtual public workshops that RNAV procedures developed
will keep departing aircraft from FLL south of I-595. The FAA
stated this during the Jun 10th virtual public workshop (55-58
minute). Please confirm which of the procedures in the Draft EA
would operate as ELSO or ELSO-like procedures and will keep
aircraft south of I-595, thereby, providing benefits to
surrounding communities NW of the airport. Also, please verify
the departure headings and departure heading separations for
each.

Broward County

While "RNAV off the ground" is referenced in a few procedures
in Appendix G of the Draft Metroplex EA, there is no description
of what this is or how it differs from other RNAV procedures.
Please provide a description of RNAV off the ground and
identify proposed FLL procedures that would be considered
RNAV off the ground procedures.

The workshop graphics indicate that the flight corridors
associated with the DREDS and SHELZ waypoints are in fairly
narrow corridors on the inside or to the east of those points.
This would imply that these are flyby waypoints and that the
heaviest concentration of aircraft would be to the east or right
of the waypoints. The same comment would apply to all similar
flight tracks/corridors throughout the Metroplex study area.
The “Proposed Flight Tracks” shown in the Google Earth files
appear to reflect a wider path than the corridors reflected in
Davie, Plantation, Sunrise,
the workshop materials or the associated discussion. The
North Tamarac, Pompano
“Proposed Flight Tracks” reflect a 2 nautical mile wide corridor.
Beach, Lauderdale Isles;
The workshop discussion noted that the actual concentration of
Harbor Inlet, Oakland Park
aircraft would likely be in a ½ mile wide corridor for straight
segments and slightly larger area for turning segments. If the
Google Earth flight tracks reflect what was modeled from a
noise standpoint, wouldn’t they disperse the noise exposure
effects of the heavily concentrated tracks thereby reducing the
likelihood that there would be reportable impact? If noise was
modeled for the flight tracks shown in Google Earth, the results
would not appear to reflect the corridors where aircraft will
actually fly.
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Slides 5-22
Attachment A
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FLL Comments - FAA South-Central Florida Metroplex Draft EA - July 23, 2020
Affected neighborhood,
Commenter

Point of Contact

Broward County
Aviation Dept.
(BCAD)

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Broward County
Aviation Dept.
(BCAD)

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Broward County
Aviation Dept.
(BCAD)

Broward County
Aviation Dept.
(BCAD)
Broward County
Aviation Dept.
(BCAD)

Broward County
Aviation Dept.
(BCAD)

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181
Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

South-Central Florida Metroplex

Airport

FLL

FLL

FLL

Procedure

DREDS Waypoint

RNAV SIDS

Noise Modeling

Issue or concern

city, or area(s)

Graphic provided?

It was indicated by the FAA in the June 2020 virtual workshops
that there is a reduction in heading separation from 15 degrees
to 11 degrees reflected in west flow operations (DREDS
Slides 5-12, 21-22,
Lauderdale Isles, Plantation waypoint). Is this waypoint a Fly-over or Fly-by? We
Attachment A
recommend that this waypoint be established as a Fly-over
waypoint to help ensure that aircraft do not make early turns
over the residential communities NW of the airport.
Lauderdale Isles,
Plantation; Davie

As indicated by the FAA in the June 2020 virtual workshops,
please confirm that aircraft departures to the west from FLL will
be south of I-595

Broward County

BCAD understands that the FAA believes that the changes are
unlikely to result in significant noise impacts based on federal
criteria. However, there is a concern that potentially reportable
impacts may be understated due to the methodology used in
modeling the highly concentrated corridors. Given the
community concerns related to implementation of similar
procedures nationally, it is critical to ensure that any reportable
changes in noise exposure are accurately identified and
disclosed. BCAD requests that the FAA review the noise
modeling flight tracks and methodology and revise as
appropriate.
Slides 6, 8, 12, 14,
22, 25, 27, 30, 32,
34 Attachment A

Slides 5-22
Attachment A

FLL

New SIDS and STARS

Broward County

Comparison of existing procedures vs proposed were not
immediately clear. It is difficult for the average citizen to
ascertain the existing vs proposed changes.

FLL

New SIDS and STARS

Broward County

The EA Google Earth files show fairly wide flight corridors. How
will the new procedures change the width of flight corridors?
What width will 90 percent of the aircraft actually fall within?

Slides 5-22; 23-33
Attachment A

Broward County

The EA Google Earth files show a set of tracks for each
procedure "with vectoring". If the purpose of these procedures
is to create more precise routing of aircraft, why is vectoring
being shown? This information is confusing and implies that
large areas beyond the concentrated corridors will also be
affected by the implementation of the new procedures. How
will vectoring be included in the new procedure
implementation?

Slides 6, 8, 10, 12,
14, 16, 18, 22, 25,
27, 30, 32, 34
Attachment A

FLL

New SIDS and STARS

5
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Appendix J-3

FLL Comments - FAA South-Central Florida Metroplex Draft EA - July 23, 2020
Affected neighborhood,
Commenter

Point of Contact

Broward County
Aviation Dept.
(BCAD)

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Broward County
Aviation Dept.
(BCAD)

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Airport

FLL

FLL

Procedure

New STARS

New SIDS and STARS

Broward County
Aviation Dept.
(BCAD)

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

FLL

STARS

Broward County
Aviation Dept.
(BCAD)

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

FLL

CONCK SID

Broward County
Aviation Dept.
(BCAD)

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Broward County
Aviation Dept.
(BCAD)

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Broward County
Aviation Dept.
(BCAD)
Broward County
Aviation Dept.
(BCAD)

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181
Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

South-Central Florida Metroplex

FLL

LLBOW Waypoint

FLL

RNAV STARS - CUUDA
OLAHS

FLL

BNGOS, MHITO,
TWTZR,GLADZ SIDS

FLL

BNGOS, MHITO, GLADZ,
VACAY SIDS

Issue or concern

city, or area(s)

Broward County

The Draft Metroplex EA indicates that in addition to the new
SIDS and STARS there are also 4 new ILS and 5 new RNAV
instrument approach procedures included in the Metroplex
project. The June 1st e-mail response from the FAA to BCAD
indicates that the approach procedures were modified and
provided an example that the “HOLID IAF for Runway 10L was
at or above 2500’ and is now at or above 5000’ to match the
new STAR”. No information related to any of the modified
approach procedures is included in the Draft Metroplex EA.
Please clarify

Broward County

Some communities affected by other Metroplex projects have
expressed significant concerns related to increased
concentrations of flights over their homes. Is there potential for
similar issues with these new metroplex procedures for
Broward County residents?

Broward County

During the FAA June virtual workshops comments were made
indicating that OPD would not necessarily play a major part in
arrivals at FLL. FAA ATC indicated that arrivals on the north
runway would be cleared down to 1500’ so as to allow
separation with aircraft arriving on the south runway. How is
that consistent with what has been discussed with the City of
Weston and your commitment to keep aircraft at higher
altitudes over communities west of the airport?

Graphic provided?

Dania Beach, Davie, West FLL CONCK SID appears to have been removed from the
Plantation, Sunrise, North proposed Draft Metroplex EA procedures, but it is referenced
Tamarac, Fort Lauderdale multiple times through Appendix G. Please verify.

East Fort Lauderdale,
Pompano Beach

It was indicated by the FAA in the June 2020 virtual workshops
that a reduction in heading separation from 15 degrees to 11
degrees is also reflected in east flow operations (LLBOW
waypoint). Is this waypoint a Fly-over or Fly-by? We
recommend that this waypoint be established as a Fly-over
waypoint to help ensure that aircraft do not make early turns
over the beach communities and resorts northeast of the
airport.

Slides 5, 6, 13-18,
21-22 Attachment
A

BCAD and communities to the west have been working with the
Plantation, Weston, Davie, FAA to keep aircraft higher longer while they are transitioning
Cooper City, Southwest from the downwind to the approach. How will the FAA
incorporate "visual approaches" with these procedures to keep
Ranches
aircraft higher over the communities west of the airport?
Plantation, Weston, Davie, Clarify the headings aircraft will use when departing to the
Cooper City, Southwest SEAZZ and TIDEZ waypoints during simultaneous operations
Ranches
from the both runways

Broward County

Why are these SIDS called MIA RNAV SIDS if the RNAV "off the
ground" procedures occurs at FLL?
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FLL Comments - FAA South-Central Florida Metroplex Draft EA - July 23, 2020
Affected neighborhood,
Commenter

Point of Contact

Broward County
Aviation Dept.
(BCAD)

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Broward County
Aviation Dept.
(BCAD)

Broward County
Aviation Dept.
(BCAD)
Broward County
Aviation Dept.
(BCAD)
Broward County
Aviation Dept.
(BCAD)

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181
Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181
Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Broward County
Aviation Dept.
(BCAD)

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Broward County
Aviation Dept.
(BCAD)

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Broward County
Aviation Dept.
(BCAD)

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Broward County
Aviation Dept.
(BCAD)

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

South-Central Florida Metroplex

Airport
FLL

Procedure
RNAV SIDS

Issue or concern

city, or area(s)
Broward County

Did the FAA consider relocating the DREDS waypoint for the
REGAE, AARPS, FEELX and SNAPR RNAV SIDS to the SEAZZ
waypoint to keep aircraft over compatible land use areas south
of I-595 as long as possible?

Broward County

It does not appear that the term “waypoint” is defined in the
Draft Metroplex EA document nor are there any reference to
whether the waypoints for the proposed procedures are “flyby” or “fly-over”. As a result, it is not clear how aircraft will
actually fly the procedures outlined in the Draft Metroplex EA.
It was indicated that aircraft would “fly to” a waypoint in the
public workshop, but exactly what that means is also not clear.
As a result it is impossible for members of the public to
understand how they will be affected by the proposed
procedures. At a minimum, a definition of fly over versus fly to
should be included in the Draft Metroplex EA along with a
description of how aircraft will actually fly the proposed
procedures.

FLL

RNAV SIDS

FLL

All RNAV Procedures

Plantation, Weston, Davie,
Will these procedures inhibit or enhance the ability to conduct
Cooper City, Southwest
simultaneous arrivals or departures?
Ranches

All RNAV Procedures

Plantation, Weston, Davie, How will the local FAA ATC implement the new RNAV
Cooper City, Southwest procedures and reduced separation for simultaneous aircraft
Ranches
departures from FLL?

FLL

FLL

FLL

FLL

FLL

FLL

Graphic provided?
Slides 5-14
Attachment A

AARPS SID

Communities east of the
Everglades

The northbound leg of the west departure should be shifted to
the west to route aircraft over the everglades rather than the
numerous communities east of the everglades.

Slide 5 in
Attachment B

AARPS SID

Pembroke Pines, West
Hollywood, Davie,
Plantation, Sunrise,
Tamarac, Weston

This procedure has the potential to create community concerns
where concentrated tracks cross back over the coast in
Pompano Beach. Additionally, this procedure will concentrate
overflights especially in areas to west between DREDS, SHELZ
and AGERS.

Slides 5-6
Attachment A

BAHIA STAR

West Plantation, Weston,
West & East Fort
Lauderdale, Oakland Park,
Wilton Manors

It appears that the BAHIA STAR is generally consistent with the
existing CURSO STAR, but will generally concentrate tracks
north of the City of Fort Lauderdale during west flow. This could
result in community concerns.

Slides 24-25
Attachment A

CUUDA STAR

East Fort Lauderdale,
Oakland Park, Wilton
Manors, Las Olas;
Plantation, Sunrise

It appears that the CUUDA STAR generally replicates the
existing FISEL STAR with some increased dispersion as aircraft
cross the coast north of the airport. Any changes in frequency
of use could result in community concerns.

Slides 26-27
Attachment A

OLAAS STAR

Arrivals on the north downwind will be shifted farther to the
Riviera Isles, , Las Olas Isles,
north and further concentrated as they cross the coast to use
East Fort Lauderdale,
the BEPAC waypoint resulting in increased overflights between
Victoria Park, South Middle
KEVEY and BEPAC over areas northeast of the airport. This could
River
result in community concerns.
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FLL Comments - FAA South-Central Florida Metroplex Draft EA - July 23, 2020
Affected neighborhood,
Commenter

Point of Contact

Broward County
Aviation Dept.
(BCAD)

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Broward County
Aviation Dept.
(BCAD)

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Broward County
Aviation Dept.
(BCAD)

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Broward County
Aviation Dept.
(BCAD)

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Broward County
Aviation Dept.
(BCAD)

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Broward County
Aviation Dept.
(BCAD)

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Broward County
Aviation Dept.
(BCAD)
Broward County
Aviation Dept.
(BCAD)

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181
Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Airport
FLL

FLL

FLL

FLL

MIA

Procedure

city, or area(s)

Issue or concern

Graphic provided?

TEEKY STAR

Weston and West
Plantation

The TEEKY STAR largely replicates the JINGL STAR and vectoring
may result in more overflights of Weston and West Plantation
during west flow. This could result in community concerns.

Slides 31-32
Attachment A

FEELX, REGAE and
SNAPR SIDs

These procedures will concentrate departing flight paths
Dania Beach, Davie, West west/northwest over different paths than PREDA4 . This may
Plantation, Sunrise, North result in community concerns during west flow, especially in
Tamarac, Fort Lauderdale areas at SHELZ and JMACA and BEEDZ and may concentrate
flights transitioning over coast near Pompano Beach.

TWTZTR SID

Pompano Beach, Dania
Beach, Davie, Weston

This procedure has the potential to create community concerns
where concentrated tracks cross back over the coast in
Pompano Beach. Straight-out paths to west are more consistent
with existing THNDR SID but concentrate departing aircraft over
areas that are currently receiving limited departure overflights

VACAY SID

Pompano Beach, Coral
Springs, Margate, Coconut
Creek, Dania Beach, Davie,
Weston

This procedure has the potential to create community concerns
due to the concentration of aircraft overflights in areas such as
Pompano Beach, Margate, Coconut Creek and Coral Springs.
This procedure may also result in the concentrate of aircraft
overflights in areas to the west between DREDS and SHELZ
waypoints.

Slides 21-22
Attachment A

Southwest Broward

This procedure has the potential to concentrate east departing
flight paths from MIA over locations in south Broward and west
departures may concentrate flights paths over locations in
southwest Broward. While it appears that FLL departures are
vectored to MRENO - as an open SID, this procedure has the
potential to create community concerns where concentrated
tracks cross back over the coast in Pompano Beach.

Slides 15-16
Attachment A

This procedure may concentrate east departing flight paths
from MIA over locations in south/central Broward and FLL west
departures will concentrate flights paths over locations in west
Broward. FLL east flow departures will concentrate flights over
Pompano Beach and areas in northern Broward County. This
could result in community concerns.

Slides 17-18
Attachment A

BNGOS SID

MIA

GLADZ SID

West Broward

FLL

AARPS and TWTZR SIDS

Pompano Beach

FLL

Slides 7-12
Attachment A

All procedures

Various Communities

The YOLLO waypoint potentially concentrates aircraft
transitioning back over land over communities to the north of
the airport. This could result in community concerns.

Slides 13-14
Attachment A

Slides 7, 8, 13, 14
Attachment A

All comments submitted by BCAD in May 2017 and March 2019
are hereby incorporated by reference to the extent that they
See Attachment B
have not been directly addressed previously.

General Notes:
•      SID - Standard Instrument Departure Procedure
•      STAR - Standard Instrument Arrival Procedure
•       ELSO - Equivalent Lateral Spacing Operations
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REVIEW OF FAA SOUTH-CENTRAL
FLORIDA METROPLEX DRAFT EA
ATTACHMENT A
Supporting Graphics for FLL and MIA RNAV
Procedures
July 23, 2020
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OVERVIEW OF METROPLEX - FLL

Appendix J-3

This presentation contains the following information:
• Graphics for 9 proposed RNAV SIDS and 6 proposed RNAV
STARS
– Proposed procedure design from Appendix G of the Draft EA
– Google Earth graphics for proposed procedure and primary tracks
– Google Earth graphics for proposed procedure and primary tracks plus vectoring
tracks
– Google Earth graphics for existing procedure and track graphics plus proposed
procedure layout
– All percentage use information is based on current usage information for the
procedure being replaced as provided by the FAA in Appendix G (if available)
2
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Source: Draft Environmental Assessment for the South-Central Florida Metroplex Project, Appendix G, and associated Google Earth files
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NEW RNAV PROCEDURES SERVING FLL
New FLL Related RNAV Procedures

MIA

FLL

07FA

X

X

X

KFXE

Appendix J-3

KHST

KHWO

KOPF

X

X

X

X

X

KPMP

KTMB

X51

X

X

New RNAV SIDS
FLL AARPS RNAV SID
FLL FEELX RNAV SID

X

FLL REGAE RNAV SID

X

FLL SNAPR RNAV SID

X

FLL TWZTR RNAV SID

X

X

X

X

X

X

X

X

X

X

MIA BNGOS RNAV SID*

X

X

X

X

X

X

X

X

X

X

MIA GLADZ RNAV SID*

X

X

MIA MHITO RNAV SID*

X

X

X

X

X

X

X

X

X

X

MIA VACAY RNAV SID*

X

X

X

X

X

X

X

X

X

X

X

X

X

X

X

X

X

X

New RNAV STARS
FLL BAHIA RNAV STAR

X

FLL CUUDA RNAV STAR

X

FLL KYAKS RNAV STAR

X

X

X

X

X

FLL OLAHS RNAV STAR

X

X

X

X

X

FLL TEEKY RNAV STAR

X

X

MIA TARPN RNAV STAR*

3

*This MIA
procedure
also serve FLL
South-Central
Floridawould
Metroplex

X

X

X

X

X
X

X

X
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Source: Draft Environmental Assessment for the South-Central Florida Metroplex Project, Appendix G, and associated Google Earth files
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FAA PROPOSED RNAV
STANDARD INSTRUMENT
DEPARTURES (SIDS)

4
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Source: Draft Environmental Assessment for the South-Central Florida Metroplex Project, Appendix G, and associated Google Earth files
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FLL AARPS RNAV SID – Departure percent not defined

Appendix J-3
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2020
Proposed AARPS RNAV SIDOctoberFINAL

Source: Draft Environmental Assessment for the South-Central Florida Metroplex Project, Appendix G, and associated Google Earth files

FLL AARPS RNAV SID – Departure percent not defined
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New AARPS RNAV SID with Vectoring
6
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Existing ARKES SID with No Action
Flight Tracks and Proposed AARPS SIDOctober 2020

Source: Draft Environmental Assessment for the South-Central Florida Metroplex Project, Appendix G, and associated Google Earth files

FINAL

FLL FEELX RNAV SID – 23% of Jet Departures
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Proposed FEELX RNAV SID
7
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Source: Draft Environmental Assessment for the South-Central Florida Metroplex Project, Appendix G, and associated Google Earth files
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FLL FEELX RNAV SID – 23% of Jet Departures

New FEELX RNAV SID with Vectoring
8

South-Central Florida Metroplex
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Existing PREDA SID with No
Action Flight Tracks and Proposed
FEELX SID

Source: Draft Environmental Assessment for the South-Central Florida Metroplex Project, Appendix G, and associated Google Earth files
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October 2020
FINAL

FLL REGAE RNAV SID – 3% of Jet Departures

Appendix J-3

Proposed REGAE RNAV SID
9

South-Central Florida Metroplex

19

Source: Draft Environmental Assessment for the South-Central Florida Metroplex Project, Appendix G, and associated Google Earth files

October 2020
FINAL

FLL REGAE RNAV SID – 3% of Jet Departures

Appendix J-3

There is no comparison to the
existing EONNS SID for FLL. It is
understood that the EONSS SID is
an existing MIA SID that is not
currently used by FLL.

New REGAE RNAV SID with Vectoring
10

South-Central Florida Metroplex
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Source: Draft Environmental Assessment for the South-Central Florida Metroplex Project, Appendix G, and associated Google Earth files

October 2020
FINAL

FLL SNAPR RNAV SID – 11% of Jet Departures

Appendix J-3

Proposed SNAPR RNAV SID
11

South-Central Florida Metroplex

21

Source: Draft Environmental Assessment for the South-Central Florida Metroplex Project, Appendix G, and associated Google Earth files

October 2020
FINAL

FLL SNAPR RNAV SID – 11% of Jet Departures

New SNAPR RNAV SID with Vectoring
12

South-Central Florida Metroplex

22

Existing BEECH and BAHMA SIDs
with No Action Flight Tracks and
Proposed SNAPR SID

Source: Draft Environmental Assessment for the South-Central Florida Metroplex Project, Appendix G, and associated Google Earth files
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October 2020
FINAL

FLL TWTZR RNAV SID – Departure percent not defined

Appendix J-3

Proposed TWTZR RNAV SID

13

South-Central Florida Metroplex

23

Source: Draft Environmental Assessment for the South-Central Florida Metroplex Project, Appendix G, and associated Google Earth files

October 2020
FINAL

FLL TWTZR RNAV SID – Departure percent not defined

Appendix J-3

New TWTZR RNAV SID with Vectoring

14

South-Central Florida Metroplex

Existing THNDR SID with No Action
Flight Tracks and Proposed TWTZR
SID
24

Source: Draft Environmental Assessment for the South-Central Florida Metroplex Project, Appendix G, and associated Google Earth files

October 2020
FINAL

MIA BNGOS RNAV SID – Departure percent not defined

Appendix J-3

Proposed BNGOS RNAV SID

Note: This MIA procedure would also serve FLL
15

South-Central Florida Metroplex

25

Source: Draft Environmental Assessment for the South-Central Florida Metroplex Project, Appendix G, and associated Google Earth files

October 2020
FINAL

MIA BNGOS RNAV SID – Departure percent not defined

Appendix J-3

There is no comparison to the
existing WINCO SID for FLL. It is
understood that the WINCO SID is
an existing MIA SID that is not
currently used by FLL.

New BNGOS RNAV SID with Vectoring
16

South-Central Florida Metroplex
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Source: Draft Environmental Assessment for the South-Central Florida Metroplex Project, Appendix G, and associated Google Earth files

October 2020
FINAL

MIA GLADZ RNAV SID – Departure percent not defined

Appendix J-3

Note: This MIA procedure would also serve FLL

Proposed GLADZ RNAV SID

17

South-Central Florida Metroplex

27

Source: Draft Environmental Assessment for the South-Central Florida Metroplex Project, Appendix G, and associated Google Earth files

October 2020
FINAL

MIA GLADZ RNAV SID – Departure percent not defined

Appendix J-3

GLADZ does not directly
replace an existing FLL SID

New GLADZ RNAV SID with Vectoring
18

South-Central Florida Metroplex
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Source: Draft Environmental Assessment for the South-Central Florida Metroplex Project, Appendix G, and associated Google Earth files

October 2020
FINAL

MIA MHITO RNAV SID – Departure percent not defined

Appendix J-3

Note: This MIA procedure
would also serve FLL

Proposed MHITO RNAV SID

19

South-Central Florida Metroplex
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Source: Draft Environmental Assessment for the South-Central Florida Metroplex Project, Appendix G, and associated Google Earth files

October 2020
FINAL

MIA MHITO RNAV SID – Departure percent not defined

Appendix J-3

There is no comparison to the
existing MNATE SID for FLL. It is
understood that the MNATE SID is
an existing MIA SID that is not
currently used by FLL.

