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Executive Summary 

 
Williams Aviation Consultants, Inc. was retained by the Barney Family to review the proposed 

Barney Farms residential/commercial development for compatibility with the Phoenix-Mesa 

Gateway airport. The proposed development is located in the Town of Queen Creek, AZ north of 

Queen Creek Rd., east of the Signal Butte Rd. alignment, south of Germann Rd. and west of 

Meridian Rd.  (Figure ES-1)  
 

  
 

Figure ES-1 

 

The review of the Barney Farms development included geo-referencing graphics supplied by the 

client in order to derive latitudinal and longitudinal coordinates and the ground elevations Above 

Mean Sea Level (AMSL) for the plot.  

 

The Barney Family requested a Federal Air Regulation (FAR) Part 77 Airspace and Obstruction 

Analysis and an assessment of FAR Part 150 Noise Control and Compatibility Planning to 

identify conflicts the project may have with Phoenix-Mesa Gateway Airport (IWA).  
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The specific purpose of this analysis is to determine the compatibility of the proposed 

Development with the Phoenix-Mesa Gateway airport based on federally accepted standards and 

recommend measures to mitigate conflicts. The analysis also included reviewing Town of Queen 

Creek land use guidelines to identify inconsistencies, if any, between these land use guidelines 

and federally accepted standards. 

  

To determine compatibility of the Barney Farms Development with the Phoenix-Mesa Gateway 

airport the following were evaluated: 

 

(1) Relevant Federal laws and regulations, including 14 C.F.R. Part 77, which advises local 

land use jurisdictions concerning the safe height of structures around airports;  
 

(2) Advisory Guidelines which recommend safe and efficient operating techniques; 
 

(3) Airport Overflight Districts map created for the 1996 Williams Regional Planning Study. 
 

(4) The Phoenix-Mesa Gateway (Williams Gateway) FAR Part 150 airport noise 

compatibility study update which sets out rules and guidelines and authorizes Federal 

assistance for the preparation of airport noise compatibility programs.  The FAR Part 150 

provides for the preparation of two types of information: Noise Exposure Maps, which 

describe existing noise conditions in the Airport area and projected future conditions if no 

noise abatement actions were taken; and a Noise Compatibility Program, which provides 

guidelines for the mitigation of existing incompatible land uses and the prevention of 

development that would introduce new incompatible uses. 
 

(5) The Airportôs Draft Master Plan Update which provides the guidelines for future airport 

development that would meet aviation demand, community acceptance, environmental 

compatibility and coordinate with other modes of local, state and national transportation. 
 

(6) Town of Queen Creek land use planning documents. 
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Consultantôs Conclusions 

 

1. In Title 14, Code of Federal Regulations (ñCFRò) Part 150, the FAA provides guidance 

on aircraft noise levels near an airport.  Residential uses are considered compatible within 

DNLs of 65 or less.  The Barney Farms development is located outside the 65 DNL 

contour lines. (See Figure 4, page 5) 

 

2. The Williams Gateway FAR Part 150 Noise Compatibility Study Update states that 

ñsingle-family, duplex, multi-family and manufactured housing is compatible with 

Airport Overflight Area (AOA) II and IIIò. According to the Overflight Districts found in 

the 1996 Williams Regional Planning Study, the Barney Farms development would be 

located in AOA II and III where residential development is allowed. 

 

3. If the AOA exhibit were revised to reflect the Recommended Airport Noise Overlay 

Zoning Districts developed in the FAR Part 150 Noise Compatibility Study Update 

completed in 1999; all of the Barney Farms development would lie within AOA III.  (See 

Figure 20 on page 25). 

 

4. The FAR Part 150 Noise Compatibility Study recommended the Overflight Districts 

found in the 1996 Williams Regional Planning Study be revised to include   

recommendations that would further ensure land uses surrounding the airport would be 

compatible with its future operations (Exhibit 6E). Utilizing Exhibit 5E
1
, the entire 

Barney Farms development lies within AOA III.  (See Figure 20, page 25). 

 

5. All of the available projected noise exposure contour maps, which have been developed 

to reflect noise generated by future airport operations, indicate that the entire Barney 

Farms development will be located well outside of the 65 DNL noise contour. 

