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INTRODUCTION.  Ted Stevens Anchorage International Airport (ANC) is the 

primary air transportation facility serving the Municipality of Anchorage 

(MOA), and the State of Alaska in general.  Because of its airfield 

capabilities and strategic location, Ted Stevens Anchorage International 

Airport is also a vital part of the national system of airports.  The Airport 

serves not only as Anchorageôs front door by providing visitors with an 

important first impression of the community, but also as the state's largest 

commercial service airport.  The Airport provides transportation facilities 

that are an absolute necessity for some businesses and a "required" 

convenience for others.  ANC is also the second busiest cargo airport in 

the United States in terms of landed weight.  Additionally, Ted Stevens 

Anchorage International Airport provides recreational and leisure 

travelers convenient access to air transportation with non-stop and 

connecting service to many popular destinations. 

 
For purposes of this Part 150 Study, Ted Stevens Anchorage International Airport (ANC) and Lake 

Hood Seaplane Base are included in one study, with one set of noise contours.  All previous Part 

150 Studies completed to date included both facilities.  The reasons for this includes several factors. 

The ANC Airport Traffic Control Tower (ATCT) controls aircraft operations on the ground and 

within designated airspace at ANC, and it also controls air traffic at Lake Hood Seaplane Base. With 

this integrated airspace, departures and arrivals occur within such close proximity, that it functions 

as one airport. The community also perceives Lake Hood and ANC as operating as one facility. 

Additionally, ANC and LHD are physically linked by connecting taxiways and share a boundary.  

The runways and sea lanes are as close in proximity to each other as many other airports operating 

with several runways. 

 

Because of these factors, the noise contours could not be separated, as they act in many ways as one 

facility. Therefore, for the purposes of this Study, they are included together.   

 

This Federal Aviation Regulation (FAR) Part 150 Noise Compatibility Study (Study) is an 

update of a 1998 Study that was adopted by Alaska Department of Transportation and Public 

Facilities (DOT&PF). The Noise Exposure Maps were accepted and the Noise Compatibility 

Program was approved by the Federal Aviation Administration (FAA) in 2000.   
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The Airport has implemented several of the recommendations contained in the previous FAR 

Part 150 Study.  However, since completion of the previous study, there have been changes 

to the airfield, types of aircraft, and the number of aircraft operating at the Airport.  As such, 

many of these changes have likely resulted in changes to noise exposure and therefore justify 

the need for an update to the previous Study. 

 

The purpose of this Inventory chapter of the Part 150 Study is to establish a baseline of 

information about existing airport facilities and operations, as well as local land use.  Much 

of this inventory data will be used to model new aircraft noise exposure contours showing the 

areas exposed to significant aircraft noise, as defined by the FAA.  The inventory includes 

data concerning airport facilities, flight procedures, noise abatement procedures, noise 

complaints, and land use conditions and policies within the environs of the Airport. 

 

About the Airport 

ANC is the primary air transportation hub of the state of Alaska.  The Airport (including the 

Lake Hood Seaplane Base) resides on approximately 4,600 acres located four miles 

southwest of the Anchorage central business district.  ANC is located entirely within the MOA, 

which is considered a consolidated city-borough under state law.  The Airport is bordered to 

the north by the coastline of the Knik Arm of Cook Inlet and Earthquake Park.  To the west, 

the Airport is bordered by municipal land or the coastline, while the southwestern airport 

boundary abuts Kincaid Park.  The wastewater treatment plant, Clithroe Center, and former 

composting operation are facilities located on MOA land in this area. The southern portion of 

the Airport is bounded by Sand Lake neighborhood.  The southeastern airport boundary 

borders Jewel Lake Road, Delong Lake, Air National Guard Road, and Raspberry Road, 

except for land north of Raspberry Road owned by the Federal Communication Commission 

(FCC).  The eastern portion of ANC is referred to as Connors Bog and is bounded by 

International Airport Road to the north, Northway Drive to the east, and Connors Lake 

subdivision to the south.  Finally, the northeast portion of the Airport is bounded by the 

residential neighborhoods of Turnagain and Spenard.  The generalized airport location is 

illustrated on Figures A1 and A2, AIRPORT LOCATION MAP and AIRPORT VICINITY MAP. 

 

The Airport is served by eight major domestic legacy and low cost airlines including: Alaska 

Airlines, American Airlines, Continental Airlines, Delta Airlines, Frontier Airlines, JetBlue 

Airways, United Airlines, and US Airways1.  The Airport is also served by five 

regional/commuter airlines including: Ravn (formerly Era Aviation), Frontier Flying Service, 

Grant Aviation, and Pen Air.  International Airlines providing scheduled passenger service 

include Air Canada and Condor Airlines.  There are also a number of domestic and 

international charter airlines operating at the Airport, including:  Japan Airlines, Korean Air, 

and North American Airlines.    