New MHITO RNAV SID with Vectoring
20

South-Central Florida Metroplex

30

Source: Draft Environmental Assessment for the South-Central Florida Metroplex Project, Appendix G, and associated Google Earth files

October 2020
FINAL

MIA VACAY RNAV SID – Departure percent not defined

Appendix J-3

Note: This MIA procedure would also serve FLL
21

South-Central Florida Metroplex

Proposed VACAY RNAV SID
31

Source: Draft Environmental Assessment for the South-Central Florida Metroplex Project, Appendix G, and associated Google Earth files

October 2020
FINAL

MIA VACAY RNAV SID – Departure percent not defined

Appendix J-3

New VACAY RNAV SID with Vectoring
22

South-Central Florida Metroplex

Existing ARKES SID with No Action
Flight Tracks and Proposed VACAY SID
32

Source: Draft Environmental Assessment for the South-Central Florida Metroplex Project, Appendix G, and associated Google Earth files

October 2020
FINAL

Appendix J-3

FAA PROPOSED RNAV
STANDARD INSTRUMENT
ARRIVALS (STARS)

23

South-Central Florida Metroplex

33

Source: Draft Environmental Assessment for the South-Central Florida Metroplex Project, Appendix G, and associated Google Earth files

October 2020
FINAL

FLL BAHIA STAR – 5% of Jet Arrivals

Appendix J-3

Proposed BAHIA RNAV STAR

24

South-Central Florida Metroplex

34

Source: Draft Environmental Assessment for the South-Central Florida Metroplex Project, Appendix G, and associated Google Earth files

October 2020
FINAL

FLL BAHIA STAR – 5% of Jet Arrivals

Appendix J-3

New BAHIA RNAV STAR
with Vectoring

Existing CURSO STAR
with No Action Flight
Tracks and Proposed
BAHIA STAR

25

South-Central Florida Metroplex

35

Source: Draft Environmental Assessment for the South-Central Florida Metroplex Project, Appendix G, and associated Google Earth files

October 2020
FINAL

FLL CUUDA STAR – 47% of Jet Arrivals

Appendix J-3

Proposed CUUDA RNAV STAR

26

South-Central Florida Metroplex

36

Source: Draft Environmental Assessment for the South-Central Florida Metroplex Project, Appendix G, and associated Google Earth files

October 2020
FINAL

FLL CUUDA STAR – 47% of Jet Arrivals

Appendix J-3

New CUUDA RNAV STAR with Vectoring

Existing FISEL STAR with No Action Flight
Tracks and Proposed CUUDA STAR

27

South-Central Florida Metroplex

37

Source: Draft Environmental Assessment for the South-Central Florida Metroplex Project, Appendix G, and associated Google Earth files

October 2020
FINAL

FLL KYAKS STAR – Arrival percent not defined

Appendix J-3

No procedure
template
provided

KYAKS replaces WAVUN. Similar to OLAHS but is
exclusively used by prop and turboprop aircraft
28

South-Central Florida Metroplex

38

Source: Draft Environmental Assessment for the South-Central Florida Metroplex Project, Appendix G, and associated Google Earth files

October 2020
FINAL

FLL OLAHS STAR – 15% of Jet Arrivals

Appendix J-3

Proposed OLAHS RNAV STAR

29

South-Central Florida Metroplex

39

Source: Draft Environmental Assessment for the South-Central Florida Metroplex Project, Appendix G, and associated Google Earth files

October 2020
FINAL

FLL OLAHS STAR – 15% of Jet Arrivals

Appendix J-3

New OLAHS RNAV STAR with Vectoring

Existing JINGL STAR with No Action Flight
Tracks and Proposed OLAHS STAR

30

South-Central Florida Metroplex
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Source: Draft Environmental Assessment for the South-Central Florida Metroplex Project, Appendix G, and associated Google Earth files

October 2020
FINAL

FLL TEEKY STAR – 33% of Jet Arrivals

Appendix J-3

Proposed TEEKY RNAV STAR

31

South-Central Florida Metroplex

41

Source: Draft Environmental Assessment for the South-Central Florida Metroplex Project, Appendix G, and associated Google Earth files

October 2020
FINAL

FLL TEEKY STAR – 33% of Jet Arrivals

Appendix J-3

New TEEKY RNAV STAR
with Vectoring

Existing JINGL STAR
with No Action Flight
Tracks and Proposed
TEEKY STAR

32

South-Central Florida Metroplex
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Source: Draft Environmental Assessment for the South-Central Florida Metroplex Project, Appendix G, and associated Google Earth files

October 2020
FINAL

MIA TARPN STAR – Arrival percent not defined

Appendix J-3

Proposed TARPN RNAV STAR
Note: This MIA procedure would also serve FLL
33

South-Central Florida Metroplex

43

Source: Draft Environmental Assessment for the South-Central Florida Metroplex Project, Appendix G, and associated Google Earth files

October 2020
FINAL

MIA TARPN STAR – Arrival percent not defined

Existing BLUFI 3 Conventional STAR
with No Action Flight Tracks and
Proposed TARPN STAR

New TARPN RNAV SID with Vectoring
(Primarily turboprop >210 kts)

34

South-Central Florida Metroplex
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Source: Draft Environmental Assessment for the South-Central Florida Metroplex Project, Appendix G, and associated Google Earth files

October 2020
FINAL
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FLL Previous Metroplex Comments (May 2017; March 2019)
Commenter

Point of Contact

Airport

Procedure

Arrival/
Departure/
Other?

Affected neighborhood,
city, or area(s)

Issue or concern

Comments on Metroplex Procedures submitted to the FAA by BCAD on May 10, 2017

Broward County
Aviation Dept.
(BCAD)

Broward County
Aviation Dept.
(BCAD)

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Broward County
Aviation Dept.
(BCAD)

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Broward County
Aviation Dept.
(BCAD)

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Broward County
Aviation Dept.
(BCAD)

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

South-Central Florida Metroplex

FLL

FLL

FLL

FLL

FLL

BAHIA STAR

CUUDA STAR

OLAAS STAR

TEEKY STAR

CONCK SID

ATTACHMENT B

BCAD's Disposition based on review of the
Recommended
FAA's May 2020 Draft South-Central Florida
Graphic provided?
mitigation
Metroplex EA (July 2020)

Arrival

The western portion of the downwind leg
for arrivals to Runway 28 is slightly
different than the current track and
West Plantation, Weston, increases overflights of some populated
West & East Fort Lauderdale, areas in West Broward. This could result in
community concerns for those areas in
Oakland Park, Wilton
West Broward. Additionally, while areas
Manors
between BEPAC and FAMBA already
receive over-flights, the increase in overflights could result in community concerns.

No change made. It appears that the BAHIA
STAR is generally consistent with the existing
CURSO STAR, but will generally concentrate
tracks north of the airport during west flow.
This could result in community concerns.

Arrival

In east flow, the downwind leg shifts
arrivals to Runway 10 over the coast and
increases overflights to some populated
East Fort Lauderdale,
areas along the extended downwind. While
Oakland Park, Wilton
these areas already receive overflights, the
Manors, Las Olas; Plantation, increase could result in community
concerns. Additionally, while areas
Sunrise
between BEPAC and WANAR already
receive over-flights, the increase could
result in community concerns.

No change made. It appears that the CUUDA
STAR generally replicates the existing FISEL
STAR with some increased dispersion as
aircraft cross the coast north of the airport.
This could result in community concerns.

In east flow, arrival traffic between KEVEY
Include
and BEPAC will be concentrated over areas
waypoint LAYYI
previously not experiencing high traffic
to procedure.
volumes and introduces new over-flights
->KEVEY->LAYYIover highly populated areas and could
>BEPAC
result in community concerns

Arrival

Riviera Isles, Las Olas Isles,
East Fort Lauderdale,
Hendricks and Venice Isles,
Victoria Park, South Middle
River

Arrival

The downwind leg for arrivals to Runway
28 shifts slightly north overflying new
Weston and West Plantation residents in Weston and Plantation
between GOYLE and BEPAC. This could
result in community concerns.

Departure

Dania, Davie, Weston,
Cooper City, SW Ranches

Provides straight-out departure fixes to
TIDEZ and SEAZZ consistent with some
current operations. Not clear how this will
affect or change operations, however, this
will likely result in community concerns.

45

No change made. Arrivals on the north
downwind will be shifted farther to the north
as they cross the coast to use the BEPAC
waypoint resulting in increased overflights
between KEVEY and BEPAC over areas
northeast of the airport. This could result in
community concerns.
No change made. The TEEKY STAR largely
replicates the JINGL STAR while vectoring may
result in more higher altitude overflights of
west and plantation during west flow. This
could result in community concerns.

FAA removed procedure from Metroplex
project

October 2020
FINAL
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Commenter

Broward County
Aviation Dept.
(BCAD)

Broward County
Aviation Dept.
(BCAD)

Broward County
Aviation Dept.
(BCAD)

Broward County
Aviation Dept.
(BCAD)

Broward County
Aviation Dept.
(BCAD)

Point of Contact

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

South-Central Florida Metroplex

Airport

FLL

FLL

FLL

FLL

FLL

Procedure

FEELX SID

PALMZ SID

REGAE SID

SNAPR SID

TWTZTR SID

Arrival/
Departure/
Other?

Departure

Departure

Departure

Departure

Departure

Affected neighborhood,
city, or area(s)

Dania Beach, Davie, West
Plantation, Sunrise, North
Tamarac, Fort Lauderdale

East Fort Lauderdale,
Pompano Beach

Dania Beach, Davie, West
Plantation, Sunrise, North
Tamarac, North Fort
Lauderdale

Issue or concern

This procedure will concentrate departing
flight paths west/northwest over different
paths than PREDA4 . This will result in
community concerns, especially in areas at
SHELZ and JMACA

Appears to have the potential to create
community concern where concentrated
tracks cross back over coast in Pompano
Beach. Additionally, departure traffic
between YOLLO and LRICK will be
concentrated over an area where traffic
previously was dispersed.

This procedure will concentrate departing
flight paths west/northwest over different
paths than PREDA4 . This will result in
community concerns, especially in areas at
SHELZ, JMACA and BEEDZ

BCAD's Disposition based on review of the
Recommended
FAA's May 2020 Draft South-Central Florida
Graphic provided?
mitigation
Metroplex EA (July 2020)

Reduce
separation
between
waypoints for
DREDS and
SEAZZ

DREDS waypoint was moved .25 mile SE. This
procedure will concentrate departing flight
paths west/northwest over different paths
than PREDA4 . This may result in community
concerns during west flow, especially in areas
at SHELZ and JMACA and BEEDZ and may
concentrate flights transitioning over coast.
FAA indicated an 11 degree departure heading
separation to the east in June 2020 public
workshops.

Departures
should remain
on runway
centerline longer
before making
turns to LLBOW
and LEGG
waypoints

FAA determined procedure "unviable" based
on testing in November 2016 and eliminated
from Metroplex. Replaced by GLADZ SID

Reduce
separation
between
waypoints for
DREDS and
SEAZZ

DREDS waypoint was moved .25 mile SE. This
procedure will concentrate departing flight
paths west/northwest over different paths
than EONNS . This may result in community
concerns during west flow, especially in areas
at SHELZ and JMACA and BEEDZ and may
concentrate flights transitioning over coast.
FAA indicated an 11 departure heading
separation to the east in June 2020 public
workshops.

Reduce
separation
between
waypoints for
DREDS and
SEAZZ

DREDS waypoint was moved .25 mile SE. This
procedure will concentrate departing flight
paths west/northwest over different paths
than BEECH and BAHMA SIDS . This may result
in community concerns during west flow,
especially in areas at SHELZ and JMACA and
BEEDZ and may concentrate flights
transitioning over coast. FAA indicated an 11
departure heading separation to the east and
west in June 2020 public workshops.

Davie, West Plantation,
Sunrise, North Tamarac,
Pompano Beach

This procedure will concentrate departing
flight paths west/northwest over different
paths than PREDA4 . This will result in
community concerns, especially in areas at
SHELZ and JMACA

Pompano Beach, Dania
Beach, Davie, Weston

Departures to
This procedure has the potential to create
the east should
community concerns where concentrated
remain on
tracks cross back over coast in Pompano
runway
Beach. Straight-out paths to west are more
centerline longer
consistent with historic paths but
before making
concentrate departing aircraft over areas
turns to LLBOW
that are currently receiving limited
and LEGG
departure overflights
waypoints

46

No change made. This procedure has the
potential to create community concerns where
concentrated tracks cross back over the coast
in Pompano Beach. Straight-out paths to west
are more consistent with existing THNDR SID
but concentrate departing aircraft over areas
that are currently receiving limited departure
overflights

October 2020
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Commenter

Broward County
Aviation Dept.
(BCAD)

Broward County
Aviation Dept.
(BCAD)

Point of Contact

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Broward County
Aviation Dept.
(BCAD)

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Broward County
Aviation Dept.
(BCAD)

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Broward County
Aviation Dept.
(BCAD)

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Airport

FLL

MIA

MIA

MIA

MIA

Procedure

VACAY SID

AARPS SID

BNGOS SID

FOLZZ SID

GLADZ SID

Arrival/
Departure/
Other?

Departure

Departure

Affected neighborhood,
city, or area(s)

Issue or concern

This procedure have the potential to create
community concern where concentrated
tracks cross back over coast in Pompano
Pompano Beach, Coral
Beach, Margate, Coconut Creek and Coral
Springs, Margate, Coconut
Springs. Straight-out paths to west are
Creek, Dania Beach, Davie,
more consistent with historic paths but
Weston
concentrate departing aircraft over areas
that are currently receiving limited
departure overflights

Pembroke Pines, West
Hollywood, Davie,
Plantation, Sunrise, Tamarac,
Weston

BCAD's Disposition based on review of the
Recommended
FAA's May 2020 Draft South-Central Florida
Graphic provided?
mitigation
Metroplex EA (July 2020)

Departures to
the east should
remain on
runway
centerline longer
before making
turns to LLBOW
and LEGG
waypoints

This procedure will concentrate east
departing flight paths from MIA over
locations in south/central Broward and
west departures will concentrate flights
paths over locations in west Broward. This
could result in community concerns

Modification to initial departure headings. This
procedure has the potential to create
community concern where concentrated tracks
cross back over coast in Pompano Beach,
Margate, Coconut Creek and Coral Springs.
Also will concentrate especially in areas to
west between DREDS, SHELZ and the
everglades. DREDS waypoint was moved .25
mile SE and LLEGG waypoint was removed.
FAA indicated an 11 degree departure heading
separation to the east and west in June 2020
public workshops.
Modification to initial departure headings. This
procedure has the potential to create
community concerns where concentrated
tracks cross back over the coast in Pompano
Beach. Also will concentrate overflights
especially in areas to west between DREDS,
SHELZ and AGERS. DREDS waypoint was moved
.25 mile SE and LLEGG waypoint was removed.
FAA indicated an 11 degree departure heading
separation to the east and west in June 2020
public workshops.

Departure

This procedure will concentrate east
departing flight paths from MIA over
West & East Hollywood, locations in south Broward and west
Pembroke Pines, Miramar, departures will concentrate flights paths
over locations in southwest Broward. This
could result in community concerns

This procedure has the potential to
concentrate east departing flight paths from
MIA over locations in south Broward and west
departures may concentrate flights paths over
locations in southwest Broward. While it
appears that FLL departures are vectored to
MRENO - as an open SID, this procedure has
the potential to create community concerns
where concentrated tracks cross back over the
coast in Pompano Beach.

Departure

This procedure will concentrate west
West & East Hollywood, departing flight paths from MIA over
Pembroke Pines, Miramar, locations in southwest Broward . This could
result in community concerns

No change made. This procedure may
concentrate west departing flight paths from
MIA over locations in southwest Broward . This
could result in community concerns

Departure

This procedure will concentrate east
departing flight paths from MIA over
Pembroke Pines, West
locations in south/central Broward and
Hollywood, Davie,
Plantation, Sunrise, Tamarac, west departures will concentrate flights
paths over locations in west Broward. This
Weston
could result in community concerns

No change made. This procedure may
concentrate east departing flight paths from
MIA over locations in south/central Broward
and FLL west departures will concentrate
flights paths over locations in west Broward.
FLL east flow departures will concentrate
flights over Pompano Beach and areas in
northern Broward County. This could result in
community concerns.

General Comments:
•       Environmental processes (NEPA) should evaluate potential impacts to historical sites/locations, parks, etc. within Broward County during this process
•       FAA should consider the implementation of ELSO or an ELSO "like" procedure at FLL which would allow for the reduction in the 15 degree separation for departures at FLL
South-Central Florida Metroplex
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Commenter

Point of Contact

Airport

Procedure

Arrival/
Departure/
Other?

Affected neighborhood,
city, or area(s)

Issue or concern

BCAD's Disposition based on review of the
Recommended
FAA's May 2020 Draft South-Central Florida
Graphic provided?
mitigation
Metroplex EA (July 2020)

Comments on Metroplex Procedures submitted to the FAA by BCAD on March 14, 2019

Broward County
Aviation Dept.
(BCAD)

Broward County
Aviation Dept.
(BCAD)

Broward County
Aviation Dept.
(BCAD)

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

South-Central Florida Metroplex

FLL

FLL

FLL

AARPS SID

AARPS, FEELX,
REGAE and
SNAPR SIDS

AARPS and
TWTZR SIDS

Impacts to the
community
should be
avoided. Public
outreach should
be conducted in
all affected
areas.

Departure

This procedure will concentrate west
West Hollywood, Davie,
departing flight paths over locations in
Plantation, Sunrise, Tamarac,
west Broward. This could result in
Weston, Coral Springs
community concerns.

Departure

Keep aircraft
south of I-595 as
long as possible
using a 285
heading and
DREDS and KLEET are flyby waypoints with consider fly over
a 287 heading. These procedures
waypoint rather
than flyby.
Fort Lauderdale (Lauderdale potentially concentrate west departing
flight paths over communities to the west
Impacts to the
Isles), Plantation, Davie
community
in immediate proximity to the airport. This
should be
could result in community concerns.
avoided. Public
outreach should
be conducted in
all affected
areas.

Departure

Keep aircraft
south of
residential areas
as long as
possible using a
085 heading and
LLBOW and LLEGG are flyby waypoints
consider fly over
with a 080 heading. These procedures
waypoint rather
potentially concentrate east departing
than flyby.
flight paths over communities to the east
Impacts to the
in immediate proximity to the airport. This
community
could result in community concerns.
should be
avoided. Public
outreach should
be conducted in
all affected
areas.

Fort Lauderdale (Harbor
Isles)

48

yes (Graphic 2)

No Change, AARPS SID will concentrate
overflights east of everglades.

yes (Graphic 3)

KLEET removed, no further adjustment to
DREDS. 11 degree departure heading identified
by FAA in June 2020 workshops. Therefore, this
appears to be an ELSO or ELSO equivalent
procedure.

yes (Graphic 4)

LLEGG removed. FAA indicated an 11 departure
heading separation to the east in June 2020
public workshops. Therefore, this appears to
be an ELSO or ELSO equivalent procedure.
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Commenter

Broward County
Aviation Dept.
(BCAD)

Point of Contact

Winston Cannicle, Noise
Information Officer,
wcannicle@broward.org; 954359-6181

Airport

FLL

Procedure

AARPS and
TWTZR SIDS

Arrival/
Departure/
Other?

Departure

Affected neighborhood,
city, or area(s)

Pompano Beach

Issue or concern

BCAD's Disposition based on review of the
Recommended
FAA's May 2020 Draft South-Central Florida
Graphic provided?
mitigation
Metroplex EA (July 2020)

Impacts to the
community
The YOLLO waypoint potentially
should be
concentrates aircraft transitioning back
avoided. Public
over land over communities to the north of
outreach should
the airport. This could result in community
be conducted in
concerns.
all affected
areas.

yes (Graphic 5)

No Change, AARPS and TWTZR SID will
concentrate overflights transitioning back over
land to north of airport

General Comments:
•       Need for Community Outreach for all potential Metroplex procedures remains regardless of whether a community is specifically referenced in the second round of comments
•       Earlier FLL comments (5-10-17) relative to SIDS and STARS, potential for community concern and need for Community Outreach remain to the extent that they have not already been addressed.
•       Environmental processes (NEPA) should evaluate potential impacts to historical sites/locations, parks, etc. within Broward County during this process
•       FAA should consider the implementation of ELSO or an ELSO "like" procedure at FLL which would allow for the reduction in the 15 degree separation for departures at FLL
General Notes:
•      SID - Standard Instrument Departure Procedure
•      STAR - Standard Instrument Arrival Procedure
•       ELSO - Equivalent Lateral Spacing Operations

South-Central Florida Metroplex
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Attachment B Supporting Graphics

METROPLEX PROCEDURE REVIEW

BCAD COMMENTS (GRAPHICS)
SUBMITTED TO THE FAA
March 2019
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AARPS RNAV SID

Appendix J-3

AGERS

A westward shift in the
departure segment
between the SHELZ and
AGERS waypoints would
avoid direct overflights
of a number of
communities in western
Broward County

SHELZ

South-Central Florida Metroplex
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AARPS, FEELX, REGAE, and SNAPR RNAV SIDs

DREDS and KLEET are
flyby waypoints with a
287 heading. Changing
them to flyover
waypoints or a shift
further south would
help keep aircraft in the
compatible corridor
south of I-595 longer
during climb out.