 

6. Even if IWA achieves the number of flight operations projected in the IWAôs aircraft 

activity forecasts, there is no demonstrable relationship (as evidenced by the 2020 noise 

exposure forecast Figure 7, Page 9) between increased flight activity at the Phoenix-Mesa 

Gateway Airport and an increase in aircraft noise impact on the Barney Farms 

development.   

 

7. Based on the assumption that Figure 17, page 18 is the exhibit shown by Town of Queen 

Creek staff to the Townôs Planning and Zoning Commission (ñCommissionò) on 

November 10, 2008, it is our opinion that this Figure 17 is confusing and without a 

proper explanation of the purpose and scope of the exhibit exaggerates the inference of 

aircraft overflight incompatibility with the Barney Farms development.  Figure 17 

appears to display aircraft operations occurring in the area of the Phoenix-Mesa Gateway 

airport, and includes operations not directly operating to/from the airport.  The 

destination/departure airport, type of operation (arrival or departure), type of aircraft (jet 

or prop), elevations, and the date, time and duration of observation are not specified. 

                                                      
1
 The AOA lines of demarcation in Exhibit 6E appear to contain drawing errors in the vicinity of the Barney Farms 

property.  The correct and intended AOA lines are depicted correctly in Exhibit 5E. 
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8. The FAR Part 150 Noise Compatibility Study Update recommended that the existing 

compatible land use designations remain unchanged. Since then, there have been 

numerous General Plan amendments which have changed land use but did not affect 

airport compatibility. The Barney Farms Development intended land use is compatible 

with airport operations; therefore, the proposed Barney Farms General Plan amendment 

should not be denied based on the claim of airport incompatibility.  
 

Based on a thorough review and federally accepted standards for airport land use compatibility, 

the Barney Farms development is compatible with the Phoenix-Mesa Gateway airport current 

and future operations.  The Barney Farms development will not exceed FAR Part 77 Notification 

standards and will be compatible with noise generated by aircraft operating at Phoenix-Mesa 

Gateway airport. 
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Analysis 
 

The review of the Barney Farms development included plotting the derived latitudinal and 

longitudinal coordinates in order to determine the projectôs exact location (Figure 1). Airport 

and Runway data for Phoenix-Mesa Gateway airport (IWA) was also gathered in order to 

accurately analyze penetrations to the FAR Part 77 Imaginary Surfaces. 

 

 
 

Figure 1 
 

The Barney Farms Development is located in the City of Queen Creek, AZ and is situated about 

3.75 Nautical Miles (NM) southeast of IWA.  
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NOISE CONSIDERATIONS 

 

Federal Guidelines 

 
The Federal Government places all aviation safety issues under the purview of the Federal 

Aviation Administration (FAA).  The FAA provides land use guidance for General Aviation 

airports in a non-directive handbook entitled Land Use Compatibility and Airports. This 

handbook provides guidance based upon two criteria, aircraft accident analysis and aircraft noise.  

 

The Federal Aviation Administration is charged with maintaining and ensuring the safety of the 

National Airspace System (NAS).  Their regulations are designed to ensure that no hazards are 

allowed to exist that would endanger the public.   

 

Federal Aviation Regulations (FAR) Part 150 
 

NOISE CONTROL AND COMPATIBILITY PLANNING FOR AIRPORTS  

 

The Department of Transportationôs Federal Aviation Administration publishes Advisory 

Circular AC No: 150/5020-1 which provides guidance for Noise Control and Compatibility 

Planning for airports under Federal Aviation Regulation (FAR) Part 150 and the Aviation Safety 

and Noise Abatement Act of 1979 (ASNA) (P.L. 96-193). It is intended for use by airport 

operators, state/local planners and other officials, and interested citizens who may engage in 

noise control planning. Airport noise compatibility planning has the goals of reducing existing 

non-compatible land uses around airports and of preventing the introduction of additional non-

compatible land uses through the cooperative efforts of all those involved. The Part 150 program 

is voluntary and airport operators are encouraged to participate. 