DREDS
KLEET
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Isles
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LLBOW

LLEGG

South-Central Florida Metroplex

53

LLBOW and LLEGG are
flyby waypoints with a
080 heading. Changing
them to flyover
waypoints or a shift
further south would
help keep aircraft south
of the Harbor Isles
communities during
climb out.
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Noise complaints are
currently generated
where aircraft transition
from water back over
the coast in the
Pompano Beach area.
Concentration of
overflights has the
potential to increase
community concerns.
Consider using RNAV
vector or open RNAV
procedures to increase
dispersion.
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FAA Responses to Comments of the Broward County Florida Aviation Department
(BCAD) on the Draft EA for the South-Central Florida Metroplex Project
NOTE: With the exception of the “General Comments” below, this document contains only the
FAA’s responses to BCAD’s comment letter dated July 23, 2020.
General Comment (second paragraph on first page): “BCAD has repeatedly emphasized that
the FL Metroplex must consider Equivalent Lateral Spacing Operations (ELSO) or "ELSO-like"
procedures that would provide communities around FLL with some relief from aircraft overflights
and associated noise.”
Response to General Comment: The FAA appreciates BCAD’s comments. The proposed
procedure designs as discussed during the virtual workshops would address the ELSO concerns
raised by BCAD. To the extent warranted, the FAA has made changes in the Final EA in response
to BCAD’s comments.
General Comment (last paragraph on first page): “As noted by the FAA during the Metroplex
process, the FAA's project is completely separate from FLL's Part 150 Noise Compatibility Study
currently underway. That said, FLL's Part 150 Study submission will also include
recommendations to reduce the current divergent heading separation of 15 degrees for departures
both to the east and to the west of FLL. The intent of these recommendations is to address longstanding noise concerns from FLL's surrounding communities, especially those located
immediately northeast and northwest of the airport”
Response to General Comment: The revised departure procedures from FLL to the east and
west were shared with BCAD and are part of the proposed action analyzed in the Final EA.
Reduced divergence paths are included for west departures. We have extended the VI legs for east
and west departures, which addresses BCAD’s concerns.
The following comments are in response to specific comments dated July 23, 2020, and presented
to the FAA in table form. The responses appear here the same order as the comments presented in
that table.
Responses to Enclosure- FLL Comments – FAA South-Central FL Metroplex Draft EA –
July 23, 2020
BCAD suggests that the Draft EA and accompanying Google Earth files are insufficiently detailed
to fully understand the details of the proposed action. To further explain the Metroplex Project to
the public, the FAA developed a large number of specific graphics. These were presented to the
public during the virtual workshops and are included in Appendix A of the Final EA. These should
make it easier for members of the public to visualize particular aspects of the Proposed Procedures.
The comment states that the maps included in the Draft EA were very large in scale, making
individual community impacts difficult to understand. Given the expansive Study Area for the
Project, detailed graphics at the community level were impractical to produce. And given that the
environmental analysis did not indicate the presence of any significant environmental impacts,
detailed graphics at the community level were unnecessary for purposes of an environmental
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assessment. Nevertheless, the FAA appreciates the public’s interest in better understanding
localized impacts, and thus produced supplemental material in the form of the Google Earth files.
The Google Earth files allow an infinite adjustment of range so the viewer can tailor the materials
to specific needs. The FAA’s public engagement website also offered a “noise tool” that allows
any interested person to type in any address or location within the Study Area and learn the precise
change in aircraft noise anticipated nearby.
The comment states it was difficult to understand specific benefits of the proposed project from
the Draft EA. The purpose of the Metroplex initiative is to optimize air-traffic control procedures
and airspace on a regional scale. This is accomplished by developing air-traffic control procedures
that take advantage of technological advances in navigation, such as Area Navigation (RNAV)
and Required Navigation Performance procedures, while ensuring that aircraft not equipped to use
RNAV flight procedures continue to have access to the National Airspace System. The overall
intent is to be as operationally efficient as possible when using the limited airspace available for
congested Metroplex areas. Please refer to Topical Response for Purpose and Need of the
Project. An environmental assessment is designed only to aid the FAA in determining whether an
environmental impact statement is necessary. It is required by law to be “concise” and “brief,” and
is not intended to contain every conceivable detail about an upcoming agency action. The FAA’s
virtual workshops and accompanying explanatory material that were provided in summer 2020
were designed to give interested members of the public more detail about the Metroplex Project
than was included in the text of the Draft EA. We are including the workshop materials in
Appendix A to the Final EA for ease of reference.
The comment stated that the virtual workshops provided limited opportunity for public
participation. While the FAA typically provides for public participation in the NEPA process,
there is no specific requirement that the FAA provide for in-person meetings to discuss a draft
environmental assessment. Although the FAA sometimes does so for actions of particular interest,
the typical public engagement process was inconsistent with the need during this time to minimize
in-person interactions. Insofar as such gatherings were not viable in light of the COVID-19 public
health emergency, the FAA expended considerable time and resources to provide a similar level
of public involvement through virtual workshops. The virtual workshops enabled individuals to
participate via Internet and/or telephone connection. The FAA was mindful that not everyone has
Internet access, so a request for information contact number was provided for such instances. One
benefit of these workshops is that the recording of the presentations and the accompanying
materials remained available after the workshop was over, so real-time participation was not
necessary for any member of the public to learn more about the Project.
The FAA recognizes some may have had difficulty downloading the files. Such difficulty may
relate to the capacity of each individual computer and the size of the file being downloaded. The
EA contains high-quality exhibits with commensurately large file-sizes.. The agency believes it
is important to use such high-quality exhibits, figures, diagrams, etc. to aid in understanding the
matters discussed.
The commenter also made reference to the lack of hard copy access. The FAA made a good-faith
effort to disseminate this material widely during these extraordinary times, and sent the Draft EA
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electronically to 117 libraries across the Study Area upon public release. The FAA was later told
that some of the libraries were not able to provide the electronic version of the Draft Environmental
Assessment, but is not certain as to what may have occurred with accessing these documents at
certain libraries. Most did not report any problems.
On Monday, June 1st, BCAD received an e-mail in response to an inquiry from BCAD to the FAA
relative to the disposition of previous comments regarding proposed Metroplex flight procedures.
In response to a BCAD comment suggesting use of ELSO or ELSO like procedures to reduce the
separation in heading, FAA indicated that the new procedures would result in a “reduced
separation (less than 15 degrees but more than 10 degrees) between simultaneous runway
departures”. During the public workshops the week of June 9th, the FAA further clarified this
separation to the public as 11 degrees for departures to the west (DREDS waypoint). It is BCAD’s
understanding that the future initial headings west would
therefore be 275 degrees (no change) and 286 degrees or a four- degree reduction in the heading
separation from the current 290 heading. Please confirm the reduction in departure separations
and the resulting benefits for surrounding communities.
Response: The track changes contained in the comment are correct. Revised departure procedures
(FLL east and west) as shared with BCAD will be included in the Final EA. Reduced divergence
paths are included for west departures. The VI legs for east and west departures have been extended
to address comment concerns.
BCAD’s understanding of the departure headings for western departures from FLL is correct.
Separate from comments received from BCAD, the FAA reviewed suggestions from the City of
Fort Lauderdale to amend departure procedures utilizing the LLBOW waypoint for east departures
and the DREDS waypoint for west departures. A review of proposed designs listed in the Draft
EA led to a move of 1,499 feet west for the DREDS waypoint, utilizing 11 degrees divergence for
west departures. The proposed designs for east bound departures over the LLBOW waypoint were
amended to delay the turn after departure by .61 miles. Departure divergence for eastbound
departures BCAD will remain approximately 20 degrees, although the newly proposed design
addresses comments received concerning earlier turns to the northeast. BCAD was advised of
proposed departure amendments on August 14, 2020.
The commenter inquired about the incorporation of procedures that would operate as ELSO or
ELSO-like in the Draft EA. All proposed westbound departure procedures are expected to utilize
reduced divergence departures. Headings will not be assigned. Aircraft will fly the proposed
procedures upon engagement of LNAV at 400 feet AGL.
The commenter asked for clarification between “RNAV off the ground” and other RNAV
procedures. RNAV off the ground procedures are procedures used immediately after departure
until joining another route. FAA Order 8260.58b, Section 5-6. Vector SID provides criteria for
Performance Based Navigation design. All FLL proposed departure procedures will be RNAV off
the ground.
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The commenter suggests that the Google Earth files shows wider dispersion and flight corridors
than those depicted in the materials presented at the virtual workshops. DREDS and SHELZ are
flyby waypoints. The corridors depicted in the Google Earth files demonstrate the maximum width
of the potential flight corridors, while the narrower corridors presented at the workshops more
closely resemble the expected real-world usage of the procedures. This distinction does not
indicate any improper assumptions made in the actual noise model. The noise model that FAA
used to analyze the procedures accounts for a variety of flight conditions including temperatures,
winds and expected circumstances (traffic or weather) that could result in deviations from the
centerline of RNAV procedures. Since routes are designed utilizing RNAV 1.0 criteria modelling
is made using a distance of one nautical mile on either side of the centerline.
The commenter suggested that the DREDS waypoint should be a flyover waypoint to ensure
aircraft do not make early turns. The use of a flyover waypoint does not meet design criteria for
this SID.
The commenter requested clarification on whether aircraft departures to the west from FLL would
be south of I-595. The proposed designs for westbound FLL departures will route all jet aircraft
south of I-595 immediately after departure.
Regarding the commenters request to review modelling flight tracks and 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 noise analysis was
conducted in compliance with FAA Order 1050.1F. The assumptions made when applying the
noise model to analyze this project properly accounted for the increased concentration of
operations near the centerline of RNAV procedures. In the FAA’s extensive experience in
modeling noise impacts from NextGen procedures, the results of the noise analysis are robust and
consistent with real-world use of the procedures. See also Topical Response for Noise Modelling
and Noise Modelling Analysis. Additional information on the methodology can be found in
Appendix I: Noise Technical Report.
The commenter raised concern that the Draft EA does not readily allow for visual comparison of
existing procedures to proposed procedures. The extent of the proposed action and the limited
purpose of an environmental assessment do not make inclusion of such details necessary or
practical in the document itself. The FAA has written the EA in compliance with the CEQ
regulations and FAA Order 1050.1F. The EA includes extensive appendices providing the
depictions that the commenter has requested, as well as TARGETs outputs and other background
information. The FAA held a series of virtual workshops in June 2020 where subject matter
experts from the agency were available to directly explain the material to the public and answer
questions. At these workshops, the FAA highlighted changes over the general study area and made
the requested comparisons relevant to specific major Study Airports. The workshops and all
supporting information are still available for the public to review online.
The commenter pointed out that the Google Earth files show wide flight corridors and inquires
about the width of corridors for the new procedures. As described above, most operations are
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expected to fly closer to the centerline of the procedure, as depicted in many of the graphics
contained in Appendix A. Some vectoring of aircraft will still occur, depending on conditions and
the judgment of air-traffic controllers. When modelling expected flight tracks to account for noise
impacts of the proposed action, we interviewed controllers to determine their expected use of the
proposed procedures. With the high frequency of weather events in the south Florida area, it was
estimated that radar vectors could be expected for as many as 30% of operations. Modeling of
environmental impacts accounts for all areas that procedures could overfly including when they
are vectored.
The commenter alleges that the Draft EA does not contain information related any of the modified
approach procedures. For a list of the ILS and RNAV instrument approaches, refer to the list of
proposed approaches provided in Chapter 3, Table 3-3 of the Final EA. Detailed explanations of
the proposed approaches are in the Design Packages located in Appendix G, Attachment 1 of the
Final EA.
The commenter expressed concerns over increased concentration of flights over homes. We do not
anticipate substantial concerns about overflight concentration because the noise modeling we
conducted accounts for that concentration and did not indicate that even a “reportable” increase in
aircraft noise would occur in the areas around Fort Lauderdale. Although the environmental
assessment is a tool designed only to identify “significant” environmental impacts, we provided
the “noise tool” so that all residents could get a clear picture of how specific locations of concern
(like their houses or schools) might be affected by the project. Some increase in aircraft noise at
some locations is expected in the transition to NextGen but because the Metroplex Project is not
increasing the number of operations and because most of the Metroplex procedures remain within
historic flight tracks, we do not anticipate substantial concerns related to the small increases in
aircraft noises identified at a few locations.
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 Air Traffic
Control within the National Airspace System, of the Environmental Assessment (EA). Therefore,
the FAA expects that some dispersion of flight tracks will continue even for some aircraft operating
on RNAV procedures. The noise modelling analysis accounts for both concentration and expected
continuation of some dispersion. The noise modelling was conducted in accordance with FAA
Order 1050.1F, Environmental Impacts: Policies and Procedures. Additional modelling
information may be found in Section 5.1.2: Noise Modeling Methodology of the EA.
The commenter expressed concerns about FAA’s commitment to keep aircraft at higher altitudes
over communities west of the airport. Optimized Profile Descents can begin as high as 30,000
feet. They are intended to provide separation from other procedures and airspace to a designated
altitude and do not necessarily perform these functions to the ground. Sequencing for final
approach is dependent on traffic, airport configuration, weather and other factors, requiring Miami
Approach to adjust altitudes dynamically. To enhance approach courses over Weston, the
waypoint HOLID attitude restriction was raised to 5,000 feet to match the proposed northwest
STAR (TEEKY).
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The commenter correctly notes that some references to the FLL CONCK SID remain in the design
packages found in the Draft EA. The FLL CONCK SID was removed from the Metroplex Project,
and those references to the FLL CONCK SID were removed in the Final EA.
The commenter recommends that LLBOW be a flyover waypoint to keep aircraft from making
“early turns.” A flyover waypoint after departure does not meet design criteria for this procedure.
Therefore, the FAA is not able to comply with this request. However, the FAA did modify this
procedure after receiving comments on the Draft EA to allow aircraft to travel farther to the east
before turns must be accomplished. The FAA received numerous comments concerning the
proposed designs for the AARPS, BNGOS, GLADZ, TWSTR and VACAY SIDS. Some
suggestions were made to extend the runway centerline past the shoreline before turning north.
The decision by the controller to issue a turn north is dependent on traffic situations, workload and
aircraft performance.
The proposed design was a result of safety considerations and input from the Broward County
Aviation Department (BCAD), which advised utilizing RNAV procedures off-the-ground to avoid
conflicts with other procedures. Existing departure procedures utilize radar vectors (typically 070
or 090 degrees) issued by controllers for departures from FLL that are routed to the north and east.
The development of the proposed AARPS, BNGOS, GLADZ, TWSTR and VACAY SIDS
establishes modern air-traffic procedures that mimic existing departures and remain within
historical flight tracks. The new procedures take advantage of criteria for departures from parallel
runways that permit aircraft headings to diverge within the first two miles from the end of the
runway.
The FAA reviewed multiple suggestions from community residents and a specific suggestion from
the City of Fort Lauderdale all suggesting the extension of the runway heading portion of the
procedure. After reviewing the proposed procedure, the FAA concluded that it could delay the turn
to LLBOW by .61 nautical miles farther east compared to the original proposal, for those aircraft
departing from FLL Runway 10L. Because the FLL Runway 10R is further to the south, no design
changes were made. Absent weather and traffic, aircraft are expected to remain on the procedure.
In response to BCAD’s request to incorporate visual approaches with the proposed procedures, the
FAA is not able to incorporate this request at this time because visual approaches are beyond the
scope of the South-Central Metroplex Project. Consequently the request would not meet the
purpose and need.
The commenter requests clarification of the heading aircraft will used when departing to the
SEAZZ and TIDEZ waypoints during simultaneous operations. SEAZZ and TIDEZ waypoints
cannot be used simultaneously. All aircraft over these waypoints will be sequential.
The commenter inquires about MIA RNAV SIDS if RNAV “off the ground” procedures occur at
FLL. The BNGOS, MHITO, GLADZ, VACAY SIDS serve both MIA and FLL. Only one airport
can be designated in the title of the procedure. MIA was chosen since the original design only
included MIA. At a later date FLL and other airports (example, Opa-Locka) were added to the
procedure.
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The commenter inquired about consideration to relocate DREDS to SEAZZ location to keep
aircraft over compatible land use areas south of I-595 as long as possible. Please refer to the
response above.
The commenter pointed out that the term “waypoint” is not defined in the Draft EA nor is it clear
how the procedures will be flown. A waypoint is a specified geographical location used to define
an area navigation route or the flight path of an aircraft employing area navigation. Waypoints are
identified as either:
•
•

Fly-by waypoint. A waypoint which requires turn anticipation to allow tangential
interception of the next segment of a route or procedure, or
Flyover waypoint. A waypoint at which a turn is initiated in order to join the next segment
of a route or procedure.

A complete explanation of Fly-by and Flyover waypoints can be found in the FAA Airman’s
Information Manual Chapter 1, Section 2. Performance-Based Navigation (PBN) and Area
Navigation (RNAV).
The commenter inquired about how FAA will implement the procedures. The affected facilities
will adhere to procedures in FAA Air Traffic Procedures Document 7110.65 pertaining to reduced
divergence departures.
BCAD suggests that the northbound leg of the west departure should be moved west to route
operations over the Everglades. The AARPS and VACAY SIDS were developed to provide
separate departure paths depending on destination. Moving the AARPS procedure west over the
Everglades would conflict with the VACAY departure procedure.
BCAD now says it is concerned about the potential to create a concentration of overflights over
Pompano Beach when they cross back over the coast. Additionally, BCAD is concerned about
concentration of overflights in areas to west between DREDA, SHELZ an AGERS. The FAA has
been in continuous contact with BCAD and coordinated the designs of these procedures with
BCAD. After release of the DRAFT EA the public was afforded 74 days to provide comment on
the proposed procedures. The FAA has reviewed and responded to approximately 3,299 comments
received. The comments we received have not indicated concerns north of LLBOW.
The commenter suggests BAHIA STAR could result in community concerns due to concentrated
tracks north of Fort Lauderdale during west flow. The existing CURSO STAR historical tracks
indicate minimized dispersion for aircraft landing to the west. It is expected that the BAHIA arrival
tracks will be similar.
The commenter suggests the change in frequency of use between new CUUDA and old FISEL
could result in community concerns. Aircraft assigned the FISEL can be expected to fly the
proposed CUUDA STAR. Both procedures share the waypoint BEPAC and flight tracks are
expected to be similar over populated areas.
The commenter discusses concentration on north downwind and increases flights over areas
northeast of the airport would result in community concerns. It is expected that aircraft should
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exhibit similar patterns compared to existing tracks. Controllers currently and will continue to use
radar vectors for sequencing. After release of the DRAFT EA the public was afforded 74 days to
provide comment on the proposed procedures. The FAA has reviewed and responded to
approximately 3,299 comments received. Comments received have not indicated concerns over
increased concentration between KEVEY and BEPAC.
BCAD suggest that west flow TEEKY could result in more overflights for Weston and West
Plantation. Aircraft assigned the JINGL can be expected to fly the proposed TEEKY STAR. Both
procedures share the waypoint BEPAC and flight tracks are expected to be similar over populated
areas. It is not expected that aircraft will be radar vectored for sequencing until east of the
shoreline.
The commenter is concerned that the proposed procedures will concentrate departing flight paths
to the west/northwest. The historical tracks of the existing PREDA 4 departure indicate minimized
dispersion for aircraft departing to the west. It is expected that the FEELX, REGAE and SNAPR
SIDs tracks will be similar. The FAA has been in continuous contact and coordinated designs with
BCAD.
The commenter is concerned community concerns where concentrated tracks cross back over the
coast in Pompano Beach. The proposed design for the TWZTR SID remains within historical
tracks compared to the THNDR SID related to areas where they cross the shoreline over and near
Pompano Beach. It is expected that aircraft assigned the TWZTR will be at similar or higher
altitudes compared to current land crossings on the THNDR SID.
The commenter is concerned that VACAY has the potential to create community concerns due to
concentration over Pompano Beach, Margate, Coconut Creek and Coral Springs between DREDS
and SHELZ. Please refer to Topical Response for Track Consolidation/Dispersal.
The commenter is concerned that BNGOS has potential to create concerns over MIA east
departures over south Broward and MIA west departures over southwest Broward. The commenter
suggests that FLL departures vectored and has potential to concentrate over Pompano Beach which
could create community concerns.
Please refer to Topical Response for Track
Consolidation/Dispersal.
The commenter suggest that GLADZ could result in concerns due to concentrate MIA east
departures over south/central Broward. FLL west departures will concentrate over Pompano Beach
and northern Broward County. Please refer to Topical Response for Track
Consolidation/Dispersal
The commenter suggest that AARPS and TWTZR SIDS may concentrate over communities north
of the airport and could result in community concerns. Please refer to Topical Response for Track
Consolidation/Dispersal.
We appreciate the attachment of prior rounds of comments from BCAD, which demonstrate the
continued discussions that BCAD and the FAA have had about this Project for a long time. BCAD
states that its comments submitted in May 2017 and March 2019 that have not been addressed are
also included in the most recent comments, and we believe we have addressed them all here.
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FAA Responses to Comments of the Boca Raton Airport on the Draft EA for the SouthCentral Florida 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 with applicable regulations implementing the National
Environmental Policy Act. Notably, federal law requires that environmental assessments be
“concise” and that they only “briefly” describe the basis for the agency’s conclusion that
environmental impacts will not be “significant.” 40 C.F.R. § 1508.9. The FAA has exceeded those
requirements and provided additional information to the public by, for example, providing the
online Google Maps noise tool that allows interested parties to look up any address of concern to
identify the specific changes in aircraft noise expected at that location. The purpose of the
environmental assessment document is to focus on the environmental impacts, but the FAA wanted
to ensure that the fuller details of its action were well described to the public to ensure the broadest
possible scope of public input. In order to better describe the proposed action to the public, the
FAA provided websites to accompany its public workshops that provided specific information
about changes at five different areas within the study area (available at
www.floridametroplexworkshops.com). There, members of the public could see the detailed
depictions of individual procedures requested by the commenter, as well as other information
about the proposal. Further information was available by downloading and viewing the Google
Earth files provided.
To assess the environmental impacts of the South-Central Florida Metroplex Project, the FAA
used a study area encompassing airspace above much of Florida, and including 5 major airports
and 16 satellite study airports. Because of both the number of changes to procedures (many of
which are changes that would not actually alter flight paths) and the geographic scope involved,
the level of detail requested by the commenter would likely result in an environmental assessment
document that is more, rather than less, confusing to the general public. For example, the
commenter objects that anticipated changes are depicted in multiple figures in the EA rather than
in a single graphic. But elsewhere, the commenter requests images at a much smaller scale. In the
FAA’s experience, the best way to address the requirements of NEPA and the agency’s interest in
additional public outreach is to present the environmental assessment alongside additional
information about the proposed action, as was done here. The graphics prepared for the public
workshops contain the additional detail requested, and are being included in Appendix A to the
Final EA to provide the fullest possible depiction of the proposed action. There is no special
knowledge of the Adobe Acrobat program needed to review Exhibits 3-7 through 3-20. Readers
unfamiliar with the use of layers in this program can read the step-by-step instructions that appear
on each exhibit. The instruction page can then be deselected from the list of layers that is displayed
by selecting the Adobe Acrobat icon for layered pages. 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
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(Exhibit 3-7 through 3-13) and the Proposed Action (Exhibit 3-14 through 3-20) 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. The information shown in Exhibits
3-7 through 3-20 has also been made available in the Google Earth format located at:
http://www.metroplexenvironmental.com/fl_metroplex/fl_introduction.html
The FAA released information on the proposed South-Central Florida 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/fl_metroplex/fl_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 (2021 and 2026), and Proposed Action (2021
and 2026)]. 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: Northeast, Northwest, Southeast, Southwest
Quadrants. More information on the noise analysis process, including development of the AEDT
model flight tracks can be found in the South-Central Florida Metroplex Noise Technical Report,
available at http://www.metroplexenvironmental.com/fl_metroplex/fl_docs.html.
The Proposed Action Procedures were designed wherever possible to remain within the existing
historical flight tracks, to help minimize the chance of dramatic shifts in aircraft noise from one
location to another, and to avoid the possibility of significant environmental impacts. The
Proposed Procedures were analyzed in the Environmental Assessment according to FAA Order
1050.1F, and as discussed in Chapter 4 of the Environmental Assessment, the Proposed Action
would not involve any actions that would be inconsistent with management plans for designated
Coastal Barrier Resource System (CBRS) area found in the General Study Area. Nor would the
proposed action change the use of shoreline zones and be inconsistent with any National Oceanic
and Atmospheric Administration approved state Coastal Zone Management Plan. Nor does the
South-Central Florida Metroplex project change the current conditions close to the Boca Raton
Airport. The intent of the Metroplex Project is for controllers to leave aircraft on the designed
procedures as much as possible. Aircraft will be vectored from the end of the STARs that serve
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BCT to the end of the runway because current technology does not allow for RNAV-to-the-ground
arrivals. However, the fact that these aircraft will be vectored does not mean that low-altitude
conditions will change from the status quo, as the runways are not moving and the Metroplex is
not anticipated to result in a change of the fleet mix. The noise analysis for the Metroplex project
accounts for the possibility of vectoring by controllers when necessary in situations involving
safety, increased complexity, weather and other factors.
The alternatives analysis was prepared pursuant to Council on Environmental Quality regulations
and Federal Aviation Administration guidance provided in FAA Order 1050.1F. Development of
alternatives for the South-Central Florida Metroplex was a multi-step process that is discussed in
Chapter 3 of the Environmental Assessment.
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. However, associations between aircraft noise and disruption to normal activity like
speech are key components in the establishment of FAA’s residential noise impact thresholds
defined in FAA Order 1050.1F. Use of DNL 65dB (including the 10dB nighttime penalty) as the
threshold for significant noise exposure considers both sleep disturbance and speech interference
in its definition. As discussed in Chapter 5 of the EA, the noise modeling analysis indicated that
the proposed South-Central Florida Metroplex would not result in changes to noise exposure that
exceed the significant noise threshold for the forecasted years of 2021 and 2026. 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 substantially inform
its decision in assessing the impacts from the proposed Project.
While the typically provides for public participation in the NEPA process, there is no specific
requirement that public participation in the development of an Environmental Assessment take the
form of in-person meetings. Insofar as such gatherings are not viable in light of the COVID-19
public health emergency, reasonable efforts were made to allow a similar level of public
involvement through virtual workshops. The virtual workshops enabled individuals to participate
via Internet and/or telephone connection. The FAA was mindful that not everyone has Internet
access, so a contact number was provided for such instances. By providing the information (in
the form of graphics, videos, and highly detailed Google Earth files), the FAA endeavored to
ensure that any interested members of the public who could not attend the virtual workshops in
real time would still have a chance to review all of the material during the public comment period.
All of that information continues to be online to ensure the public is fully informed.

South-Central Florida Metroplex

73

October 2020
FINAL

Appendix J-3

South-Central Florida Metroplex

74

October 2020
FINAL

Appendix J-3

South-Central Florida Metroplex

75

October 2020
FINAL

Appendix J-3

South-Central Florida Metroplex

76

October 2020
FINAL

Appendix J-3

FAA Responses to Comments of the City of Boca Raton on the Draft EA for the SouthCentral Florida Metroplex Project

Thanks you for your comment. City of Boca Raton agrees with the Boca Raton Airport Authority’s June
10, 2020 comments on the Draft EA. For a complete response, see the response to that letter in this
Appendix.
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East Flow Departure Adjustments
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Locations Of East Flow Departure Adjustments
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West Flow Departure Adjustments
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Location Of West Flow Departure Adjustments
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FAA Responses to Comments of the City of Fort Lauderdale on the Draft EA for the
South-Central Florida Metroplex Project

Section A, 1. The commenter suggests that the Draft EA does not provide a concise, plain-language
review. At the same time, the commenter elsewhere requests that the FAA revised the EA to
provide “detailed” descriptions of each of the 106 STARs and SIDs and 11 T-routes involved in
the 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 with applicable regulations implementing the National
Environmental Policy Act. Notably, federal law requires that environmental assessments be
“concise” and that they only “briefly” describe the basis for the agency’s conclusion that
environmental impacts will not be “significant.” 40 C.F.R. § 1508.9. The purpose of the
environmental assessment document is to focus on the environmental impacts, but the FAA wanted
to ensure that the fuller details of its action were well described to the public to ensure the broadest
possible scope of public input. In order to better describe the proposed action to the public, the
FAA provided websites to accompany its public workshops that provided specific information
about changes at five different areas within the study area (available at
www.floridametroplexworkshops.com). There, members of the public could see the detailed
depictions of individual procedures, as well as other information about the proposal. Further
information was available by downloading and viewing the Google Earth files provided.
Section A. 2 Response – The FAA recognizes some individuals may have had difficulty
downloading the files, although it received very few comments to that effect. Such difficulty may
relate to the capacity of each individual computer and the size of the file being downloaded. The
EA contains high-fidelity exhibits with commensurately large file-sizes.. The agency believes it
is important to use such high-fidelity exhibits, figures, diagrams, etc. to aid in understanding the
matters discussed. As discussed above, the FAA conducted virtual workshops, three of which
were specific to procedures at FLL, where these exhibits were presented. These workshops
consisted of FAA and airline industry personnel, available to answer questions and provide
additional insight for the project. While the FAA typically provides for public participation in the
NEPA process, there is no specific requirement that the FAA provide for in-person meetings to
discuss a draft environmental assessment. Although the FAA sometimes does so for actions of
particular interest, the typical public engagement process was inconsistent with the need during
this time to minimize in-person interactions and with federal guidance prohibiting the agency from
hosting in-person meetings. Insofar as such gatherings were not viable in light of the COVID-19
public health emergency, the FAA expended considerable time and resources to provide a similar
level of public involvement through virtual workshops.
The virtual workshops enabled
individuals to participate via Internet and/or telephone connection. The FAA was mindful that not
everyone has Internet access, so a request for information contact number was provided for such
instances. One benefit of these workshops is that the recording of the presentations and the
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accompanying materials remained available after the workshop was over, so real-time
participation was not necessary for any member of the public to learn more about the Project.
Section A. 3 Response – The commenter states that the EA fails to address the relationship between
the baseline and existing conditions. The existing RNAV procedures at FLL have not been used
as published due to inefficiencies and do not represent the baseline conditions at FLL.
Consequently, the noise modelling for the Proposed Project was conducted utilizing historical
track data, not a direct comparison between the Proposed Action and No Action Alternative. A
comparison between the proposed designs and unused existing procedures would not provide an
accurate determination of noise impacts. The Proposed Procedures were designed wherever
possible to remain within the existing historical flight tracks, to help minimize the change of
dramatic shifts in aircraft noise from one location to another, and to avoid the possibility of
significant environmental impacts.
Section A. 4 Response – The commenter suggests that the Google Earth files show a wider
dispersion of different flight tracks for FLL departure procedures. The corridors depicted in the
Google Earth files demonstrate the maximum width of the potential flight corridors, while the
narrower corridors presented at the workshops more closely resemble the expected real-world
usage of the procedures. This distinction does not indicate any improper assumptions made in the
actual noise model. The proposed final designs were intended to limit changes below 10,000 feet,
including those below 3,000 feet which were confined to safety concerns or approach and
departure amendments. The Broward County Airport Authority recommended the use of RNAV
off-the-ground to mitigate noise. The design of RNAV off the ground procedures will naturally
have an effect on lateral paths at or above 520 feet after departure. Approach paths into FLL were
not changed below 3,000 feet. Typically, amendments to approach paths were accomplished at
the start of the approaches. As an example, the altitude restriction at the HOLID waypoint
increased from 2,500 feet to 5,000 feet.
Section A. 5 Response – The commenter is concerned that the EA doesn’t address all reasonably
foreseeable effects. As stated about, the EA was prepared in full compliance with regulations
implementing NEPA and FAA Order 1050.1F. For purposes of the EA, a “reasonably foreseeable
future action” was determined to be an activity sufficiently likely to occur within the planning
horizon for the South-Central Florida Metroplex Project already proposed at a level of detail that
would permit meaningful analysis in this EA. Furthermore, as stated in Section 5.10.2 of the EA,
because of the nature of the resources affected by the Proposed Action, only past, present, and
reasonably foreseeable future actions with direct or indirect effects on aircraft flight patterns within
the General Study Area were considered. The noise modeling employed in this EA accounted for
all shifts of flight tracks resulting from the Project, including the very few that may affect
operations below 3,000 feet above ground level.
Section A.6 Response – The commenter states that the EA does not analyze the concentration of
noise over a smaller area, particularly at altitudes below 3,000 feet above ground level. Section
1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV and
conventional routes. With performance-based navigation, the overall number of aircraft flying in
close proximity to a defined path is greatly improved for both approach and departure tracks. This
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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 South-Central Florida Metroplex Project.
Section A. 7 Response – The commenter states that the Draft EA fails to explain specific details
about procedures. The requested details were provided in Appendix G to the Draft EA, but not
included in the body of the main document. To assess the environmental impacts of the SouthCentral Florida Metroplex Project, the FAA used a study area encompassing airspace above much
of Florida, and including 5 major airports and 16 satellite study airports. Because of both the
number of changes to procedures (many of which are changes that would not actually alter flight
paths) and the geographic scope involved, the level of detail requested by the commenter would
likely result in an environmental assessment document that is more, rather than less, confusing to
the general public. As stated above, the EA was prepared in compliance with NEPA and FAA
Order 1050.1F. The EA provided further information by referencing technical documents that
were provided along with the Draft EA. The FAA believes that it has provided more than sufficient
information for the public to understand the environmental impacts of the proposed action.
Section A. 8 Response – The comment points out that the Draft EA fails to address FLL’s nighttime
procedures. The commenter is correct. The design of new arrival and departure procedures has
no impact on any existing nighttime noise abatement procedures at FLL and the FAA is not
discontinuing their use.
Section A. 9 Response – The commenter alleges the Draft EA does not provide meaningful
information about aircraft that fly RNAV departure procedures. Not all aircraft are equipped to
operate on an RNAV procedure; therefore, some conventional procedures will still be used in the
South-Central Florida 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 South-Central
Florida Metroplex Project.
Section A. 10 Response – The commenter referenced the use of yearly day-night average sound
metric. See Topical Responses for Supplemental Noise Metric for detailed information.
Section A. 11 Response – The comment alleges that there are errors in the DNL noise modelling,
but does not support that allegation. The commenters note correctly that the complete dataset used
for noise modeling is not included with the Draft EA, which is intended only to summarize and
explain the results of that modeling. In other similar projects, the FAA has released these extensive
input files to the public and found that they are unhelpful, as their use requires training and access
to proprietary software programs. For purposes of NEPA, the Environmental Assessment
accurately summarizes the results of the computerized noise modeling of the Project in a format
and manner that is reasonably accessible to the lay public. For noise modeling purposes, our
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forecasts assumed that approximately 90 percent of aircraft to or from major airports on an RNAV
procedure would be located within a half mile of the published route centerline. All aircraft on an
RNAV will be within one mile of the published route centerline. The FAA’s modeling fully
accounted for each of the issues identified by the commenter. See Topical Response for Track
Consolidation/Dispersal for more information.
Section A. 12 Response – As mentioned above, the noise modelling analysis accounts for both
concentration and expected continuation of dispersion. For detailed information geometry and
operations used in the modeling, refer to Appendix E, Basic of Noise and Appendix, Noise
Technical Report.
Section A. 13 Response – The comment pointed out several problems with the virtual workshops
that limited opportunity for public participation. The comment stated that the virtual workshops
provided limited opportunity for public participation. While the FAA typically provides for public
participation in the NEPA process, there is no specific requirement that the FAA provide for inperson meetings to discuss a draft environmental assessment. Although the FAA sometimes does
so for actions of particular interest, the typical public engagement process was inconsistent with
the need during this time to minimize in-person interactions and with federal guidance prohibiting
the agency from hosting such interaction. Insofar as such gatherings were not viable in light of
the COVID-19 public health emergency, the FAA expended considerable time and resources to
provide a similar level of public involvement through virtual workshops. The virtual workshops
enabled individuals to participate via Internet and/or telephone connection. The FAA was mindful
that not everyone has Internet access, so a request for information contact number was provided
for such instances. The FAA was not aware of the numerous problems reported to the City of
Fort Lauderdale. However, one benefit of these workshops is that the recording of the
presentations and the accompanying materials remained available after the workshop was over, so
real-time participation was not necessary for any member of the public to learn more about the
Project.
Section A. 14 Response –The FAA is not aware of any public comments about the content of an
administrative record, which would be prepared in response to litigation in federal court and which
is not pertinent to the current NEPA process. The commenter may have misunderstood the
disclaimer on the virtual workshop website explaining that questions asked in the text Q&A box
during the live webinar sessions would not be recorded and reproduced as an “official comment”
on the Draft EA. The FAA regrets any confusion on that point. As stated above, the virtual
workshops were conducted in the same manner as previous in person workshops where interaction
between the public and subject matter experts are not documented. The public was offered the
opportunity to submit comments electronically. The FAA has received and reviewed over 3,200
comments on the Draft EA, 645 of which were from the Fort Lauderdale area.
Section A. 15 Response – Please see Response to Section A. 13 above.
Section B. 1 Response – The development of the proposed AARPS, BNGOS, GLADZ, TWSTR
and VACAY SIDS establishes modern air-traffic procedures that mimic existing departures and
remain within historical flight tracks. The new procedures take advantage of criteria for departures
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from parallel runways that permit aircraft headings to diverge within the first two miles from the
end of the runway. The new procedures will allow aircraft to travel farther to the east before turns
must be accomplished.
The FAA reviewed multiple suggestions from community residents and a specific suggestion from
the City of Fort Lauderdale all suggesting the extension of the runway heading portion of the
procedure. After reviewing the proposed procedure, the FAA concluded that it could delay the turn
to LLBOW by .61 nautical miles farther east compared to the original proposal, for those aircraft
departing from FLL Runway 10L. Because the FLL Runway 10R is further to the south, no design
changes were made. Absent weather and traffic, aircraft are expected to remain on the procedure.
Section B. 2 Response – The proposed design was a result of safety considerations and input from
the Broward County Aviation Department (BCAD), which advised utilizing RNAV procedures
off-the-ground to avoid conflicts with other procedures. Existing departure procedures utilize radar
vectors (typically 070 or 090 degrees) issued by controllers for departures from FLL that are routed
to the north and east. The development of the proposed AARPS, BNGOS, GLADZ, TWSTR and
VACAY SIDS establishes modern air-traffic procedures that mimic existing departures and remain
within historical flight tracks. The new procedures take advantage of criteria for departures from
parallel runways that permit aircraft headings to diverge within the first two miles from the end of
the runway. The new procedures will allow aircraft to travel farther to the east before turns must
be accomplished.
The FAA reviewed multiple suggestions from community residents and a specific suggestion from
the City of Fort Lauderdale all suggesting the extension of the runway heading portion of the
procedure. After reviewing the proposed procedure, the FAA concluded that it could delay the turn
to LLBOW by .61 nautical miles farther east compared to the original proposal, for those aircraft
departing from FLL Runway 10L. Because the FLL Runway 10R is further to the south, no design
changes were made. Absent weather and traffic, aircraft are expected to remain on the procedure.
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Friends of Biscayne Bay
1277 NE 79th St,
Miami, FL 33138-4206

July 24, 2020

Michael C. O’Harra
Federal Aviation Administration's Southern Region
South Central Florida Metroplex Draft EA
Federal Aviation Administration
Eastern Service Area - Operations Support Group
1701 Columbia Avenue
College Park, GA 30337

Re: Potential Impacts of Newly Proposed Flight Paths on Biscayne Bay Aquatic Preserve
Dear Mr. O’Harra,
We write on behalf of the Friends of Biscayne Bay and ask that you take into consideration
how the South-Central Florida Metroplex Project (“Metroplex”) flight path changes will impact
The Biscayne Bay Aquatic Preserve System and the Bill Sadowski Critical Wildlife Area. We
feel the Environmental Assessment is deficient in regard to the increase environmental impacts
that Biscayne Bay will shoulder. The changes of flight paths move a significant amount of air
traffic from overland to over the aquatic preserve system and that will likely have a negative
impact on Biscayne Bay, protected as an Outstanding Florida Water 1 and part of the State of
Florida Aquatic Preserve system as well as containing the Bill Sadowski Critical Wildlife Area,
see Figure 1 below.

1

https://floridadep.gov/dear/water-quality-standards/content/outstanding-florida-waters

South-Central Florida Metroplex

111

October 2020
FINAL

Appendix J-3

Biscayne Bay is home to an abundance of protected marine species 2. According to the
Department of Environmental Protection:
At least 173 species occurring in Biscayne Bay, its coastal wetlands or uplands, including
barrier islands, can be found on a list of protected species (either federal or state listings).
These include the Florida manatee, American crocodile, wood stork, hawksbill turtle, green
sea turtle, and Johnson's seagrass.

Figure 1: on the left blue shaded areas depict the Biscayne Bay Aquatic Preserve. The
figure on the right depicts the Bill Sadowski Critical Wildlife Area in green.
Biscayne Bay’s clear blue waters, coral colonies, and lush seagrass beds serve as both
critical economic and cultural resources as well as invaluable elements of our community’s
2Florida

DEP- Biscayne Bay Aquatic Preserves
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ecological heritage. In 1974, the Bay was declared to be an aquatic preserve and conservation
area by the County Commission (Ordinance 74-13). By changing the flight paths, the Bay
becomes susceptible to noise pollution 3, which would put the surrounding wildlife at risk 4. In
accordance with rule 68A-19.005, the Biscayne Bay is a protected area “closed to the public”.
Critical Wildlife Areas (CWAs) are an important conservation tool for endangered species 5, and
the MIA Metroplex plan would greatly disturb this delicate area. The critical wildlife area is
closed to boat traffic and home to many nesting wading birds, we are concerned that the
increased noise and air pollution will impact these nesting colonies just as the Fish and Wildlife
service determined boat traffic would impact these areas and has made it only accessible by nonmotorized vessel.
Additionally, water pollution6 issues are also to be expected as most of the fluids applied to
an airplane eventually fall to the ground and can impact coastal waters.7 As stated in a fact sheet
provided by the Florida Department of Environmental Protection (DEP), “ activities or
discharges within an OFW, or which significantly degrade an OFW, must meet a more stringent
public interest test. The activity or discharge must be clearly in the public interest”. Overland
traffic gives the soil an opportunity to clean the water of the toxins or to be filtered through storm
water runoff facilities that many parts of Miami have now put in place prior to reaching the bay.
Flights directly over the bay will likely have adverse impacts to overall water quality because of
this direct exposure. Biscayne Bay is already at a tipping point 8from water pollution as
evidence of the seagrass die off already occurring in the very area where increased flight traffic
is proposed. Biscayne Bay is Miami-Dade’s public park where many residents and tourists alike
spend their time recreationally, and where many seek a quiet and peaceful atmosphere. Part of
the tourism economy is of course viewing and experiencing wildlife and that requires a healthy
habitat to support these species.
Due to climate related issues and human activity, the Bay is at a tipping point and we need
to do everything possible to protect it from further decline 9 Our main concern over the changes
proposed in flight patterns is the increased risk it poses to avian and marine life that depend on
the ecosystem and the overall health of Biscayne Bay. The EA proposes a change of flight paths
without adequate evaluation of the environmental implications which fails to align with the
requirements of the National Environmental Policy Act of 1969 (NEPA). A change of flight
paths could potentially affect the water and air quality of Biscayne Bay and contribute to
irreversible damage to the delicate ecosystems in the area which are already in decline. In
Physiological and Physical Impacts of Noise Pollution on the Environment, 2017
https://www.nrdc.org/issues/protect-marine-mammals-ocean-noise
5 FWC- Critical Wildlife Areas
6 Florida DEP- Outstanding Florida Waters
7 https://www.nrdc.org/stories/ocean-pollution-dirty-facts
8 https://www.wlrn.org/post/grand-jury-report-warns-health-biscayne-bay-tipping-point#stream/0
9 https://www.miamiherald.com/article235178352.html
3
4
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addition, the indirect effects that the flight path would have on the bay go against rule 18-20.006
Cumulative Impacts. 10
We respectfully ask that the Environmental Assessment be declared deficient and a full
NEPA analysis be conducted with actual filed measurements and data to show how avoidance
and minimization of impacts to the environment will be employed to ensure we are not just
moving ahead with cost savings for the airlines without consideration of how that will impact the
environment, which in Florida is our economy. The EA is clearly deficient and relies on
modeling and predictive tools alone and therefore should be rejected.
We ask that the FAA take into consideration how changing these flight paths would
negatively impact Biscayne Bay, the marine and avian life that depends on the ecosystem, and its
water quality. The Environmental Assessment provided does not adequately study these impacts
and these has not been sufficient public involvement in this process and we are concerned that
these changes are being proposed during a pandemic where the public in not been given proper
notice on this issue. We request a public hearing to address these environmental concerns before
any flight patterns are changed.
Sincerely,

Bruce Matheson
President
Friends of Biscayne Bay

10

Laura Reynolds
Vice President
Friends of Biscayne Bay

https://www.flrules.org/gateway/RuleNo.asp?title=FLORIDA%20AQUATIC%20PRESERVES&ID=18-20.006
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cc:
Congresswoman Donna Shalala
District 27, info@donnashalala.com
Congresswoman Frederica Wilson
District 24, wilson.frederica.web@flsenate.gov
Senator Anitere Flores
Deputy Majority Leader- District 39 flores.anitere.web@flsenate.gov
Senator Jason W. B. Pizzo
District 38, pizzo.jason@flsenate.gov
Senator Jose Javier Rodriguez
District 37, rodriguez.jose@flsenate.gov
Representative Javier E. Fernández
District 114, Javier.Fernandez@myfloridahouse.gov
Commissioner Barbara B. Jordan
Miami Dade County Board of County Commissioners, district1@miamidade.gov
Commissioner Jean Monestime
Miami Dade County Board of County Commissioners, district2@miamidade.gov
Commissioner Audrey Edmonson
Miami Dade County Board of County Commissioners, district3@miamidade.gov
Commissioner Sally A. Heyman
Miami Dade County Board of County Commissioners, district4@miamidade.gov
Commissioner Eileen Higgins
Miami Dade County Board of County Commissioners, district5@miamidade.gov
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Commissioner Rebeca Sosa
Miami Dade County Board of County Commissioners, district6@miamidade.gov
Commissioner Xavier L. Suarez
Miami Dade County Board of County Commissioners, district7@miamidade.gov
Commissioner Daniella Levine Cava
Miami Dade County Board of County Commissioners, district8@miamidade.gov
Commissioner Dennis C. Moss
Miami Dade County Board of County Commissioners, district9@miamidade.gov
Commissioner Javier D. Souto
Miami Dade County Board of County Commissioners, district10@miamidade.gov
Commissioner Joe A. Martinez
Miami Dade County Board of County Commissioners, district11@miamidade.gov
Commissioner Jose "Pepe" Diaz
Miami Dade County Board of County Commissioners, district12@miamidade.gov
Commissioner Esteban L. Bovo, Jr.
Miami Dade County Board of County Commissioners, district13@miamidade.gov
Commissioner Holly Raschein
Monroe County District 120, holly.Raschein@myfloridahouse.gov
Mayor Francis Suares
Mayor of Miami fsuarez@miamigov.com
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FAA Responses to Comments of the Friends of Biscayne Bay on the Draft EA for the
South-Central Florida Metroplex Project
The Federal Aviation Administration’s (FAA) Draft Environmental Assessment (EA) considered
impacts to Biscayne Bay and associated areas, Bill Sadowski Park and associated areas, and many
others in the General Study area. Additionally, FAA consulted with the National Park Service
regarding potential noise impacts to national parks and national wildlife refuges. The consulting
agency did not identify any constructive use of any resources protected under Section (4f) of the
Department of Transportation Act for which aircraft noise and/or aircraft overflights would have
an effect on the resource.
When stating concerns about water pollution from overflights, the commenter cites an article from
the Natural Resources Defense Council that refers specifically to pollution from ships and ocean
vessels, not aircraft. The Draft EA concluded that the South-Central Florida Metroplex Project is
not anticipated to cause water quality issues. The Project is not anticipated to alter the number of
aircraft operations, and will therefore not increase any discharges resulting from aircraft
operations. Although the commenter expresses concern that “most of the fluids applied to an
airplane eventually fall to the ground,” this occurs primarily on the tarmac and not during flight.
Additionally, deicing chemicals applied to aircraft in winter at some airports in the country are not
in widespread use in the warm climate of Southern Florida.
The commenter request a full NEPA analysis be conducted. The FAA believes it has done that
and has provided more than sufficient information for the public to understand the environmental
impacts of the Proposed Action. The FAA has established a process to ensure compliance with
the provisions of NEPA through FAA Order 1050.1F, Environmental Impacts: Policies and
Procedures. The Draft EA and the Final EA were prepared in accordance with FAA Order 1050.1F
and with applicable regulations implementing the National Environmental Policy Act. Notably,
federal law requires that environmental assessments be “concise” and that they only “briefly”
describe the basis for the agency’s conclusion that environmental impacts will not be “significant.”
40 C.F.R. § 1508.9.
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July 24, 2020
VIA E-mail
9-AJO-MIA-FL-Metroplex-Comments@faa.gov
BERNARD KLEPACH
MAYOR