 

FAR Part 150 implements portions of Title I of the Aviation Safety and Noise Abatement Act of 

1979. It establishes a single system for the measurement of airport (and background) noise, a 

single system for determining the exposure of individuals to airport noise, and a standardized 

airport noise compatibility planning program. The planning program includes (1) provision for 

the Development and submission to the FAA of Noise Exposure Maps and Noise Compatibility 

Programs by airport operators; (2) standard noise units, methods and analytical techniques for 

use in airport assessments; (3) identification of land uses which are normally considered 

compatible (or non-compatible) with various levels of noise around airports; and (4) procedures 

and criteria for FAA approval or disapproval of noise compatibility programs by the 

Administrator.  

 

The Federal Aviation Administrationôs Office of Environment and Energy (AEE) issued a 

document titled Aircraft Noise.  The document states in part that federal agencies have certain 

guidelines for compatible land uses and environmental sound levels. Land use is normally 

determined by property meaning, such as residential, industrial, or commercial. Noise levels that 

are unacceptable for homes may be quite acceptable for stores or factories. The Federal Aviation 

Administration has issued these guidelines as part of its Airport Noise Compatibility Program, 

found in Part 150 of the Federal Aviation Regulations.  The FAA provides guidance within Title 
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14, Code of Federal Regulations (CFR) Parts 150 and 77. Part 150 guidance is based on aircraft 

noise levels near an airport. This guidance is shown in Figure 2. 

 

 
Figure 2 

 

In general, most land uses are considered to be compatible with airport noise that does not 

exceed 65 DNL
2
, although Part 150 declares that "acceptable" sound levels should be subject to 

local conditions and community decisions.  Nevertheless, a 65 DNL is generally identified as the 

threshold level of aviation noise, and other sounds of community noise, which are "significant."  

 

                                                      
2
 DNL is a measure of cumulative noise exposure over a 24-hour period. 
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Figure 3 displays examples of typical average decibel levels (dBA
3
) of some common sounds.  

In comparison to Residential compatible airport noise contours (55-65 DNL), similar sounds 

range from a Quiet Street (50dB
4
) to a Normal Conversation (60dB). 

 

 
 

Figure 3 

 

Figure 4 displays the Overflight Zoning Districts from the Williams Regional Planning study 

along with the FAA land use guidance noise sensitivity matrix. 

                                                      
3
 The ñdBAò filter approximates the sensitivity of our ear and helps us to assess the relative loudness of various 

sounds. 
4
 The decibel (dB) is a ratio that compares the sound pressure of the sound source of interest (e.g., the aircraft 

overflight) to a reference pressure (the quietest sound we can hear). 
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Figure 4 
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Conclusion: According to the Overflight District Map shown in Figure 4, the Barney Farms 

Development is not located within the 65 DNL noise contour (Airport overflight area I) and 

would be compatible with operations at the Phoenix-Mesa Gateway airport.  

 

Further, a review of the 1999 noise contour map from the Williams Gateway Airport FAR 

Part 150 Noise Compatibility Study Update (Figure 5) shows that the 65 DNL noise contour is 

North of Germann Rd. and West of the Crismon Road alignment.  

 

The Williams Gateway Airport FAR Part 150 Study Update also contains noise exposure maps 

for the years 1999 (Figure5), 2004 (Figure 6) and 2020 (Figure 7). The Phoenix-Mesa 

Gateway Airport Master Plan also contains a projected noise contour map for the year 2027 

(Figure 8). All of the available projected noise exposure maps indicate that the Barney Farms 

Development will be outside the 65 DNL Noise contour. It should be noted that the noise 

contours displayed in Figure 7 and Figure 8 were generated and based on the forecasted 

operations/fleet mix for Phoenix-Mesa Gateway airport. 
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Figure 5 
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Figure 6 
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Figure 7 
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Figure 8
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Phoenix-Mesa Gateway Airport Noise Impacts 
 

IWA RUNWAY 12 Left/Center/Right INSTRUMENT DEPARTURE PROCEDURES 

 

IWA Runway 12 Obstacle Departure Procedure 

 

The FAA has not published a Standard Instrument Departure Procedure (SID) for IWA.  A 

Standard Instrument Departure procedure, (departure route), is a published flight procedure 

followed by aircraft on an Instrument Flight Plan immediately after take-off from an airport.  In 

lieu of a published SID, the FAA has published an Obstacle Departure Procedure (DP) for IWA.  