JAVIER HOLTZ
VICE MAYOR

South-Central Florida Metroplex Draft EA
Federal Aviation Administration
Eastern Service Center – Operations Support Group
1701 Columbia Avenue
College Park, GA 30337

COUNCIL MEMBER

RE: Comments/Objections to FAA Draft Environmental Assessment for
Central-South Florida Metroplex – Village of Indian Creek, Florida

IRMA BRAMAN

Dear Sir or Madam:

ROBERT DIENER

COUNCIL MEMBER

IRWIN E. TAUBER
COUNCIL MEMBER

JENNIFER MEDINA
VILLAGE MANAGER

STEPHEN J. HELFMAN
VILLAGE ATTORNEY

MARILANE LIMA
VILLAGE CLERK

On behalf Indian Creek Village, Florida (“Indian Creek”), its Village Council
and residents, we submit the following and attached public comments to the Draft
Environmental Assessment for the South-Central Florida Metroplex Project, dated
March 11, 2020 (the “Assessment”). Indian Creek is a municipality situated on a
man-made barrier island along Biscayne Bay in north eastern Miami-Dade County,
Florida. Protection of Indian Creek’s sensitive coastal environment is paramount.
Indian Creek is concerned that the Assessment is deficient in several
respects, and does not examine or present the required information needed to
evaluate the impacts that may be caused by implementation of the South-Central
Florida Metroplex Project (the “Proposed Action”) on areas near major airports such
as Miami International Airport, and Indian Creek. Due to the deficiencies in the
Assessment, it is not possible at this time to determine the full extent of impacts
that the Proposed Action may have on Indian Creek.
The Assessment’s deficiencies include, but are not limited to the following.
Lack of detail in maps of existing/no change and Proposed Action flight paths and
areas of overflight, including omission of aircraft altitudes, and speeds. Maps
included in the Assessment depicting both existing/no change and Proposed
Action Standard Instrument Departures (“SID”) and Standard Terminal Approach
Routes (“STAR”) do not provide the location of specific flight paths, aircraft direction,
altitude, or expected use frequency so that impact to existing or new overflown
areas can be evaluated. The Assessment also fails to examine whether a greater
number of overflights can be expected over certain areas as a result of route
consolidation under new or reconfigured SIDs and STARs implemented under the
Proposed Action. Additionally, the Assessment is deficient in its examination and
methodologies related to its determination that the Proposed Action will not subject
surrounding areas to reportable noise increases. The report produced by Power
Acoustics, Inc. related to noise impacts of the Proposed Action Indian Creek is
incorporated and enclosed at Appendix A. A further brief examination of some
notable deficiencies in the Assessment are discussed below.
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I.

Existing/No Change and Proposed Action Flight Track Maps Do Not Provide Sufficient Detail For
Comparison of Impacts.

The level of detail and resolution provided for the flight track maps at exhibit 4a, 4b, 5a, 5b, 6a, 6b,
7a, and 7b, of Appendix I, “Noise Technical Report” of the Assessment make them impossible to distinguish
between existing/no change conditions and the Proposed Action resulting condition. The map series,
which provides a comparison of departure and arrival tracks under the existing/no change and Proposed
Action conditions, is not detailed enough to see differences in flight path locations or patterns. On each of
these maps, the all flight tracks are shown in the same single color. This results in a mostly solid area of
color over most of South Florida’s Atlantic coastline. It is impossible to examine any single flight track, or
to associate any flight tracks with its existing/no change SID or STAR, or Proposed Action SID or STAR.
There is no information as to which airport the flight track originates from or terminates. In addition, the
solid single color for flight tracks provide no altitude information which is needed to assess the amount of
sound that may be expected as an aircraft on the track overflies a location. The resulting maps end up
providing little useful information to compare the existing/no change conditions with those of the
Proposed Action.
The Assessment should be improved with more useful flight track maps focusing on Major Study
Airports rather than simply all of the South Florida region, and which include altitude and use (flight
frequency) information for each track. The presentation titled FAA NextGen South-Central Florida
Airspace Modernization Airport Brief Miami International Airport, dated March, 2019 (the “2019 MIA
Presentation”), contains some helpful maps and visualizations. The maps contained in the 2019 MIA
Presentation provide existing flight tracks with altitude information as those tracks approach and depart
Miami International Airport. The maps also provide proposed waypoints that will serve as vectoring points
for the proposed SIDs and STARs, as well as a general visualization of the SID and STAR paths approaching
and departing Miami International Airport. Unfortunately, as the 2019 MIA Presentation is not incorporated
or referenced in the Assessment, the accuracy of the information contained cannot be relied upon to
examine the proposed tracks and altitudes. 1
II. SID and STAR Maps Provided in the Assessment are Deficient.
The Assessment’s PDF layer-enabled maps of existing/no change and Proposed Action SIDs and
STARs does not provide sufficient information. The maps of both existing/no action and Proposed Action
SIDs and STARS, included in Section 3.2.1.2 of the Assessment (at Exhibits 3-9 and 3-16), show only shaded
polygons over the general area where flights may be routed as they use the procedure. They do not show
exit and transition points, nor do they show expected direction of aircraft flight, or expected altitudes along
the SID or STAR. Also, certain SIDs and STARs appear to be disjoined, which adds to confusion in
attempting to assess the route and areas impacted. Although provided separately, the Google Earth layers
which show existing/no change and Proposed Action tracks do not show altitudes, speeds or other
information necessary to gauge the Proposed Action’s impacts on surrounding or overflown areas.
should also provide existing flight tracks and altitudes, as well as flight tracks and altitudes
projected in connection with the proposed action SIDs and STARs.

According to the 2019 MIA Presentation, the maps and diagrams contained are subject to change. Due to the lack of detail in
Appendix I maps, and Exhibits 3-9 and 3-16 of the Assessment, it is impossible to confirm if the 2019 MIA Presentation maps
are consistent with the proposed change discussed in the Assessment.

1
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III. Impact on Overflight Frequency pursuant to Proposed Action SIDs and STARs not Provided.
The Assessment fails to provide information as to the expected usage of Proposed Action SIDs and
STARs or compare them to present usage of existing/no change SIDs and STARs. Therefore, impacts from
increased frequency of overflights cannot be determined. Certain Proposed Action SIDs and STARs replace
more than one existing SID or STAR. For example, Table 3-2 of the Assessment notes that the Proposed
Action LUUCE STAR will replace both ANNEY and BLUFI existing STARs; however, it provides no
information as to the number of aircraft that presently use ANNEY and BLUFI, nor the number of aircraft
expected to use LUUCE. In addition the Google Earth layer tracks provide visualization of the differences
between the ANNEY, BLUFI and LUUCE STARs flight tracks. The LUUCE STAR has significantly less tracks
shown than ANNEY and BLUFI STARs. Information as to expected use rates of each STAR’s flight tracks is
necessary to determine impacts of the proposed change and apparent consolidation of many existing
flight tracks into just a few. Additionally, the Google Earth layer tracks contain no altitude information
along the tracks to gauge the changes in noise impacts to nearby areas.
Other areas that may see overflight due to new projected tracks over new areas require information
as to the expected frequency of flights on each track, as well as expected aircraft altitude. Overflight
increases may result from the increases in en route and runway transitions under Proposed Action SIDs
and STARs. Section 3.3.1 of the Assessment confirms that the Proposed Action and implementation of new
SIDs and STARs will result in increased numbers of route and runway transitions. According to the
Assessment, route transitions will increase by nearly double from 135 to 232, while runway transitions will
more than double, from 193 to 461. The Assessment specifically notes: “The additional runway transitions
allow controllers to assign aircraft to routes that were not available previously.” These increases in route
and runway transitions imply that there will be more dispersal of departing and arriving aircraft to
different points of intercepts of flight routes, and of runway approaches. Table 3-1 lists the existing SID and
STAR procedures, including the airport(s) and number of en route and runway transitions served. Table 3-2
of the Assessment lists the names of new SIDs and STARs proposed to replace the existing procedures, and
which airport(s) and number of route and runway transitions it serves. However, it is unclear which
runways at the served airports will be transitioned by the new procedures. Without this information, it
cannot be determined whether the Proposed Action and its additional transition points will result in
additional overflights over presently overflown areas, nor whether new areas will be overflown, and at
which altitudes.
IV. New or Revised Approaches at Miami International Airport.
Table 3-3 of the Assessment claims that Miami International Airport will have eight (8) “new or
revised approaches” to the airport’s runways. These new or revised approaches are designed to be “used by
landing aircraft to line up with the designated runway and descend at a steady, stabilized rate during the
final phase of flight prior to touchdown.” New or revised approaches have the potential of changing the
areas of overflight and the altitude of those overflights in the areas surrounding major airports like Miami
International Airport. However, the Assessment does not provide any details on existing/no change, or
Propose Action approaches (to MIA or any other airport). Impacts of new approaches on the surrounding
areas cannot be determined unless details of existing and proposed approach procedures are provided for
comparison. This information should include maps of proposed and existing approach paths, and include
the communities they overfly, and flight tracks and altitudes along the flight path as the airport is
approached under both existing and Proposed Action conditions.
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V. Noise Exposure Contour Maps are Deficient.
The noise contour maps included in the Assessment is deficient to the requirements of 14 CFR Part
150, Appendix A, Section A150.101(e). According to this section of the Code of Federal Regulations, noise
contour maps produced for airport noise compatibility planning must include runway locations and flight
tracks so that the noise contour can be contextualized to the location of the noise source. The noise
exposure map for the Miami International Airport area, located at exhibit 4-9 of the Assessment, contours
the different levels of sound exposure for the surrounding area. However, it does not contain either the
runway locations for the airports shown, or the flight tracks required by the Code of Federal Regulations
and which indicate the sources of the noise reflected on the map.
VI.

Potential Visual Impacts are not Sufficiently Considered.

Section 5.9 of the Assessment provides a brief review of methodology used to review possible visual
impacts of the proposed changes. While the methodology does not consider the visual sight of aircraft at
altitudes above 3,000 above ground level (“AGL”) as “intrusive”. Subsection 5.9.3 notes that changes in
aircraft routes would generally occur at altitudes above 3,000 feet AGL, and thus anticipates no significant
visual impacts from the proposed action. However, as noted earlier, the Assessment provides no details as
to the altitude of any existing/no action or Proposed Action flight track that can demonstrate whether any
“intrusive” visual impacts are created. Additionally, the Proposed Action includes eight (8) new or revised
approaches for Miami International Airport’s runways. These new approaches cover a segment of aircraft
flight below 3,000 feet all the way down to ground level at touchdown. The Assessment provides no maps,
glide slope profiles, or any other details about the Proposed Action’s new or revised approaches (nor the
existing approach procedures for comparison) that can confirm whether aircraft overflight or sightings at
lower altitudes will result, and therefore cause a significant visual impact to surrounding areas.
VII.

Consultant Report – Deficiencies as to Noise Reporting, Modeling, and/or Projection in the
Assessment.

Indian Creek has engaged a noise consultant, Power Acoustics, Inc. to review and assess the figures,
studies, methodologies and findings contained in the Assessment related to noise impacts, particularly in
Appendix I, and to produce a report (the “Consultant Report”). The Village incorporates the Consultant
Report, which is enclosed as Appendix A.
We respectfully request review and consideration of the above-identified concerns and deficiencies in the
Assessment, and that all impacts to Indian Creek be adequately addressed. Thank you in advance for your
attention to this matter.

Jennifer Medina
Village Manager
cc:

Bernard Klepach, Mayor
Village Council
Stephen J. Helfman, Esq, Weiss Serota Helfman, Village Attorney
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12472 LAKE UNDERHILL RD, #302 • ORLANDO, FLORIDA • 32828
PHONE: (407) 381-1439 • FAX: (407) 381-6080

poweracoustics.com

July 24, 2020
Jennifer Medina
Village Manager
Indian Creek Village
9080 Bay Drive
Indian Creek Village, Florida 33154
LR#20-00722-1-A1 Air Traffic Noise Impacts to the Village of Indian Creek
Related to the FAA’s South-Central Florida Metroplex Environmental Assessment
Dear Ms. Medina;
Provided herein is an analysis/discussion of noise impacts presented in the USDOT/FAA
“Draft Environmental Assessment for the South-Central Florida Metroplex
Project”[1] as it applies to the Village of Indian Creek.
The Power Acoustics, Inc. analysis discusses what can be extracted from the SouthCentral Florida Metroplex Environmental Assessment (SCFMEA) draft report[1],
and the report’s deficiencies, including inadequate data, data presented in a confusing or
overwhelming way, and metrics of sound that make it impossible for the public to fully
understand the impacts of the proposed NextGen flight path changes.
In summary, both prior to and after the proposed action, the Indian Creek area is at the
lower end of the FAA’s reportable noise envelope (45-60 DNL). The SCFMEA[1]
indicates Indian Creek will experience a small noise increase of approximately 0.9 dB
(47.1 dB to 48 dB DNL) after the proposed action is implemented. The FAA considers
this an insignificant increase in noise. The FAA determines that the DNL 45 dB level is
the minimum level at which noise needs to be considered because “even distant ambient
noise sources and natural sounds such as wind in trees can easily exceed this (DNL 45
dB) value” [reference 1, page 1-1]. We speculate few residents of Indian Creek would
equate their current aircraft noise exposure as comparable to “wind in trees.” For
additional perspective, the FAA would require a 5 dB DNL increase before it would
consider the increase to be significant and “reportable.” A 5 dB increase would require
three (3) times as many aircraft to be observed/heard in the Indian Creek area than
currently exists. Therefore, we do not agree with the criteria used by the FAA for
determining impacts in low noise areas. We request the FAA provide several additional
pieces of data in their final Environmental Assessment report so a clearer picture of the
proposed action noise impacts can be seen by impacted parties.
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BACKGROUND NEEDED TO UNDERSTAND THE SCFMEA RESULTS
The FAA’s Method for Modeling (Computing) Noise Impacts
The SCFMEA[1]noise impact analysis is based on results for a computer program
(computer model) of current and future air traffic conditions. The computer program,
Aviation Environmental Design Tool 2d (AEDT), utilizes aircraft type, airport origins and
destinations, daytime or nighttime operation times, and the average number of daily
operations to estimate noise.
The sound levels presented by the SCFMEA[1] do not reflect a particular noisy or quiet
day, but a typical day averaged over a period of a year. Individual sound observer
locations will experience some considerably noisier aircraft traffic days than the sound
data computed/presented by the SCFMEA and some days will likely be quieter than
those presented in the SCFMEA. “FAA Order 1050.1F, requires that aircraft noise be
analyzed in terms of the yearly DNL metric. In practice, this requirement means that DNL
levels are computed for the Average Annual Day (AAD) of operations for the year of
interest. The AAD represents all the aircraft operations for every day in a study year
divided by 365, the number of days in a year. The AAD does not reflect a particular day,
but is meant to represent a typical day over a period of a year.”
FAA Noise Metrics
The FAA uses a simplified metric for correlation with human response to noise called the
Day/Night average sound level (abbreviated as DNL). DNL represents the calculated
sound of all daily aircraft that have been averaged over a contiguous period of 24-hours
(86,400 seconds). The basis of the DNL metric is A-weighted sound level. The Aweighted scale is the typical level used to represent human reaction or exposure to
loudness, such as when measuring noise in the workplace or in the environment. To
account for an undesirable human response to noise at nighttime, the DNL includes a 10
decibel (dB) penalty applied to sound made between the hours of 10 PM and 7 AM. The
simple A-weighted sound level can be measured/displayed on a sound level meter while
DNL must be calculated from a 24-hour time history of the sound data.
The SCFMEA[1]does not report community noise impacts from specific aircraft flyovers
or flybys as would be measured instantaneously with a sound level meter. The use of a
24-hour average DNL results in individual flyovers or flyby events contributing very
small amounts to the daily DNL. As an example, if an individual aircraft during daytime
hours registered an instantaneous 1-second maximum sound level of 60 decibels (dBA)
during a flyover (as could be measured on a sound meter) and persisted for a duration of
20 seconds, the individual aircraft flyover would result in a DNL of less than 24 dB. If
the same event occurred between the 10 PM and 7 AM nighttime hours, the DNL would
have a 10 dB penalty and reported as 34 dB. Effectively, any individual sound level is
largely discounted by the DNL metric due to the long 24-hour duration averaging
process.
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In order to have substantial DNL, many individual noise events must occur in a day.
While the previous example of an individual event is relatively easy to describe, the
impact of multiple aircraft flyovers or flybys is more complicated. The DNL is
dependent not only on the loudness of the event, but also the duration of event, the
number and time of events that occur per day and the percentage of time the area is quiet.
Continuing on the example in the previous paragraph, we’ll assume identical aircraft,
each producing 60 dBA maximums and 20 second durations occurred in the same 24hour period. The DNL would be <27 dB if two aircraft flyovers occurred per day, while
10 aircraft flyovers per day would result in DNL <34 dB and 100 aircraft flyovers per day
would result in DNL <44.
The importance of the previous two paragraphs is that sound data reported by the FAA is
not representative of what someone would directly measure with a sound level meter.
Furthermore, while the example is intended to show how DNL compares to a measured
sound level, readers are warned that the computation of DNL with the various types of
aircraft becomes complex as the number of each aircraft, the aircraft’s position (altitude
and ground track) relative to sound receptor locations and the airport runway, time of
flight and the aircraft’s operating condition (takeoff or landing) all come into play when
the FAA estimates DNL at any given sound observer position.
FAA ESTIMATED NOISE IMPACTS
FAA DNL Estimated in Before and After Conditions
The FAA has estimated changes in DNL before and after the proposed flight path
changes. Appendix I of the SCFMEA[1] lists several thousand locations where noise
estimates were made within the State of Florida. For the Indian Creek area, the
applicable calculation locations are shown in Figure 1.
The SCFMEA[1] provides sound estimates for only one position within Indian Creek at
the Indian Creek Country Club. We’ve included estimated DNL from two locations
outside of but within 1000 feet of Indian Creek for additional reference. The FAA
modeled three operation levels including existing conditions and forecast operations
projected to 2021 and 2026 as shown in Table A.
Table A. Numbers of Takeoffs and Landings Modeled for MIA
Existing Conditions
(06/2017 – 05/2018)
2021
2026
1,120.8
1,160.7
1,254.3

The before and after DNL sound levels are presented in Table B. Existing Conditions
(E.C.), Proposed Action (P.A.) and No Action (N.A.) conditions define the projected
before and after DNL sound levels if the proposed flight path action is taken and if no
action is taken (i.e. if existing flight rules are retained).
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Figure 1. Indian Creek FAA DNL Locations

Table B. Indian Creek DNL Estimates With and Without Proposed Action
Location
Site Name
INDIAN CREEK COUNTRY CLUB

Latitude
25.8761

2021
Longitude
-80.1422

2017/18
E.C.
47.2

Location
Site Name
92ND STREET PARK
HAWTHORNE PARK TOT LOT

Latitude
25.8826
25.8762

N.A.
47.1

P.A.
48.0

2021
Longitude
-80.1294
-80.1295

2017/18
E.C. N.A. Avg. P.A. Avg.
45.3
45.2
46.0
45.7
45.6
46.1

dB DNL

Change
0.9
dB DNL

2026
N.A.
47.6

P.A.
48.5

Change
0.9

2026

Change
(Avg.) N.A. Avg. P.A. Avg.
0.7
45.7
46.4
0.5
46.1
46.6

Change
(Avg.)
0.7
0.5

*Avg. Represents the average DNL calculated by the FAA over an area instead of a point specific location.

The FAA’s estimated increase for areas adjacent to Indian Creek and within Indian Creek
ranged from a 0.5 dB increase to a 0.9 dB increase.
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The SCFMEA[1] indicates an Optimized Profile Descent (OPD) are utilized that allows
an aircraft using to fly continuously from the top of descent to landing with minimal
level-off segments and suggests “Aircraft that fly OPDs can maintain higher altitudes
and lower thrust for longer periods thereby reducing emissions and noise.” If this is the
case, the resulting sound levels should decrease. However, the DNL are shown to
increase by as much as 0.9 dB. The increase in DNL is conjectured to represent the
increase in the number of flyovers/flybys concentrated at/near the impacted sites of the
CSTAL flight path. A 0.9 DNL increase would equate to about a 23% higher
concentration of flights in site area. We speculate that a larger increase would be seen but
may be offset by increased altitude of the OPD. Causes of noise increases are not
adequately described or documented in the SCFMEA[1].
Levels Used by FAA in Determination of Noise Impact
The FAA has set criteria for determining impacts based on changes in predicted aircraft
noise before and after implementation of the proposed action in the SCFMEA[1], and
FAA Order 1050.1F[2] are as follows:
DNL of 65 and higher – Increase or decrease in DNL of 1.5 dB or more
Exceeds Threshold of Significance

DNL 60 to 65 - Increase or decrease in DNL of 3.0 dB or more
Reportable Noise Increase (Considered When Evaluating Air Traffic Actions)

DNL 45 to 60 - Increase or decrease in DNL of 5.0 dB or more
Reportable Noise Increase (Information Disclosed When Evaluating Air Traffic Actions)

The before after DNL data provided by the FAA in the Indian Creek area falls in the
lower end of the DNL 45 to 60 range. The FAA, in accordance with FAA Order
1050.1F[2], determines increases less than 5 dB are not reportable or cause an impact.
However, in order to reach a 5 dB increase in DNL, a threefold increase in daily flights
would be required. It is highly likely that a threefold increase in air traffic would be very
noticeable and objectionable to residents in the area.
The SCFMEA[1]states it evaluated noise levels down to the DNL 45 dB level for
potential increases in DNL noise exposure of 5 dB or higher. The FAA determines that
the DNL 45 dB level is the minimum level at which noise needed to be considered
because “even distant ambient noise sources and natural sounds such as wind in trees
can easily exceed this (DNL 45 dB) value” [reference 1a, page 1-1]. This is a misleading
comparison because it equates a very quiet continuous sound (wind) to a very noisy but
short duration sound (aircraft flyover) that is averaged with quiet times over a 24-hour
period to obtain a similar sound level. We speculate few residents of Indian Creek would
equate their current aircraft noise as comparable to “wind in trees” and therefore, we
don’t agree with the criteria used by the FAA for determining impacts in low noise areas.
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DNL Noise Levels Compared to Annoyance
The Federal Interagency Committee On Noise (FICON)[3] has shown the results of two
studies correlating DNL with the percentage of people that are “highly annoyed” by air
traffic noise. The studies indicate that approximately 0.41% to 2.12% of people are
highly annoyed when sound levels are between 40 and 50 DNL. However, the studies
have large variability and could be closer to 6-7% in the 40-50 DNL range. The studies
also indicate people are likely to be more annoyed when ambient sound levels are low in
the absence of the air traffic noise source. The FAA does not take existing ambient (nonaircraft) noise levels into account when determining noise impacts of air traffic.

Figure 2. Percentage of People Highly Annoyed by Air Traffic Noise (DNL)
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DATA THAT IS REQUESTED FOR FINAL ENVIRONMENTAL IMPACT
REPORT
The following requests/comments are related to the SCFMEA[1].


The current Appendix I Tables A6.2 and A6.3 are not grouped by city/town or
county. Instead, locations are identified only by street name or attraction name
and geographic coordinates. Many of the site names used in the tables are
common to many Florida locations. Therefore, site locations can only be
identified by sorting thousands of data points by latitude and longitude
coordinates. The FAA’s presentation of data has likely hindered many impacted
readers from finding locations near their properties. We suggest the Appendix I
tables A6.2 and A6.3 be revised to include the county, town or city and presented
as a group within a particular area.



The report lacks discussion or information to determine the cause of the estimated
increased or decreased noise.



Waypoint data. To demonstrate the funneling of air traffic along the waypoints,
the FAA is requested to supply the information shown in the Tables C, D, and E:

Table C. Existing Conditions at Waypoints
WAYPOINT NAME
GUCCI
MDONA
GEELQ
etc.
etc.

Coordinates
Latitude
Longitude

2017/2018 E.C.
Number of Aircraft (1)

Average Altitude (1)

dBAmax (2)

DNL(2)

(1) number and altitude of aircraft within 0.5 NM radius of waypoint
(2) of all flights at waypoint location

Number of Aircraft and Average Altitude of Aircraft are requested for any aircraft within
a 0.5 mile radius of the waypoint. The maximum dBA and DNL are as computed for all
aircraft over the average day 24-hour period at the waypoint.
The information should also be provided for the 2021 and 2026 Proposed Action (P.A.)
and No Action (N.A.) conditions as shown in the following tables:
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Table D. Conditions at Waypoints in 2021

WAYPOINT NAME
GUCCI
MDONA
GEELQ
etc.
etc.

Coordinates
Latitude
Longitude

2021 N.A.
Number of Aircraft (1)

Average Altitude (1)

2021 P.A.
dBAmax (2)

DNL(2)

Number of Aircraft (1)

Average Altitude (1)

dBAmax (2)

DNL(2)

Number of Aircraft (1)

Average Altitude (1)

dBAmax (2)

DNL(2)

dBAmax (2)

DNL(2)

(1) number and altitude of aircraft within 0.5 NM radius of waypoint
(2) of all flights at waypoint location

Table E. Conditions at Waypoints in 2026
WAYPOINT NAME
GUCCI
MDONA
GEELQ
etc.
etc.

Coordinates
Latitude
Longitude

2026 N.A.
Number of Aircraft (1)

Average Altitude (1)

2026 P.A.

(1) number and altitude of aircraft within 0.5 NM radius of waypoint
(2) of all flights at waypoint location
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Sincerely,

David J. Parzych, INCE.Bd.Cert
Power Acoustics, Inc.

South-Central Florida Metroplex

131

October 2020
FINAL

Appendix J-3

FAA Responses to Comments of Indian Creek Village on the Draft EA for the SouthCentral Florida Metroplex Project
The exhibits mentioned in the comment are intended to display historical arrival and departure
tracks along with study airports in the entire General Study Area for the South-Central Florida
Metroplex project. The size of the Study Area and the scope of the project prohibits the level of
detail that commenter requests from being included in these graphics. The FAA produced graphics
depicting individual air-traffic procedures and comparing flight tracks of the proposed action and
no-action alternatives, and presented these to the public during the virtual public workshops. Those
graphics remained online for members of the public to review, and are included in Appendix A of
the Final Environmental Assessment. To facilitate access to the documents and reduce download
time, the appendices and technical reports were posted on the website as standalone documents.
These boards display more detailed information on the proposed final designs, overlaid with
historical track data. The EA was prepared in full compliance with regulations implementing the
National Environmental Policy Act and FAA Order 1050.1F, which require it only to be a concise
document summarizing the anticipated environmental impacts of the proposed action.
Because of the size of the General Study Area and the likelihood that any individual reader may
only be interested in procedures serving on or two airports, the various arrival and departure
procedures included in the No Action Alternative and the Proposed Action are grouped by airport.
This allows the reader to easily focus on their own area of interest and turn on or off only those
flight corridors they are interested in. The FAA also provided detailed supplemental materials in
the form of Google Earth files that were provided to the public. The Google Earth files allow an
infinite adjustment of range so the viewer can tailor materials to specific needs.
The Google Earth files do not contain all details of the air-traffic procedures like altitudes or
speeds. They are designed to inform the public about the location of aircraft overflights, coupled
with other information in the Environmental Assessment that focuses on anticipated environmental
impacts. Commenters that want more detail about a particular procedure may refer to Appendix
G, which contains detailed information (including TARGETS distribution packages) about each
procedure for aviation experts. The requested level of detail about the procedures is not necessary
to be provided in the layered PDF maps or Google Earth files in order to assess the potential
environmental impacts of the Metroplex Project on a particular location. Any member of the public
concerned about aircraft noise at a specific location can enter that address into the provided online
tool and see the precise change in aircraft noise anticipated from the project, expressed in DNL, at
all nearby grid points. Impacts on all other environmental resources were evaluated by taking into
account all details of the proposed procedures.
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV
and conventional routes. With performance-based navigation, 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
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concentration of flight tracks. Table 3-1 in Chapter 3, Alternatives, contains a listing of alreadypublished RNAV and conventional flight procedures. Accordingly, aircraft concentration along
many routes already occurs within the General Study Area for the proposed South-Central Florida
Metroplex Project.
For noise modeling purposes, our forecasts assumed that approximately 90 percent of aircraft to
or from major airports on an RNAV procedure would be located within a half mile of the published
route centerline. 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, some conventional
procedures will still be used in the South-Central Florida Metroplex airspace. Please see Table 32 in Chapter 3, Alternatives, for a listing of the conventional procedures that are maintained as part
of the proposed South-Central Florida Metroplex Project.
To help maintain safety in the national airspace system, FAA’s Air Traffic Control will continue
to employ air-traffic management methods and coordination techniques as described in Section
1.2.2 of the Final EA (titled “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. It is not true, as commenter suggests, that this
issue is “unconsidered.” The noise modelling analysis accounts for anticipated levels of both
concentration of flight tracks and some continued 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
South-Central Florida Metroplex Project would not exceed the thresholds of significance for
changes in aircraft noise exposure when compared to the No Action Alternative.
The commenter stated that the EA failed to provide information on expected usage of the
procedures. Arrival and departure routings (STARs and SIDs) are comprised of common routes
closer to airports. These common routes can extend a substantial distance from the airport.
Transitions for procedures can be explained in lay terms as entry and exit points. That is, a
procedure could route aircraft in a straight line, but for each waypoint along that straight line, a
transition can be developed to provide entry and/or exit from the procedure. The fact that a
transition exists does not necessarily mean that a unique path has been developed, although that is
also possible. The increase in numbers of transitions for proposed procedures is a result of
increased flexibility. Using the examples offered by the comment, the common route for the
proposed LUUCE begins 41.12 miles north of Virginia Key at the SPNER waypoint. All aircraft
assigned this procedure will follow the same route after SPINR. The development of the proposed
LUUCE is not expected to increase the number of aircraft from the north/northwest, but will
increase efficiency and reduce complexity for conventional aircraft landing at MIA.
The commenter alleges the Draft EA does not provide details on approaches to MIA. Only
approach procedures for Runways 26 L/R and Runway 27 at MIA are proposed for amendments.
Aircraft will be established on the final approach course prior to the shoreline. These are no lateral
changes for proposed approach procedures to MIA over land.
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The commenter alleges that the noise contour map included as Exhibit 4-9 in the Draft
Environmental Assessment is deficient. This map was prepared to provide additional information
about baseline aircraft noise at the census block level, using the sources listed at the bottom of the
map. It is not prepared to comply with any program authorized by 40 C.F.R. Part 150, and is not
subject to the specific requirements cited by commenters, which apply to maps prepared by airport
sponsors and not the FAA. According to FAA Order 1050.1F, Appendix B, the FAA does not
prepare noise contours for large airspace actions involving more than one airport, which are not
within the immediate vicinity of the airport, and/or includes actions above 3,000 feet AGL. The
FAA evaluated aircraft noise impacts of the Project using the AEDT model. Per FAA 1050.1F,
AEDT can be used to provide noise contours for airport development projects or other actions in
the immediate vicinity of the airport; however, the South-Central Florida Metroplex Project is not
an airport development project or action involving the immediate vicinity of one airport. Rather,
it is a large airspace action involving more than one airport. The map is informative with respect
to locations of existing aircraft noise levels and serves the intended purposes within the
Environmental Assessment.
As noted by the commenter, the FAA considered the visual effects of the Proposed Action in the
General Study Area. The results of the analysis showed that the Proposed Action would not result
in a significant visual impact in 2021 or 2026 when compared to the No Action. Any changes in
aircraft traffic patterns would occur at altitudes and distances from viewers that would not
substantially impair the view or setting or the Section 4(f) resources. Therefore the Proposed
Action would not result in potential impacts to Section 4(f) resources from a visual impact
perspective. Nearly all of the changes made by the Metroplex occur at altitudes above 3,000 feet
above ground level – while some change below that altitude may occur, they will occur within preexisting historic flight tracks. The commenter requests additional information about the
significance of these impacts. No specific significance thresholds for visual effects exist because
of the subjectivity and variability of the experiences involved. The new or revised approaches for
runways at MIA all occur within areas where overflights currently occur, and will not affect the
frequency of those overflights. They will neither affect the nature of the visual character of the
area nor contrast with other visual resources at those locations. FAA Order 1050.1F at 4-10. Any
visual effects of the proposed project were therefore not considered significant for purposes of
NEPA or other special purpose statutes.
See Topical Responses for Noise Modelling and Supplemental Noise Metrics for further
discussion of the commenter’s suggestions that the FAA use alternative measurements of single
noise events for addressing noise impacts under NEPA.
The requested information about the location of individual grid points is easily searchable by
common address online by interested parties by using the Google Noise Tool. The tool contains
more than 122,000 grid points of noise data in the Study Area and can be found at
https://floridametroplexworkshops.com/

Additionally, the requested information specific to waypoint locations is not informative and is
potentially misleading. Aircraft noise impacts occur continuously along the flight path, and are not
concentrated or especially noticeable at a waypoint. Although noise impacts may increase as an
aircraft turns at or near a waypoint, these turns do not occur at precise locations but vary depending
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on weather, type of aircraft, weight, and other factors.
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FAA Responses to Comments of the Keystone Point HOA on the Draft EA for the SouthCentral Florida Metroplex Project
Response I. – “The FAA Has Increased Aircraft Noise Over North Miami in Increments so that
the Project's Noise Impacts Will Not Be Significant.”
The commenter alleges the noise over North Miami increased over time to avoid a determination
that the proposed Metroplex Project would have significant environmental impacts. The
commenter’s description of the environmental baseline is incorrect. Because of this
misunderstanding, the commenter suggests that the environmental baseline used in the Final EA
is inaccurate. But the baseline accurately represents real-world conditions, consistent with the
commenter’s request.
New Q and Y Routes (at or above 18,000 feet) were implemented on November 8, 2018 after a
NEPA review that concluded they were subject to a categorical exclusion. At the same time, the
FAA’s preferential route database was updated. This database has been mischaracterized to infer
that aircraft lateral departure paths have been changed. The database routes do not affect how air
traffic directs flights over Biscayne Bay.
The database is a national traffic management tool to ensure expeditious movement of traffic
during heavy demand periods. It is a flight-planning tool primarily used for air carrier and business
aviation. Preferred IFR Routes are established only when air traffic density and/or safety make
preferential routes necessary. The database has more than 10,000 routes, and 122 of the routes are
Miami “city pair” routes to 73 destinations.
The agency uses accurate radar track data to analyze flight paths.
HEDLY and WINCO were implemented in 2006. After implementation, inefficiencies were
discovered in the design that led to alternative actions in order to maintain departure separation
between parallel runways. Since that time, controllers have used radar vectors until aircraft were
over Biscayne Bay. After parallel runway separation is accomplished, aircraft are vectored to join
the HEDLY or WINCO departure procedures.
A review of historical departure data shows the following results:
•
In February 2015, an average of 138 aircraft per day flew over the Keystone Point area at
an average altitude of 4,800 feet.
•
In February 2017, an average of 162 aircraft per day flew over the Keystone Point area at
an average altitude of 4,829 feet.
•
In February 2020, an average of 164 aircraft per day flew over the Keystone Point area at
an average altitude of 5,246 feet.
Response II. – “The Draft EA and Attendant Documents Do Not Give Enough Data to Properly
Assess the Impact of the New Procedures on Keystone Point.”
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The commenter states that the Draft EA fails to explain specific details about procedures. Because
of both the number of changes to procedures (many of which are changes that would not actually
alter flight paths) and the geographic scope involved, providing the level of detail requested by the
commenter in the general graphics provided in the body of the EA would likely result in an
environmental assessment document that is more, rather than less, confusing to the general public.
The EA provided further detailed information by referencing technical documents that were
provided along with the Draft EA. The commenter referenced omitted information in Appendix
F. The Study team recommendations were considered by the D&I Team but not necessarily
adopted.
The goal of an environmental assessment is to summarize the agency’s conclusion that an
environmental impact statement is not required, not to provide full and complete operational
details of highly technical air-traffic procedures. To provide the public far more information about
the proposed action, the agency produced numerous additional graphics showing individual
procedures, and recorded virtual workshops to further explain them. The additional detail
requested by the commenter was provided there, and we have reproduced those graphics in
Appendix A of the Final EA. The FAA believes that it has provided more than sufficient
information for the public to understand the environmental impacts of the proposed action.
Response III. – “The Environmental Impacts of the Project Should Be Evaluated in an EIS”
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. The Draft EA and the Final EA were prepared in accordance with FAA Order 1050.1F
and with applicable regulations implementing the National Environmental Policy Act. Notably,
federal law requires that environmental assessments be “concise” and that they only “briefly”
describe the basis for the agency’s conclusion that environmental impacts will not be “significant.”
40 C.F.R. § 1508.9.
The FAA disagrees with the commenter’s statement that “neither airport owners nor communities
affected by changes in airport operations have been included, until the very latest time, in the
development of the NextGen or the Project.” During the design process, the FAA design team
held an extensive series of public outreach meetings with relevant organizations, communities and
officials to gather feedback on the notional designs (see Appendix A). The feedback received was
instructive and considered in the alternative development process. More details can be found in
Appendix F and Appendix G.
Response IV – “The Draft EA’s Reliance on a “Presumption of Conformity Is Seriously
Misplaced.”
The Proposed Project does not require further review under the Clean Air Act. It is not intended
or designed to increase the number of aircraft operations, but requires efficiently handling current
and forecasted demand which is determined locally on an airport-by-airport basis. It is thus
designed to enhance operation efficiency. The increase in fuel burn is the result of only a handful
of changes and is not a widespread impact across the Study Area at a variety of altitudes. Any
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operational changes that could result in an increase in fuel burn would occur higher than 3,000 feet
AGL. De minimis increases at that altitude are presumed to conform to all applicable State
Implementation Plans pursuant to federal law. 40 C.F.R. § 93.153(c)(2)(xxii); Federal Presumed
to Conform Actions Under General Conformity, 72 Fed. Reg. 41565, 41578 (Jul. 30, 2007).
Response V. – “Section 175 of the FAA Reauthorization Act of 2018 Have Not Been Addressed”
The comment alleges that dispersal headings or other lateral track variations were not considered.
With respect to MIA specifically, the FAA met with the Miami-Dade Aviation Department
(MDAD) to discuss the feasibility of dispersal headings at MIA. MDAD advised the FAA of the
importance of adhering to existing noise abatement procedures for MIA eastbound departures. The
existing radar vectoring procedure for east departures requires that aircraft make no turns prior to
five miles from the airport. CSALT is located 5.17 miles west of MIA. Turns prior to this point
would route aircraft outside of historic flight tracks. The Proposed Final Designs are fully
consistent with the existing noise abatement procedures. MDAD also requested to have aircraft
remain over Biscayne Bay as much as possible. The Proposed Procedures are expected to keep
aircraft over Biscayne Bay until they reach 7,000 ft. AGL.
No other lateral track variations were requested. MDAD has been continuously updated on
procedure designs and Metroplex status, and the FAA has considered all input it received.
Response VI. – “The FAA Must Use ISO 1996-1:2016 to Determine the Noise Impact of the
South-Central Florida Metroplex Project on the Communities Living Below the Proposed Flight
Paths.”
As stated earlier, the EA was prepared in full compliance with regulations implementing NEPA
and FAA Order 1050.1F. This Order requires that aircraft noise analysis use the yearly Day-Night
Average Sound Level (DNL) metric. The use of the DNL metric was recently reaffirmed by the
Federal Interagency Committee on Aviation Noise, in its report title Federal Agency Review of
Selected Aviation Noise Issues, published in 2018. In 2020, the FAA provided a report to Congress
assessing the benefits and advantages of DNL over a variety of alternative noise metrics and
measurement methods. Federal Aviation Administration, Report to Congress, FAA
Reauthorization Act of 2018 (Pub. L. 115-254), Section 188 and Sec 173 (Apr. 14, 2020). The
method to analyze noise impacts to communities suggested by the commenter will not be used.
Response VII. – “The FAA Has Failed to Consider Noise and Emission Reduction in the Draft
Environmental Assessment for the South-Central Florida Metroplex Project.”
The FAA disagrees with the commenter’s interpretation of FAA’s mandate from Congress and the
FAA’s legal obligations when transitioning the National Airspace System to a more widespread
use of NextGen air-traffic technologies. Nevertheless, the South-Central Florida Metroplex Project
fully satisfied the direction of Congress to “take into consideration, to the greatest extent
practicable, design of airport approach and departure flight paths to reduce exposure of noise and
emissions pollution on affected residents.” The entire Project was designed from the beginning to
minimize changes to air-traffic procedures below 10,000 feet above ground level and to adhere to
historic flight tracks to avoid any significant noise impacts as defined by FAA’s Order governing
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NEPA compliance. The FAA adjusted the design of several procedures in response to comments
received during the 2019 scoping period, and further adjusted others in response to comments
received on the Draft EA. The FAA has fully considered whether the exposure of noise and
emissions pollution on affected residents can be reduced. See Vaughn v. FAA, 756 F3d. Appx. 8,
13 (D.C. Cir. Nov. 30, 2018).
Response VIII. – “The Draft EA Fails to Consider the Impacts to All Parks or Recreation Areas in
its 4(f) Analysis.”
The FAA’s Draft EA considered impacts to Biscayne Bay and associated areas, Arch Creek Park
and many others in the General Study area. The complete list of resources protected under Section
4(f) can be found in Table A6.3 in Appendix I.
Response IX - “The FAA Has a Statutory Duty to Protect Residents and Property from the
Deleterious Effects of Aircraft Noise.”
The FAA disagrees with the commenter’s interpretation of some of the cited statutory references,
and of the D.C. Circuit’s opinion in Helicopter Association International, Inc. v. FAA, 722 F.3d
430, 433 (D.C. Cir. 2013). Although that opinion acknowledged that FAA has the appropriate
delegated authority to consider the impacts of aircraft noise when designing procedures, the
statement that FAA has “the duty to protect people on the ground from noise from aircraft” is the
commenter’s own statement rather than that of the federal court. Nevertheless, the FAA fully
considered the potential impacts of aircraft noise when developing this project, and made changes
where practicable to account for those impacts. See Response to Comment VII (above). FAA acted
consistent with the statutory provisions cited by commenter here by developing a Metroplex
Project that avoided all significant noise impacts throughout the entire Study Area, and thus
avoiding any deleterious or other substantially adverse impacts on those on the ground. Aircraft
noise is a major component of the FAA’s focus on environmental impacts in the Environmental
Assessment, and the FAA has fully considered and addressed it.
Response X: “Conclusion”
The FAA interprets this comment to repeat the legal claims made in comments VII and IX and
refers the commenter to those responses.
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FAA Responses to Comments of the Lauderdale Isles Civic Improvement Association on
the Draft EA for the South-Central Florida Metroplex Project
Please see Topical Response – 10. Existing Aircraft Noise, 15. Google Earth Files, 22. Noise
Modelling, 23. Noise Modelling Analysis, 50. COVID-19
The commenter notes that the Draft Environmental Assessment was long and alleges that this made
it difficult to understand. The body of the Draft Environmental Assessment was approximately
200 pages, not 5000, and is designed only to summarize the agency’s overall conclusions about
whether its proposed actions might “significantly affect the human environment” and therefore
require an environmental impact statement under the National Environmental Policy Act. Many
other commenters suggested that they felt that the Draft Environmental Assessment should have
contained far more detail, not less. The commenter seeks additional information about
environmental impacts during the first minute of flight. Those impacts were considered and are
included in the agency’s overall determination of the extent of environmental impacts. The Project
makes few changes below 10,000 feet above ground level, and almost no changes below 3,000
feet (as aircraft must be aligned with the runways on takeoff and landing, and the Project does not
alter locations of runways). Therefore no significant environmental impacts are anticipated within
the first minute of flight.
The flight corridors depicted in the provided Google Earth files show the overall width of the
possible flight corridor for each air-traffic procedure proposed as part of the Project. The
statements made at the virtual workshops about the actual, anticipated locations of aircrafts during
real-world flight conditions were accurate. Westbound departures from FLL are expected to stay
south of I-595.
The commenter’s description of current noise conditions in southwest Fort Lauderdale as
“horrible” is noted. Both the current noise conditions and the future noise conditions resulting from
the Project are within ranges established by federal regulation as compatible with the land uses of
that area, and are not increased by the Project to an extent that further action is required by the
FAA. Nevertheless, we were able to partially grant the commenter’s request to adjust the DREDS
waypoint, as explained in the Final EA and in Topical Response Number 49. That response also
explains why west departures cannot proceed all the way to SEAZZ before turning.
The location of the DREDS waypoint remained the same between initial design and submission in
the Draft EA. After a review of comments related to release of the Draft EA, the FAA examined
the procedure and recommendations, resulting in a move of 1,497 feet west for the DREDS
waypoint. Please see the topical response for DREDS.
The FAA designs procedures to take advantage of the full existing capacity of an airport. The
purpose of the project is not to increase operations, but to provide the necessary infrastructure to
safely and efficiently handle forecasted demand. Noise modelling takes future operations and
potential increases into account. The design of procedures also provides accommodation for any
forecasted increase.
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The following graphic presents a display of actual track data after implementation of an RNAV
departure procedure. It depicts actual Atlanta Hartsfield International Airport departures from
Runway 26L. The Atlanta departure routes aircraft 1.28 miles before turning. In comparison, the
revised FLL AARPS, VACAY, BNGOS and TWSTR procedures route departures 1.52 miles
before turning to a course for the DREDS waypoint. This graphic is submitted to provide an
example of expected departure routing for FLL west bound departures. The arrow in yellow points
to an approximate location of the southernmost portion of Fort Lauderdale Isles if this departure
could be overlaid on the Florida Metroplex Study Area.