 

The IWA DP specifies that aircraft departing Runways 12L, 12C, or 12R are required, 

immediately after takeoff, to climb via the IWA R-122 (straight ahead) to an altitude of 2500 feet 

Above Mean Sea Level (AMSL), then to execute a climbing right turn direct to the PXR 

VORTAC.  This places the aircraft, subsequent to their right turn, in a geographical location 

southwest of the Airport. Since the IWA field elevation is 1382 feet AMSL, 2500 feet AMSL 

equates to approximately 1118 feet Above Ground Level (AGL).  

 

IWA Runway 12 Missed Approach Procedures 

 

There are times when a pilot will , after completing an instrument approach to an airport, choose 

to execute a Missed Approach Procedure (MAP) rather than land at the airport. A MAP is a 

standard (but optional) component of a Standard Instrument Approach Procedure (SIAP). If a 

pilot, as he approaches the runway while executing a SIAP, makes the determination that the 

runway environment is not in sight, or that a safe landing cannot be accomplished for any reason, 

he is required to discontinue the approach and to immediately execute the published MAP. A 

MAP normally includes an initial heading or flight track and altitude to climb to, and is 

accompanied by Air Traffic Control (ATC) instructions as to further actions. 

 

The FAA has published two SIAPs to Runway 12 at IWA (RNAV (GPS) RWY 12R and RNAV 

(GPS) RWY 12C).  The published MAP for the RNAV (GPS) RWY 12R instrument approach 

procedure requires the pilot to execute and immediate climbing right turn to 4200 AMSL and to 

navigate direct to GEJRI intersection.  This procedure places the aircraft in a geographical 

position northwest of the Airport.  The MAP for the RNAV (GPS) 12C instrument approach 

procedure requires the pilot to climb straight ahead on the extended centerline of Runway 12 to 

5000 AMSL, and to navigate straight ahead to PADPI intersection, then to execute a right 90 

degree turn to RIYCO intersection. This procedure bypasses the Barney Farms Development to 

the southwest, and ultimately turns away from the subject property. The climb to either 4200 or 

5000, depending on the specific MAP, begins at the approach end of Runway 12, at an altitude 

not lower than 250 feet AGL (based on the individual instrument approach/MAP procedure 

being flown). 
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ATC Initiated Departure Clearances 

 

Dynamic operational conditions sometimes dictate that ATC issue departure instructions which 

differ from those contained in published procedures.  When that is the case, ATC may not issue a 

RADAR vector turn to a departing aircraft until the aircraft climbs above the Minimum 

Vectoring Altitude (MVA).  In the case of IWA RWY 12 departing aircraft, the MVA southeast 

of IWA is 3200 feet AMSL.  Therefore, ATC may not clear an aircraft to turn until that aircraft 

reaches 3200 feet AMSL (approximately 1800 AGL). 

 

FLIGHT TRACK DATA   

 

Current IWA flight track data was obtained for the purposes of this report. Flight tracks of 

arriving aircraft were not analyzed because arriving aircraft engines are normally near idle and 

are therefore significantly quieter than departing aircraft which are applying nearly full power. 

Figure 9 depicts flight tracks of all IWA aircraft, jet and propeller driven, IFR and VFR for the 

24 hour period on October 26, 2008 and is included as representative of a typical traffic day at 

IWA. 

 

 
 

Figure 9 

IWA  Flight Tracks (All Aircraft) , October 26, 2008 (24 hour time period) 
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IWA RWY 12 DP/MAP Flight Tracks  

 

IWA RWY 12 DP/MAP Flight Tracks  remain clear of the Barney Farms Development 

 

IWA flight track data depicting only Jet Departure (DP) and MAP aircraft was also sampled for 

the purposes of this report and depicted in Figures 10-16.  Random days were selected during 

the month of October 2008 in order to produce a sampling of representative IWA jet traffic. 