Discussions with the airport authority revealed desire to use reduced divergence for departures
using PBN tracks. Florida Metroplex proposed designs utilize 10.34 divergence. Current departure
procedures utilize 15 degrees of divergence. Alternative designs were examined utilizing 15
degrees of divergence of less. After considering safety, complexity, and efficiency, the proposed
final designs were deemed to be in compliance with the FAA Reauthorization Act of 2018, Sec.
175.
Comments that the FAA received in 2019 did result in changes to several air-traffic procedures
that had originally been proposed, and the commenter’s view that the Draft EA reviewed “virtually
the same plan” as that discussed in early 2019 is inaccurate.
The commenter is correct that there is no mention of daily nighttime procedures in the Draft EA.
The Metroplex Project makes no changes to nighttime voluntary closures of FLL Runways
10R/28L.
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FAA Responses to Comments of the Lee County Port Authority on the Draft EA for the
South-Central Florida Metroplex Project

The commenter correctly stated that RSW and FMY were not included in the Study Airports and
the Proposed Project would have no effect on the operations at either airport. The purpose of the
proposed Project is to address the problem of inefficiency of the existing aircraft flight procedures
in the South-Central Florida Metroplex airspace, within the Study Area identified in the EA. The
suggestion to consider proposals contained in the Port Authority’s Part 150 Study falls outside of
the scope for the proposed project. Chapter 2 of the Final Environmental Assessment presents the
problem being addressed and describes what the FAA is trying to achieve with the proposed SouthCentral Florida Metroplex Project. The requests would not meet the purpose and need proposed
South-Central Florida Metroplex Project, and are not being considered as part of this Project.
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FAA Responses to Comments to Mark Owens on the Draft EA for the South-Central
Florida Metroplex Project

Please see Topical Responses: 22. Noise Modelling, 23. Noise Modelling Analysis, 25. Project
Scope, 31. Purpose and Need, 33. Suggestions to Change Air Traffic Patterns, 39. FOIA,
Comment 6 Response: The commenter states the FAA has no plans to make changes below
10,000 ft. The references in this comment are in reference to the Final Report of the Study Team
reproduced in Appendix F. The study team recommendation were considered by the Design and
Implementation (D&I) team but were not adopted. All changes to air-traffic procedures both above
and below 10,000 feet above-ground-level were evaluated for potential environmental impacts.
Comment 31 Response: In reference to the data used in Table 1-2, the source of the data is the
U.S. Department of Transportation, Federal Aviation Administration Operations Network: Tower.
This data is accessible to the public. See https://aspm.faa.gov.
Comment 32 Response: In response to the commenters question about “fanning procedures”
using advanced technology, random path generation is not a function of current NextGen
Technology.
Comment 34 Response: A complete description of all public involvement/engagement activities
for the South-Central Florida Metroplex project can be found in Appendix A of the Final EA.
Comment 37 Response: The D&I team defines operational criteria as including “increasing
efficiency and flexibility while decreasing complexity in air traffic management.” These metrics
are always superseded by safety considerations. The FAA went through an iterative process,
considering alternative lateral and vertical paths, various speed and altitude restrictions, alternative
segment leg types, different procedure segregation options, various charting considerations and
other influencing factors. The Proposed Final Designs considered safety, interaction with other
procedures and traffic flows, complexity, and efficiency. These proposed final designs were then
evaluated for potential environmental impacts under NEPA requirements. Aircraft simulations for
procedures were conducted by airlines, not the FAA, with the exception of certain SID simulations
conducted at the Mike Monroney Aeronautical Institute in Oklahoma City, OK.
Comment 38 Response: The existence of a noise abatement procedure does not remove the
responsibilities from the FAA to provide safe and orderly management of air traffic, by any
necessary action. The proposed Metroplex procedures have no impact on any existing noise
abatement procedures.
Comment 39 Response: The existence of a noise abatement procedure does not remove the
responsibilities from the FAA to provide safe and orderly management of air traffic, by any
necessary action. The proposed Metroplex procedures have no impact on any existing noise
abatement procedures.
Comment 40 Response: The existence of a noise abatement procedure does not remove the
responsibilities from the FAA to provide safe and orderly management of air traffic, by any
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necessary action. The proposed Metroplex procedures have no impact on any existing noise
abatement procedures.
Comment 42 Response: A complete summary, including dates and locations of the community
engagement activities will be included in the Final EA.
Comment 43 Response: The EA was prepared in full compliance with regulations implementing
the National Environmental Policy Act and FAA Order 1050.1F, which require it only to be a
concise document summarizing the anticipated environmental impacts of the proposed action. The
FEELX SID was fully analyzed, along with other aspects of the proposed action, for potential
environmental impacts. It was found to not “significantly impact the human environment” by itself
or in conjunction with the Metroplex Project. Because of the size of the General Study Area and
the likelihood that any individual reader may only be interested in procedures serving on or two
airports, the various arrival and departure procedures included in the No Action Alternative and
the Proposed Action are grouped by airport. This allows the reader to easily focus on their own
area of interest and turn on or off only those flight corridors they are interested in. The FAA also
provided detailed supplemental materials in the form of Google Earth files that were provided to
the public. The Google Earth files allow an infinite adjustment of range so the viewer can tailor
materials to specific needs.
Comment 45 Response: The references in the comment are to the Study Team Final Report in
Appendix F. The Study Team recommendations were considered by the D&I Team but not
necessarily adopted. See also our response to Comment 6.

South-Central Florida Metroplex

238

October 2020
FINAL

Appendix J-3

South-Central Florida Metroplex

239

October 2020
FINAL

Appendix J-3

South-Central Florida Metroplex

240

October 2020
FINAL

Appendix J-3

South-Central Florida Metroplex

241

October 2020
FINAL

Appendix J-3

South-Central Florida Metroplex

242

October 2020
FINAL

Appendix J-3

South-Central Florida Metroplex

243

October 2020
FINAL

Appendix J-3

South-Central Florida Metroplex

244

October 2020
FINAL

Appendix J-3

South-Central Florida Metroplex

245

October 2020
FINAL

Appendix J-3

South-Central Florida Metroplex

246

October 2020
FINAL

Appendix J-3

South-Central Florida Metroplex

247

October 2020
FINAL

Appendix J-3

South-Central Florida Metroplex

248

October 2020
FINAL

Appendix J-3

South-Central Florida Metroplex

249

October 2020
FINAL

Appendix J-3

South-Central Florida Metroplex

250

October 2020
FINAL

Appendix J-3

South-Central Florida Metroplex

251

October 2020
FINAL

Appendix J-3

South-Central Florida Metroplex

252

October 2020
FINAL

Appendix J-3

South-Central Florida Metroplex

253

October 2020
FINAL

Appendix J-3

South-Central Florida Metroplex

254

October 2020
FINAL

Appendix J-3

FAA Responses to Comments to Maureen Harwitz on the Draft EA for the South-Central
Florida Metroplex Project

Comment II.A.1.
The commenter notes that the Notice of Intent to prepare the Draft Environmental Assessment
for the South-Central Florida Metroplex Project was not published in the Biscayne Times. Contrary to
commenter’s description of that publication as a “newspaper of general circulation,” it appears to be a
monthly magazine serving a select demographic within the same region served by the Miami Times, a
newspaper of general circulation that published the FAA’s Notice of Intent in 2019 as well as notice of
the availability of the Draft EA in 2020. Recent news reports indicate that the Miami Times now owns
the Biscayne Times, further indicating the overlap of readership.
Comment II.A.2 and II.A.E
The commenter requests that Creole translation should have been provided for some notices
issued during the NEPA review process. The FAA published these notices in English and Spanish. Neither
members of the Creole-speaking community nor any of their elected representatives made the request
made by this commenter. The FAA provided ample opportunity for public input and comment, and
refers the commenter to Topical Response Numbers 24 and 28.
Comment II.B.1 and II.B.2
The FAA regrets any misunderstanding that arose through the commenter’s review of an autogenerated email response to a different commenter. FAA received and considered both sets of
comments submitted by this commenter. The warning referred to by commenter is specific to that
particular mailbox and is intended to warn of the difficulty of accepting certain file types. The FAA does
not send individual responses to commenters to indicate that their comment was received and read, but
no comments submitted to that email address during the public comment period on the Draft EA were
rejected or otherwise left unread.
Comment III. A.1.2.
The FAA Draft EA considered impacts to Biscayne Bay and associated areas, Arch Creek Park and
associated and associated areas, and many others in the General Study area. Additionally, FAA
consulted with the National Park Service regarding potential noise impacts to national parks and
national wildlife refuges and historic sites. The consulting agency did not identify any constructive use
of any resources protected under Section (4f) of the Department of Transportation Act for which aircraft
noise and/or aircraft overflights would have an effect on the resource. The aircraft noise exposure
resulting from the Proposed Action procedures would not substantially change the noise environment at
any Section 4(f) resource identified within the General Study Area when compared to the No Action
alternative. Furthermore, any changes in aircraft traffic patterns would occur at altitudes and distances
from viewers that would not substantially impair the view or setting of the Section 4(f) resources.
Consequently, the FAA has determined that the Proposed Action would not result in potential impacts
to Section 4(f) properties.
Comment IV
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Refer to Topical Responses Number 1, 9, 19, 22, 23 and 45.
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FAA Responses to Comments to Kay Rose on the Draft EA for the South-Central Florida
Metroplex Project

The South-Central Florida Metroplex Project 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 1050.1F, documents the potential effects to the
environment that may result from implementation of the Proposed Action. Accordingly, any
existing noise or air quality issues being experienced by the commenter cannot be attributed to the
South-Central Florida Metroplex Project.
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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July 24, 2020

VIA EMAIL
9-AJO-MIA-FL-Metroplex-Comments@faa.gov
South-Central Florida Metroplex Draft EA
Federal Aviation Administration
Eastern Service Center – Operations Support Group
1701 Columbia Avenue
College Park, GA 30337
Re:

Comments/Objections to FAA Draft Environmental Assessment for SouthCentral Florida Metroplex – Town of Surfside, Florida

Dear Sir or Madam:
On behalf of the Town of Surfside, Florida (“Town”), its Commission and residents, we submit
the following and attached public comments and objections to the Draft Environmental Assessment
dated March 11, 2020 for the South-Central Florida Metroplex Project (the “Assessment”). The Town
of Surfside is a coastal community located on a barrier island in northeast Miami-Dade County, Florida,
situated between Miami Beach to the south and Bal Harbour Village to the north, and bounded on the
east by the Atlantic Ocean and on the west by Atlantic Intracoastal Waterway. Protection and
preservation of the Town’s sensitive coastal environment is paramount.
The Town is concerned that the Assessment is deficient in several respects, and does not present
or examine the required information needed to properly evaluate the impacts that may be caused by
implementation of the South-Central Florida Metroplex Project (the “Proposed Action”) on areas near
major airports, such as Miami International Airport, and the Town. Due to the deficiencies in the
Assessment, it is not possible at this time to determine the full extent of impacts that the Proposed
Action may have on the Town and surrounding areas.
The Assessment’s deficiencies include, but are not limited to, the following: Lack of detail in
maps of existing/no change and Proposed Action flight paths and areas of overflight, including
omission of aircraft altitudes and speeds. Maps included in the Assessment depicting both existing/no
change and Proposed Action Standard Instrument Departures (“SID”) and Standard Terminal
Approach Routes (“STAR”) do not provide the location of specific flight paths, aircraft direction,
altitude, or expected use frequency so that impact to existing or new overflown areas can be evaluated.
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The Assessment also fails to examine whether a greater number of overflights can be expected over
certain areas as a result of route consolidation under new or reconfigured SIDs and STARs
implemented under the Proposed Action. Additionally, the Assessment is deficient in its examination
and methodologies related to its determination that the Proposed Action will not subject surrounding
areas to reportable noise increases. The report produced by Power Acoustics, Inc. related to noise
impacts of the Proposed Action to the Town of Surfside is incorporated and enclosed as Appendix A.
A further brief examination of notable deficiencies in the Assessment are discussed below.
I.

Existing/No Change and Proposed Action Flight Track Maps Do Not Provide
Sufficient Detail For Comparison of Impacts.

The level of detail and resolution provided for the flight track maps in exhibits 4a, 4b, 5a, 5b,
6a, 6b, 7a, and 7b, of Appendix I, “Noise Technical Report” of the Assessment are inadequate to
distinguish between existing/no change conditions and the Proposed Action resulting condition. The
map series, which provides a comparison of departure and arrival tracks under the existing/no change
and Proposed Action conditions, is not detailed enough to see differences in flight path locations or
patterns. On each of these maps, all flight tracks are shown in the same single color, which results in
a mostly solid area of color over most of South Florida’s Atlantic coastline. It is impossible to examine
any single flight track, or to associate any flight tracks with its existing/no change SID or STAR, or
Proposed Action SID or STAR. There is no information as to which airport the flight track originates
from or terminates. In addition, the solid single color for flight tracks provide no altitude information
which is needed to assess the amount of sound that may be expected as an aircraft on the track overflies
a location. The resulting maps end up providing little useful information to compare the existing/no
change conditions with those of the Proposed Action.
The Assessment should be improved with more useful flight track maps focusing on Major
Study Airports, rather than simply all of the South Florida region, and which include altitude and use
(flight frequency) information for each track. The presentation titled FAA NextGen South-Central
Florida Airspace Modernization Airport Brief Miami International Airport, dated March, 2019 (the
“2019 MIA Presentation”), contains some helpful maps and visualizations. The maps contained in the
2019 MIA Presentation provide existing flight tracks and altitude information as those tracks approach
and depart Miami International Airport. The maps also provide proposed waypoints that will serve as
vectoring points for the proposed SIDs and STARs, as well as a general visualization of the SID and
STAR paths approaching and departing Miami International Airport. Unfortunately, as the 2019 MIA
Presentation is not incorporated or referenced in the Assessment, the accuracy of the information
contained cannot be relied upon to examine the proposed tracks and altitudes. 1
II.

SID and STAR Maps Provided in the Assessment are Deficient.

The Assessment’s PDF layer-enabled maps of existing/no change and Proposed Action SIDs
and STARs does not provide sufficient information. The maps of both existing/no action and
Proposed Action SIDs and STARS, included in Section 3.2.1.2 of the Assessment (at Exhibits 3-9 and
3-16), show only shaded polygons over the general area where flights may be routed as they use the
procedure. They do not show exit and transition points, nor do they show expected direction of aircraft
flight, or expected altitudes along the SID or STAR. Also, certain SIDs and STARs appear to be
disjoined, which adds to confusion in attempting to assess the route and areas impacted. Although
According to the 2019 MIA Presentation, the maps and diagrams contained are subject to change. Due to the lack of detail
in Appendix I maps, and Exhibits 3-9 and 3-16 of the Assessment, it is impossible to confirm if the 2019 MIA Presentation
maps are consistent with the proposed change discussed in the Assessment.

1

South-Central Florida Metroplex

303

October 2020
FINAL

Appendix J-3

provided separately, the Google Earth layers which show existing/no change and Proposed Action
tracks do not show altitudes, speeds or other information necessary to gauge the Proposed Action’s
impacts on surrounding or overflown areas.
The 2019 MIA Presentation, contains much more detailed and helpful maps and visualizations
of the then-proposed SIDs and STARs. The maps contained in that presentation provide existing flight
tracks approaching and departing Miami International Airport. However, the 2019 MIA Presentation
did not contain maps of the existing/no change SIDs and STARs. Maps with more detailed
information, such as those within the 2019 MIA Presentation, are needed for both existing
conditions/no action SIDs and STARs, as well as proposed action SIDs and STARs. These maps also
need to provide existing flight tracks and altitudes, as well as flight tracks and altitudes projected in
connection with the proposed action SIDs and STARs.
III.

Impact on Overflight Frequency pursuant to Proposed Action SIDs and STARs not
Provided.

The Assessment fails to provide information as to the expected usage of Proposed Action SIDs
and STARs or compare them to present usage of existing/no change SIDs and STARs. Therefore,
impacts from increased frequency of overflights cannot be determined. Certain Proposed Action SIDs
and STARs replace more than one existing SID or STAR. For example, Table 3-2 of the Assessment
notes that the Proposed Action LUUCE STAR will replace both ANNEY and BLUFI existing STARs;
however, it provides no information as to the number of aircraft that presently use ANNEY and BLUFI,
nor the number of aircraft expected to use LUUCE. In addition the Google Earth layer tracks provide
visualization of the differences between the ANNEY, BLUFI and LUUCE STARs flight tracks. The
LUUCE STAR has significantly less tracks shown than ANNEY and BLUFI STARs. Information as
to expected use rates of each STAR’s flight tracks is necessary to determine impacts of the proposed
change and apparent consolidation of many existing flight tracks into just a few. Additionally, the
Google Earth layer tracks contain no altitude information along the tracks to gauge the changes in noise
impacts to nearby areas.
Other unconsidered overflight increases may result from the increases in en route and runway
transitions under Proposed Action SIDs and STARs. Section 3.3.1 of the Assessment confirms that
the Proposed Action and implementation of new SIDs and STARs will result in increased numbers of
route and runway transitions. According to the Assessment, route transitions will increase by nearly
double from 135 to 232, while runway transitions will more than double, from 193 to 461. The
Assessment specifically notes: “The additional runway transitions allow controllers to assign aircraft
to routes that were not available previously.” These increases in route and runway transitions imply
that there will be more dispersal of departing and arriving aircraft to different points of intercepts of
flight routes, and of runway approaches. Table 3-1 lists the existing SID and STAR procedures,
including the airport(s) and number of en route and runway transitions served. Table 3-2 of the
Assessment lists the names of new SIDs and STARs proposed to replace the existing procedures, and
which airport(s) and number of route and runway transitions it serves. These tables show that the
Proposed Action LUUCE STAR (replacing both ANNEY and BLUFI existing STARs) serves one en
route transition and 16 different runway transitions at various airports including MIA. The existing
ANNEY and BLUFI serve the same airports, but are listed in Table 3-1 as having a total of only four
en route transitions and no runway transitions. The Assessment does not identify whether this
Proposed Action STAR and its additional transition points will result in additional overflights over
presently overflown areas nor whether new areas will be overflown, and impacts cannot be determined.
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IV.

New or Revised Approaches at Miami International Airport.

Table 3-3 of the Assessment claims that Miami International Airport will have eight (8) “new
or revised approaches” to the airport’s runways. These new or revised approaches are designed to be
“used by landing aircraft to line up with the designated runway and descend at a steady, stabilized rate
during the final phase of flight prior to touchdown.” New or revised approaches have the potential of
changing the areas of overflight and the altitude of those overflights in the areas surrounding major
airports, such as Miami International Airport. However, the Assessment does not provide any details
on existing/no change, or Propose Action approaches (to MIA or any other airport). Impacts of new
approaches on the surrounding areas cannot be determined unless details of existing and proposed
approach procedures are provided for comparison. This information should include maps of proposed
and existing approach paths, and include the communities they overfly, and flight tracks and altitudes
along the flight path as the airport is approached under both existing and Proposed Action conditions.
V.

Noise Exposure Contour Maps are Deficient.

The noise contour maps included in the Assessment is deficient to the requirements of 14 CFR
Part 150, Appendix A, Section A150.101(e). According to this section of the Code of Federal
Regulations, noise contour maps produced for airport noise compatibility planning must include
runway locations and flight tracks so that the noise contour can be contextualized to the location of the
noise source. The noise exposure map for the Miami International Airport area, located at exhibit 49 of the Assessment, contours the different levels of sound exposure for the surrounding area.
However, it does not contain either the runway locations for the airports shown, or the flight tracks
required by the Code of Federal Regulations and which indicate the sources of the noise reflected on
the map.
VI.

Potential Visual Impacts are not Sufficiently Considered.

Section 5.9 of the Assessment provides a brief review of methodology used to review possible
visual impacts of the proposed changes. The methodology does not consider the visual sight of aircraft
at altitudes above 3,000 above ground level (“AGL”) as “intrusive”. Subsection 5.9.3 notes that
changes in aircraft routes would generally occur at altitudes above 3,000 feet AGL, and thus anticipates
no significant visual impacts from the proposed action. However, as noted earlier, the Assessment
provides no details as to the altitude of any existing/no action or Proposed Action flight track that can
demonstrate whether any “intrusive” visual impacts are created. Additionally, the Proposed Action
includes eight (8) new or revised approaches for Miami International Airport’s runways. These new
approaches cover a segment of aircraft flight below 3,000 feet all the way down to ground level at
touchdown. The Assessment provides no maps, glide slope profiles, or any other details about the
Proposed Action’s new or revised approaches (nor the existing approach procedures for comparison)
that can confirm whether aircraft overflight or sightings at lower altitudes will result, and therefore
cause a significant visual impact to surrounding areas.
VII.

Consultant Report – Deficiencies as to Noise Reporting, Modeling, and/or Projection
in the Assessment.

The Town of Surfside has engaged a noise consultant, Power Acoustics, Inc., to review and
assess the figures, studies, methodologies and findings contained in the Assessment related to noise
impacts, particularly in Appendix I of the Assessment and produce a report (the “Consultant Report”).
The Town incorporates the Consultant Report, which is enclosed as Appendix A.
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We respectfully request review and consideration of the above-identified concerns and
deficiencies in the Assessment, and that all impacts to the Town of Surfside be adequately addressed.
Thank you in advance for your attention to this matter.

Sincerely,

Charles W. Burkett, IV
Mayor

cc:

Town Commission, Town of Surfside
Jason Greene, Interim Town Manager
Lillian M. Arango, Esq, Weiss Serota Helfman, Town Attorney
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12472 LAKE UNDERHILL RD, #302 • ORLANDO, FLORIDA • 32828
PHONE: (407) 381-1439 • FAX: (407) 381-6080

poweracoustics.com

July 24, 2020

Mayor Charles W. Burkett
Town of Surfside
9293 Harding Avenue
Surfside, Florida 33154

LR#20-00723-1-A1 Air Traffic Noise Impacts to the Town of Surfside Related to
the FAA’s South-Central Florida Metroplex Environmental Assessment
Dear Mayor Burkett;
Provided herein is an analysis/discussion of noise impacts presented in the USDOT/FAA
“Draft Environmental Assessment for the South-Central Florida Metroplex
Project”[1] as it applies to the Town of Surfside.
The Power Acoustics, Inc. analysis discusses what can be extracted from the SouthCentral Florida Metroplex Environmental Assessment (SCFMEA) draft report[1],
and the report’s deficiencies, including inadequate data, data presented in a confusing or
overwhelming way, and metrics of sound that make it impossible for the public to fully
understand the impacts of the proposed NextGen flight path changes.
In summary, both prior to and after the proposed action, the Surfside area is at the lower
end of the FAA’s reportable noise envelope (45-60 DNL). The SCFMEA[1] indicates
Surfside will experience a small noise increase of approximately 0.5 dB (46.1 dB to 46.6
dB DNL) after the proposed action is implemented. The FAA considers this an
insignificant increase in noise. The FAA determines that the DNL 45 dB level is the
minimum level at which noise needs to be considered because “even distant ambient
noise sources and natural sounds such as wind in trees can easily exceed this (DNL 45
dB) value” [reference 1, page 1-1]. We speculate few Surfside residents would equate
their current aircraft noise exposure as comparable to “wind in trees.” For additional
perspective, the FAA would require a 5 dB DNL increase before it would consider the
increase to be significant and “reportable.” A 5 dB increase would require three (3) times
as many aircraft to be observed/heard in the Surfside area than currently exists.
Therefore, we do not agree with the criteria used by the FAA for determining impacts in
low noise areas. We request the FAA provide several additional pieces of data in their
final Environmental Assessment report so a clearer picture of the proposed action noise
impacts can be seen by impacted parties.
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JULY 24, 2020

BACKGROUND NEEDED TO UNDERSTAND THE SCFMEA RESULTS
The FAA’s Method for Modeling (Computing) Noise Impacts
The SCFMEA[1]noise impact analysis is based on results for a computer program
(computer model) of current and future air traffic conditions. The computer program,
Aviation Environmental Design Tool 2d (AEDT), utilizes aircraft type, airport origins and
destinations, daytime or nighttime operation times, and the average number of daily
operations to estimate noise.
The sound levels presented by the SCFMEA[1] do not reflect a particular noisy or quiet
day, but a typical day averaged over a period of a year. Individual sound observer
locations will experience some considerably noisier aircraft traffic days than the sound
data computed/presented by the SCFMEA and some days will likely be quieter than
those presented in the SCFMEA. “FAA Order 1050.1F, requires that aircraft noise be
analyzed in terms of the yearly DNL metric. In practice, this requirement means that DNL
levels are computed for the Average Annual Day (AAD) of operations for the year of
interest. The AAD represents all the aircraft operations for every day in a study year
divided by 365, the number of days in a year. The AAD does not reflect a particular day,
but is meant to represent a typical day over a period of a year.”
FAA Noise Metrics
The FAA uses a simplified metric for correlation with human response to noise called the
Day/Night average sound level (abbreviated as DNL). DNL represents the calculated
sound of all daily aircraft that have been averaged over a contiguous period of 24-hours
(86,400 seconds). The basis of the DNL metric is A-weighted sound level. The Aweighted scale is the typical level used to represent human reaction or exposure to
loudness, such as when measuring noise in the workplace or in the environment. To
account for an undesirable human response to noise at nighttime, the DNL includes a 10
decibel (dB) penalty applied to sound made between the hours of 10 PM and 7 AM. The
simple A-weighted sound level can be measured/displayed on a sound level meter while
DNL must be calculated from a 24-hour time history of the sound data.
The SCFMEA[1]does not report community noise impacts from specific aircraft flyovers
or flybys as would be measured instantaneously with a sound level meter. The use of a
24-hour average DNL results in individual flyovers or flyby events contributing very
small amounts to the daily DNL. As an example, if an individual aircraft during daytime
hours registered an instantaneous 1-second maximum sound level of 60 decibels (dBA)
during a flyover (as could be measured on a sound meter) and persisted for a duration of
20 seconds, the individual aircraft flyover would result in a DNL of less than 24 dB. If
the same event occurred between the 10 PM and 7 AM nighttime hours, the DNL would
have a 10 dB penalty and reported as 34 dB. Effectively, any individual sound level is
largely discounted by the DNL metric due to the long 24-hour duration averaging
process.
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In order to have substantial DNL, many individual noise events must occur in a day.
While the previous example of an individual event is relatively easy to describe, the
impact of multiple aircraft flyovers or flybys is more complicated. The DNL is
dependent not only on the loudness of the event, but also the duration of event, the
number and time of events that occur per day and the percentage of time the area is quiet.
Continuing on the example in the previous paragraph, we’ll assume identical aircraft,
each producing 60 dBA maximums and 20 second durations occurred in the same 24hour period. The DNL would be <27 dB if two aircraft flyovers occurred per day, while
10 aircraft flyovers per day would result in DNL <34 dB and 100 aircraft flyovers per day
would result in DNL <44.
The importance of the previous two paragraphs is that sound data reported by the FAA is
not representative of what someone would directly measure with a sound level meter.
Furthermore, while the example is intended to show how DNL compares to a measured
sound level, readers are warned that the computation of DNL with the various types of
aircraft becomes complex as the number of each aircraft, the aircraft’s position (altitude
and ground track) relative to sound receptor locations and the airport runway, time of
flight and the aircraft’s operating condition (takeoff or landing) all come into play when
the FAA estimates DNL at any given sound observer position.
FAA ESTIMATED NOISE IMPACTS
FAA DNL Estimated in Before and After Conditions
The FAA has estimated changes in DNL before and after the proposed flight path
changes. Appendix I of the SCFMEA[1] lists several thousand locations where noise
estimates were made within the State of Florida. For the Surfside area, the applicable
calculation locations are shown in Figure 1.
The SCFMEA[1] provides sound estimates for seventeen locations within the Town of
Surfside. While most locations are located along the beach, four are at western locations
so a reasonably good distribution of sound data is supplied. The FAA modeled three
operation levels including existing conditions and forecast operations projected to 2021
and 2026 as shown in Table A.
Table A. Numbers of Takeoffs and Landings Modeled for MIA
Existing Conditions
(06/2017 – 05/2018)
2021
2026
1,120.8
1,160.7
1,254.3

The before and after DNL sound levels are presented in Table B. Existing Conditions
(E.C.), Proposed Action (P.A.) and No Action (N.A.) conditions define the projected
before and after DNL sound levels if the proposed flight path action is taken and if no
action is taken (i.e. if existing flight rules are retained).
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Figure 1. Surfside FAA DNL Locations
Table B. Surfside DNL Estimates With and Without Proposed Action
Location

2021

Site Name
93RD STREET BEACH ACCESS
94TH STREET PUBLIC BEACH
SURFSIDE COMMUNITY CENTER

Latitude
25.8817
25.8836
25.8817

Longitude
--80.1210
-80.1212
-80.1217

2017/18
E.C.
44.6
44.5
44.6

Site Name
87TH STREET BEACH ACCESS
87TH TERRACE BEACH ACCESS
88TH STREET BEACH ACCESS
89TH STREET BEACH ACCESS
90TH STREET BEACH ACCESS
92ND STREET BEACH ACCESS
94TH STREET BEACH ACCESS
95TH STREET BEACH ACCESS
96TH STREET BEACH ACCESS
FROUDE AVENUE PARK
HAWTHORNE PARK TOT LOT
PAWS UP DOG PARK
SURFSIDE BEACH
SURFSIDE URBAN GARDENERS

Latitude
25.8719
25.8726
25.8733
25.8748
25.8763
25.8799
25.8835
25.8853
25.8871
25.8726
25.8762
25.8817
25.8799
25.8747

Longitude
-80.1208
-80.1208
-80.1208
-80.1209
-80.1211
-80.1215
-80.1218
--80.1220
-80.1222
-80.1273
-80.1295
-80.1251
-80.1197
--80.1260

2017/18
E.C. N.A. Avg. P.A. Avg.
45.0
45.0
45.1
45.0
45.0
45.1
45.0
44.9
45.1
44.9
44.9
45.1
44.8
44.8
45.1
44.7
44.7
45.0
44.6
44.5
45.0
44.5
44.5
44.9
44.5
44.5
44.9
45.6
45.6
45.8
45.7
45.6
46.1
44.9
44.9
45.4
44.6
44.6
44.9
45.4
45.3
45.7

N.A.
44.6
44.5
44.6

P.A.
44.9
44.9
45.0

dB DNL

Change
0.4
0.4
0.4

2026
N.A.
45.0
44.9
45.0

P.A.
45.3
45.3
45.4

Change
0.3
0.4
0.4

Change
(Avg.) N.A. Avg. P.A. Avg.
0.1
45.4
45.5
0.1
45.4
45.5
0.2
45.4
45.5
0.3
45.3
45.5
0.3
45.2
45.5
0.4
45.1
45.4
0.4
45.0
45.3
0.4
44.9
45.3
0.4
44.9
45.3
0.2
46.0
46.2
0.5
46.1
46.6
0.5
45.3
45.8
0.4
45.0
45.3
0.3
45.8
46.1

Change
(Avg.)
0.0
0.1
0.1
0.2
0.3
0.3
0.4
0.4
0.4
0.2
0.5
0.5
0.3
0.3

*Avg. Represents the average DNL calculated by the FAA over an area instead of a point specific location.
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The FAA’s estimated increase for Surfside areas ranged from a 0.0 dB increase near the
87th Street beach access to a 0.5 dB increase near Hawthorne Park.
The SCFMEA[1] indicates an Optimized Profile Descent (OPD) are utilized that allows
an aircraft using to fly continuously from the top of descent to landing with minimal
level-off segments and suggests “Aircraft that fly OPDs can maintain higher altitudes
and lower thrust for longer periods thereby reducing emissions and noise.” If this is the
case, the resulting sound levels should decrease. However, the DNL are shown to
increase by as much as 0.5 dB. The increase in DNL is conjectured to represent the
increase in the number of flyovers/flybys concentrated at/near the impacted sites of the
CSTAL flight path. A 0.5 DNL increase would equate to about a 12% higher
concentration of flights in site area. We speculate that a larger increase would be seen but
may be offset by increased altitude of the OPD. Causes of noise increases are not
adequately described or documented in the SCFMEA[1].
Levels Used by FAA in Determination of Noise Impact
The FAA has set criteria for determining impacts based on changes in predicted aircraft
noise before and after implementation of the proposed action in the SCFMEA[1], and
FAA Order 1050.1F[2] are as follows:
DNL of 65 and higher – Increase or decrease in DNL of 1.5 dB or more
Exceeds Threshold of Significance

DNL 60 to 65 - Increase or decrease in DNL of 3.0 dB or more
Reportable Noise Increase (Considered When Evaluating Air Traffic Actions)

DNL 45 to 60 - Increase or decrease in DNL of 5.0 dB or more
Reportable Noise Increase (Information Disclosed When Evaluating Air Traffic Actions)

The before after DNL data provided by the FAA in the Surfside area falls in the lower end
of the DNL 45 to 60 range. The FAA, in accordance with FAA Order 1050.1F[2],
determines increases less than 5 dB are not reportable or cause an impact. However, in
order to reach a 5 dB increase in DNL, a threefold increase in daily flights would be
required. It is highly likely that a threefold increase in air traffic would be very
noticeable and objectionable to residents in the area.
The SCFMEA[1]states it evaluated noise levels down to the DNL 45 dB level for
potential increases in DNL noise exposure of 5 dB or higher. The FAA determines that
the DNL 45 dB level is the minimum level at which noise needed to be considered
because “even distant ambient noise sources and natural sounds such as wind in trees
can easily exceed this (DNL 45 dB) value” [reference 1a, page 1-1]. This is a misleading
comparison because it equates a very quiet continuous sound (wind) to a very noisy but
short duration sound (aircraft flyover) that is averaged with quiet times over a 24-hour
period to obtain a similar sound level. We speculate few residents of Surfside would
equate their current aircraft noise as comparable to “wind in trees” and therefore, we
don’t agree with the criteria used by the FAA for determining impacts in low noise areas.
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DNL Noise Levels Compared to Annoyance
The Federal Interagency Committee On Noise (FICON)[3] has shown the results of two
studies correlating DNL with the percentage of people that are “highly annoyed” by air
traffic noise. The studies indicate that approximately 0.41% to 2.12% of people are
highly annoyed when sound levels are between 40 and 50 DNL. However, the studies
have large variability and could be closer to 6-7% in the 40-50 DNL range. The studies
also indicate people are likely to be more annoyed when ambient sound levels are low in
the absence of the air traffic noise source. The FAA does not take existing ambient (nonaircraft) noise levels into account when determining noise impacts of air traffic.

Figure 2. Percentage of People Highly Annoyed by Air Traffic Noise (DNL)

South-Central Florida Metroplex

313

October 2020
FINAL

Appendix J-3

PAGE 7 OF 9

JULY 24, 2020

DATA THAT IS REQUESTED FOR FINAL ENVIRONMENTAL IMPACT
REPORT
The following requests/comments are related to the SCFMEA[1].


The current Appendix I Tables A6.2 and A6.3 are not grouped by city/town or
county. Instead, locations are identified only by street name or attraction name
and geographic coordinates. Many of the site names used in the tables are
common to many Florida locations. Therefore, site locations can only be
identified by sorting thousands of data points by latitude and longitude
coordinates. The FAA’s presentation of data has likely hindered many impacted
readers from finding locations near their properties. We suggest the Appendix I
tables A6.2 and A6.3 be revised to include the county, town or city and presented
as a group within a particular area.



The report lacks discussion or information to determine the cause of the estimated
increased or decreased noise.



Waypoint data. To demonstrate the funneling of air traffic along the waypoints,
the FAA is requested to supply the information shown in the Tables C, D, and E:

Table C. Existing Conditions at Waypoints
WAYPOINT NAME
GUCCI
MDONA
GEELQ
etc.
etc.

Coordinates
Latitude
Longitude

2017/2018 E.C.
Number of Aircraft (1)

Average Altitude (1)

dBAmax (2)

DNL(2)

(1) number and altitude of aircraft within 0.5 NM radius of waypoint
(2) of all flights at waypoint location

Number of Aircraft and Average Altitude of Aircraft are requested for any aircraft within
a 0.5 mile radius of the waypoint. The maximum dBA and DNL are as computed for all
aircraft over the average day 24-hour period at the waypoint.
The information should also be provided for the 2021 and 2026 Proposed Action (P.A.)
and No Action (N.A.) conditions as shown in the following tables:
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Table D. Conditions at Waypoints in 2021

WAYPOINT NAME
GUCCI
MDONA
GEELQ
etc.
etc.

Coordinates
Latitude
Longitude

2021 N.A.
Number of Aircraft (1)

Average Altitude (1)

2021 P.A.
dBAmax (2)

DNL(2)

Number of Aircraft (1)

Average Altitude (1)

dBAmax (2)

DNL(2)

Number of Aircraft (1)

Average Altitude (1)

dBAmax (2)

DNL(2)

dBAmax (2)

DNL(2)

(1) number and altitude of aircraft within 0.5 NM radius of waypoint
(2) of all flights at waypoint location

Table E. Conditions at Waypoints in 2026
WAYPOINT NAME
GUCCI
MDONA
GEELQ
etc.
etc.

Coordinates
Latitude
Longitude

2026 N.A.
Number of Aircraft (1)

Average Altitude (1)

2026 P.A.

(1) number and altitude of aircraft within 0.5 NM radius of waypoint
(2) of all flights at waypoint location
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Sincerely,

David J. Parzych, INCE.Bd.Cert
Power Acoustics, Inc.

CC: Jason Greene, Interim Town Manager
Lillian M. Arango, Weiss Serota, Town Attorney
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FAA Responses to Comments to the Town of Surfside Beach on the Draft EA for the
South-Central Florida Metroplex Project

The exhibits mentioned in the comment are intended to display historical arrival and departure
tracks along with study airports in the entire General Study Area for the South-Central Florida
Metroplex project. The size of the Study Area and the scope of the project prohibits the level of
detail that commenter requests from being included in these graphics. The FAA produced graphics
depicting individual air-traffic procedures and comparing flight tracks of the proposed action and
no-action alternatives, and presented these to the public during the virtual public workshops. Those
graphics remained online for members of the public to review, and are included in Appendix A of
the Final Environmental Assessment. To facilitate access to the documents and reduce download
time, the appendices and technical reports were posted on the website as standalone documents.
These boards display more detailed information on the proposed final designs, overlaid with
historical track data. The EA was prepared in full compliance with regulations implementing the
National Environmental Policy Act and FAA Order 1050.1F, which require it only to be a concise
document summarizing the anticipated environmental impacts of the proposed action.
Because of the size of the General Study Area and the likelihood that any individual reader may
only be interested in procedures serving on or two airports, the various arrival and departure
procedures included in the No Action Alternative and the Proposed Action are grouped by airport.
This allows the reader to easily focus on their own area of interest and turn on or off only those
flight corridors they are interested in. The FAA also provided detailed supplemental materials in
the form of Google Earth files that were provided to the public. The Google Earth files allow an
infinite adjustment of range so the viewer can tailor materials to specific needs.
The Google Earth files do not contain all details of the air-traffic procedures like altitudes or
speeds. They are designed to inform the public about the location of aircraft overflights, coupled
with other information in the Environmental Assessment that focuses on anticipated environmental
impacts. Commenters that want more detail about a particular procedure may refer to Appendix
G, which contains detailed information (including TARGETS distribution packages) about each
procedure for aviation experts. The requested level of detail about the procedures is not necessary
to be provided in the layered PDF maps or Google Earth files in order to assess the potential
environmental impacts of the Metroplex Project on a particular location. Any member of the public
concerned about aircraft noise at a specific location can enter that address into the provided online
tool and see the precise change in aircraft noise anticipated from the project, expressed in DNL, at
all nearby grid points. Impacts on all other environmental resources were evaluated by taking into
account all details of the proposed procedures.
Section 1.2. in the Final Environmental Assessment (EA) describes the difference between RNAV
and conventional routes. With performance-based navigation, 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
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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 alreadypublished RNAV and conventional flight procedures. Accordingly, aircraft concentration along
many routes already occurs within the General Study Area for the proposed South-Central Florida
Metroplex Project.
For noise modeling purposes, our forecasts assumed that approximately 90 percent of aircraft to
or from major airports on an RNAV procedure would be located within a half mile of the published
route centerline. 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, some conventional
procedures will still be used in the South-Central Florida Metroplex airspace. Please see Table 32 in Chapter 3, Alternatives, for a listing of the conventional procedures that are maintained as part
of the proposed South-Central Florida Metroplex Project.
To help maintain safety in the national airspace system, FAA’s Air Traffic Control will continue
to employ air-traffic management methods and coordination techniques as described in Section
1.2.2 of the Final EA (titled “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. It is not true, as commenter suggests, that this
issue is “unconsidered.” The noise modelling analysis accounts for anticipated levels of both
concentration of flight tracks and some continued 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
South-Central Florida Metroplex Project would not exceed the thresholds of significance for
changes in aircraft noise exposure when compared to the No Action Alternative.
The commenter stated that the EA failed to provide information on expected usage of the
procedures. Arrival and departure routings (STARs and SIDs) are comprised of common routes
closer to airports. These common routes can extend a substantial distance from the airport.
Transitions for procedures can be explained in lay terms as entry and exit points. That is, a
procedure could route aircraft in a straight line, but for each waypoint along that straight line, a
transition can be developed to provide entry and/or exit from the procedure. The fact that a
transition exists does not necessarily mean that a unique path has been developed, although that is
also possible. The increase in numbers of transitions for proposed procedures is a result of
increased flexibility. Using the examples offered by the comment, the common route for the
proposed LUUCE begins 41.12 miles north of Virginia Key at the SPNER waypoint. All aircraft
assigned this procedure will follow the same route after SPINR. The development of the proposed
LUUCE is not expected to increase the number of aircraft from the north/northwest, but will
increase efficiency and reduce complexity for conventional aircraft landing at MIA.
The commenter alleges the Draft EA does not provide details on approaches to MIA. Only
approach procedures for Runways 26 L/R and Runway 27 at MIA are proposed for amendments.
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Aircraft will be established on the final approach course prior to the shoreline. These are no lateral
changes for proposed approach procedures to MIA over land.
The commenter alleges that the noise contour map included as Exhibit 4-9 in the Draft
Environmental Assessment is deficient. This map was prepared to provide additional information
about baseline aircraft noise at the census block level, using the sources listed at the bottom of the
map. It is not prepared to comply with any program authorized by 40 C.F.R. Part 150, and is not
subject to the specific requirements cited by commenters, which apply to maps prepared by airport
sponsors and not the FAA. According to FAA Order 1050.1F, Appendix B, the FAA does not
prepare noise contours for large airspace actions involving more than one airport, which are not
within the immediate vicinity of the airport, and/or includes actions above 3,000 feet AGL. The
FAA evaluated aircraft noise impacts of the Project using the AEDT model. Per FAA 1050.1F,
AEDT can be used to provide noise contours for airport development projects or other actions in
the immediate vicinity of the airport; however, the South-Central Florida Metroplex Project is not
an airport development project or action involving the immediate vicinity of one airport. Rather,
it is a large airspace action involving more than one airport. The map is informative with respect
to locations of existing aircraft noise levels and serves the intended purposes within the
Environmental Assessment.
As noted by the commenter, the FAA considered the visual effects of the Proposed Action in the
General Study Area. The results of the analysis showed that the Proposed Action would not result
in a significant visual impact in 2021 or 2026 when compared to the No Action. Any changes in
aircraft traffic patterns would occur at altitudes and distances from viewers that would not
substantially impair the view or setting or the Section 4(f) resources. Therefore the Proposed
Action would not result in potential impacts to Section 4(f) resources from a visual impact
perspective. Nearly all of the changes made by the Metroplex occur at altitudes above 3,000 feet
above ground level – while some change below that altitude may occur, they will occur within preexisting historic flight tracks. The commenter requests additional information about the
significance of these impacts. No specific significance thresholds for visual effects exist because
of the subjectivity and variability of the experiences involved. The new or revised approaches for
runways at MIA all occur within areas where overflights currently occur, and will not affect the
frequency of those overflights. They will neither affect the nature of the visual character of the
area nor contrast with other visual resources at those locations. FAA Order 1050.1F at 4-10. Any
visual effects of the proposed project were therefore not considered significant for purposes of
NEPA or other special purpose statutes.
See Topical Responses for Noise Modelling and Supplemental noise Metrics for further discussion
of the commenter’s suggestions that the FAA use alternative measurements of single noise events
for addressing noise impacts under NEPA.
The requested information about the location of individual grid points is easily searchable by
common address online by interested parties by using the Google Noise Tool. The tool contains
more than 122,000 grid points of noise data in the Study Area and can be found at
https://floridametroplexworkshops.com/

Additionally, the requested information specific to waypoint locations is not informative and is
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potentially misleading. Aircraft noise impacts occur continuously along the flight path, and are not
concentrated or especially noticeable at a waypoint. Although noise impacts may increase as an
aircraft turns at or near a waypoint, these turns do not occur at precise locations but vary depending
on weather, type of aircraft, weight, and other factors.
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