 

Rwy 12 jet DP flight tracks begin turning to the right (away from the Barney Farms 

Development) after reaching 2500 feet AMSL (1118 feet AGL) (Figures 10-15). These flight 

tracks remain southwest of the Barney Farms Development.  

 

Note: Figures 10-15 also depict certain departing aircraft executing a left turn after departure.  

This is the result of dynamic ATC instructions and the aircraft may not be turned by ATC until 

the aircaft reaches 3200 feet AMSL (approximately 1800 feet AGL). This has the unintended 

effect of ensuring that aircraft will not pass over the Barney Farms Development at altitudes 

lower than 1800 feet AGL. The associated noise impact to the Barney Farms Development will 

therefore be de minimus. 

 

 
 

Figure 10 

IWA RWY 12 Jet Departures, October 24, 2008 (24 hour time period) 
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Figure 11 

IWA  RWY 12 Jet Departures, October 25, 2008 (24 hour time period)  

 

 
 

Figure 12 

IWA  RWY 12 Jet Departures, October 26, 2008 (24 hour time period) 
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Figure 13 

IWA RWY 12 Jet Departures, October 27, 2008 (24 hour time period) 

 

 
 

Figure 14 

IWA RWY 12 Jet Departures, October 28, 2008 (24 hour time period) 
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Figure 15 

IWA RWY 12 Jet Departures, October 29, 2008 (24 hour time period) 

 

RWY 12 MAP Flight Tracks  

 

(Figure 16) RWY 12 MAP flight tracks either execute an immediate right climbing turn or 

proceed straight-out along the extended centerline of Runway 12 L/C/R, climbing to an altitude 

of 5000 AMSL.  As is the case with normal departing aircraft, ATC may not issue a turn to these 

aircraft until the aircraft reaches 3200 feet AMSL (approximately 1800 feet AGL). Note 

especially that these MAP aircraft commence their climbs at the approach end of Runway 12 

and at a minimum of 250 feet AGL.  Considering normal climb rates and ground speeds of 

representative aircraft (Military KC-135, MD-83, and various business jets), MAP aircraft would 

reach 1800 feet AGL within ½ mile of the departure end of RWY 12 and would therefore cross 

southwest of the Barney Farms Development well above 1800 feet AGL.  
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Figure 16 

IWA RWY 12 MAP , October 24, 2008 (24 hour time period) 

 

Conclusions: Air traffic controllers are required to RADAR vector arriving IFR (jet and non-

jet) aircraft to intercept the instrument approach procedure final approach course at least two 

miles outside of the final approach fix. As verified by the above flight tracks, this has the effect 

of placing an arriving IFR aircraft on the extended Runway 30 centerline at least 7 miles 

southeast of the airport, thereby resulting in arriving IFR jet aircraft passing well to the south 

of the Barney Farms Development. 

 

Flight Tracks displayed at Town of Queen Creek staff meeting for GP08-119 

 

The flight Tracks provided by the displayed at the town meeting lacks clarity, meaning, and 

the specificity to prove that the Barney Farms Development would suffer an adverse effect 

from current IWA or prop operations or that the Barney Farms Development should be 

subjected to land use restrictions. Our comments are as follows: 

 

Figures 17 depicts flight track data which was displayed during a town planning meeting for the 

Barney Farms development on November 10, 2008. The Figure appears to display aircraft flight 

tracks occurring in the area of the Phoenix-Mesa Gateway airport, and includes operations not 

directly operating to/from the airport.  The destination/departure airport, type operation (arrival 

or departure), type aircraft (jet or prop), altitudes, or the dates and times of observation is not 

specified. Such lack of detail and specificity negates any meaning or value attributed to this 

graphic representation. 
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Figure 17 

Air Traffic Control (ATC)  and Airspace Considerations 

 

The Phoenix Terminal Radar Approach Control (TRACON) airspace overlies IWA and both 

arrivals and departures to IWA are controlled by the TRACON. The IWA Runway 12 Obstacle 

Departure Procedure specifies that aircraft departing Runways 12L, 12C, or 12R are required, 

immediately after takeoff, to climb via the IWA R-122 (via runway heading) to an altitude of 

2500 feet Above Mean Sea Level (AMSL), then to execute a climbing right turn direct to the 

PXR VORTAC.  However, interviews with Phoenix TRACON air traffic controllers validate that 

frequently, the actual departure procedure assigned by the TRACON differs slightly in that 

aircraft departing RWY 12 climb via runway heading to 4000 AMSL.  After leaving 3200 

AMSL (the Minimum Vectoring Altitude) the aircraft is placed on a RADAR vector of 090 

(easterly heading), then to intercept their filed route of flight.  

 

Conclusion: This departure procedure routing causes departing aircraft to pass well to the 

southwest of the Barney Farms Development, and aircraft are not turned to the east until 3200 

feet AMSL (1800 AGL), which is well above the Barney Farms Development.  
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Airport Over flight Districts (Williams Regional Planning Study) 
 

According to the Williams Gateway FAR Part 150 update, in March, 1996 the Williams Gateway 

Airport Authority completed the Williams Regional Planning Study (WRPS) with the aid of a 

professional consultant. This study focuses on three objectives: 

 

- Maximizing the economic development potential of Williams Gateway Airport and 

the surrounding area. 

- Minimize potential land use conflicts around the airport including the encroachment 

of incompatible uses. 

- Create guiding principles for consistent regional land use across jurisdictions within 

the vicinity of the airport. 

 

The WGAA appointed an eight member steering committee of professionals representing the 

jurisdictions of Apache Junction, Chandler, Mesa, Gilbert, Queens Creek, Maricopa, Pinal and 

the Maricopa Association of Governments (MAG). Through research and the incorporation of 

numerous public workshops, two fundamental recommendations were incorporated into the 

Williams Regional Planning Study: The establishment of an Airport Overflight Zoning District, 

and General Plan and Zoning Amendments. These two recommendations are discussed below. 

 

Airport Overflight Zoning District  

 

The airport Overflight Zoning District, depicted in Exhibit 1M (Figure 18), is separated into 

three sub-districts containing the following recommended guidelines: 

 

- AIRPORT OVERFLIGHT AREA 1  - The area at or within the 65 DNL contour.· 

Prohibition of new residential development. - All types of residential development 

are to be prohibited in Airport Overflight Zoning District One. This area is defined by 

the 65 DNL contour as presented in the Williams Gateway Regional Planning Study 

and is deemed as having a significant impact on residential land uses. 

 

- AIRPORT OVERFLIGHT AREA 2  - The area established between the 60 and 65 

DNL contours. This area is slightly expanded by adding an additional ½ mile 

ñsquared -offò boundary for ease of enforcement. 

 

o Public Disclosure of Potential Noise Impacts. - ñNo person shall sell, nor 

offer for sale, or rent/lease any residential property within Airport Overflight 

Area 2 unless the prospective buyer or renter has been notified of the fact that 

the property is within the Airport Overflight Area 2 and that the property 

therein is subject to potential noise impacts from Williams Gateway Airport 

(WGA)ò 

 

o Notification of Plat or Title - All residential plats recorded within Airport 

Overflight Area 2 shall be inscribed with the following: ñThese properties, 

due to their proximity to Williams Gateway Airport, are likely to experience 
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aircraft overflights, which could generate noise levels which may be of 

concern to some individuals.ò 

 

o Noise Attenuation - ñThe construction, alteration, moving, partial 

demolition, repair and use of any building or structure within the Airport 

Overflight Area 2 shall comply with the Sound Attenuation Standards in order 

to achieve an exterior to interior Noise Level Reduction (NLR) of 20 

decibels.ò 

 

o Avigation Easements - An avigation easement is an agreement signed by the 

property owner that acknowledges that an airport is located nearby and 

aircraft to/from that airport have the right to fly over the property. In addition, 

through the recording of this easement, future property owners will be made 

aware of the easements existence, and hence aircraft overflights, prior to 

purchase of the property 

 

- AIRPORT OVERFLIGHT AREA 3 - This area is designated as the region outside 

the 60 DNL contour areas as defined by Airport Overflight Area 2. This area extends 

to an area which is considered to be influenced by aircraft operations. This area is 

also ñsquared-offò for ease of enforcement. 

 

o Public Disclosure of Potential Noise Impacts. ï Residential plats recorded 

within Airport Overflight Area 3 shall note the following: ñThese properties, 

due to their proximity to Williams Gateway Airport, are likely to experience 

aircraft overflights, which could generate noise levels which may be of 

concern to some individualsò 

 

o Notification of Plat or Title ï Knowledge of potential aircraft noise impacts 

should be made to users of residential properties through a Aircraft Noise 

Disclosure Statement. This statement is similar to that presented for 

Overflight Area 2 
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Figure 18 
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FAR Part 150 Noise Compatibility Update Considerations 

 

The airport over flight districts, as defined by the Williams Regional Planning Study, were 

developed using noise contours which do not correspond with the noise contours shown in the 

1999 FAR Part 150 Noise Compatibility Study Update. The 65 DNL Noise contour from the 

Williams Regional Planning Study (Figure 18) extends four miles to the southeast while the 65 

DNL noise contour developed in the FAR Part 150 Noise Compatibility Study Update extends 

less than 1.5 miles to the south east (Figure 19). 
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Figure 19
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The FAR Part 150 Noise Compatibility Update recommended that the Williams Regional 

Planning Study Overflight Zoning districts be revised to accommodate the high range forecast 

noise contours that fall outside the Williams Regional Planning Study. Figure 20 displays the 

Airport Overflight Zoning districts as recommended in the FAR Part 150 Noise Compatibility 

Update in relation to the Barney Farms Development. The Barney Farms Development would lie 

within Airport Overflight Zone III . The FAR Part 150 Study update states: Single-Family, 

duplex, multi-family and manufactured housing as a compatible land use within Overflight Zone 

3 (Appendix C).
5
 

                                                      
5
 The FAR Part 150 Compatibility Study recommends a fair disclosure agreement and covenant be recorded as a 

condition of development within the Airport Influence Area and All plats recorded be inscribed with the following: 

ñThese properties, due to their proximity to Williams Gateway Airport, are likely to experience aircraft overflights, 

which could generate noise levels that may be of concern to some individuals.ò 
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Figure 20 
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The aircraft noise contours which were used to develop the FAR Part 150 Noise Compatibility 

Update Recommended Airport Noise Overlay Zoning Districts are significantly larger than the 

noise contours which were created using noise modeling software also found within the FAR 

Part 150 Noise Compatibility Study Update. The FAR Part 150 Noise Compatibility Study 

Update states that the noise contours used to develop the zoning districts represent the ñworst 

case set of noise contoursò and used a combination of the 2015 noise exposure contour map from 

the 1993 Williams Gateway Airport Master Plan and noise contours developed using the 1999 

Williams Gateway Airport Master Plan high range 2020 forecasts.  

 

It is important to note that the 2004 and 2020 projected noise contours from the FAR Part 150 

Noise Compatibility Update and the 2027 noise contours from the Phoenix-Mesa Gateway 

Airport Master Plan are much smaller than the noise contours used to generate the zoning 

districts shown in the Williams Regional Planning Study (Figure 19). The 60 DNL noise contour 

shown in the Williams Regional Planning Study extends over seven miles to the southeast while 

the projected 2004, 2020 and 2027 60 DNL noise contour ends before reaching Queen Creek Rd 

(three miles to the southeast). 

 

Alternate Airport Noise Contours 

 

The 65 CNEL noise contour for Charlotte/Douglas International Airport (Figure 21) were 

overlaid onto the Phoenix-Mesa Gateway ñworst caseò exhibit and is shown in Figure 22. On 

average, Charlotte/Douglas International airport has over 1,307 commercial operations per day 

which far exceeds the projected commercial operations at Phoenix-Mesa Gateway Airport. Even 

with the increased operations, the 65 CNEL noise contour for Charlotte/Douglas International 

Airport only extends 3 miles from the end of the runways while the ñworst caseò 65 DNL noise 

contour for Phoenix-Mesa Gateway extends over 4 miles from the end of the runway. 

 

 



 

27 
Williams Aviation Consultants, Inc. 

 
 

Figure 21