                                                 
1 Ted Stevens Anchorage International Airport website, December 2011 
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Domestic cargo operations are conducted by approximately 16 different airlines including 

both Federal Express and United Parcel Service.  International cargo operations are 

conducted by approximately 15 different airlines.  In terms of activity, ANC was the 60th 

busiest US airport in 2010 with respect to scheduled enplaned passengers and the 2nd busiest 

US airport in 2010 with respect to air cargo landed weight.  The Lake Hood Seaplane Base is 

also the worldôs largest and busiest seaplane base. 

 

As mentioned previously, ANC is owned by the State of Alaska and operated by the DOT&PF.  

The Airport Manager is responsible for the day-to-day operations.  The Airportôs stated 

mission is to ñDevelop ï Operate ï Maintain The Airport for Anchorage ï Alaska ï the 

World.ò 

 

The DOT&PF initiated a Master Plan Update in 2007 completing an airport inventory, aviation 

forecasts, and facility requirements before the study was terminated due to the economic 

recession and the resulting reduction in aviation activity levels.  A new ANC Master Plan 

Update was completed in 2014.  A Lake Hood Seaplane Base Master Plan Update was 

initiated in the fall of 2014 and scheduled for completion in 2016. 

 

Airside Inventory 

Runways.  ANC has an Airport Reference Point (ARP) of Latitude 61Á 10ô 26.700òN, Longitude 

149Á 59ô 53.500òW and an elevation of approximately 152 feet above mean sea level (AMSL).  

The Airport currently has the following three runways:  

 
Á Runway 7R/25L ï 12,400 feet long and 200 feet wide. 

Á Runway 7L/25R ï 10,600 feet long and 150 feet wide. 

Á Runway 15/33 ï 10,960 feet long and 150 feet wide. 

ANC has several declared distances for Runway 07R/25L and15/33, which are explained in 

Table A1 below. 
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Table A1 
RUNWAY DECLARED DISTANCE INFORMATION 
 
Runway  TORA TODA ASDA LDA 

07L  10,600 10,600 10,600 10,600 

25R 10,600 10,600 10,600 10,600 

07R  10,900 10,900 10,900 12,400 

25L  12,400 12,400 12,000 12,000 

15  10,760 10,760 10,094 10,094 

33 10,960 11,960 10,960 10,694 
 

Source:  Draft Master Plan Update, June 2014. 
TORA ï Takeoff Run Available; TODA ï Takeoff Distance Available;  
ASDA ï Accelerate-Stop Distance Available; LDA ï Landing Distance Available. 

 

Runway 7R/25L (east/west orientation) is 12,400 feet total length and 200 feet in width.  

Runway 7R/25L has published declared distances as listed in Table A1; 10,900 feet of 

runway is available for takeoff on Runway 7R, while the entire 12,400 feet of runway is 

available for takeoff on Runway 25L.  Runway 7R/25L is equipped with High Intensity 

Runway Edge Lights (HIRL).  Runway 7R has precision instrument runway markings.  

Runway 7R has a Category I, II, and III Instrument Landing System (ILS)/Distance 

Measuring Equipment (DME) approach with ALSF-2 (approach lighting system with 

centerline sequenced flashing lights) approach lights.  Runway 25L also has precision 

runway markings, but the only available approach procedure is what is referred to as the 

ñSeward Visualò approach, which follows the new Seward Highway.  Runway 25L does not 

have an approach lighting system. 

 

Runway 7L/25R (also east/west orientation) is 10,600 feet total length and 150 feet in width.  

Runway 7L/25R is equipped with High Intensity Runway Edge Lights (HIRL).  Runway 7L 

has precision instrument runway markings.  Runway 7L has a Category I and II Instrument 

Landing System (ILS)/Distance Measuring Equipment (DME) approach with MALSR (medium 

intensity approach lighting system with runway alignment indicator) approach lights.  

Runway 25R also has precision runway markings, but the only available approach procedure 

is what is referred to as the ñHighway Visualò approach, which follows the new Seward 

Highway.  Runway 25R does not have an approach lighting system. 

 

Runway 15/33 (north/south orientation) has published declared distances, meaning that 

10,760 feet of runway is available for takeoff on Runway 15; the entire 10,690 feet of 

runway is available for takeoff on Runway 33.  Like the other two runways, Runway 15/33 is 

also equipped with HIRL and has precision runway markings.  Runway 15 has a Category I 

ILS approach with an Omni Directional Approach Lighting System (ODALs).  Runway 33 is 

the only runway end at ANC with no published approach procedure. 
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Taxiways.  All runways are provided with taxiway access to runway ends and connector or exit 

taxiways.  Runway 15/33 has two full length parallel taxiways on each side (Taxiways ñYò 

and ñRò).  Runway 7L/25R has one full length parallel taxiway on the north side (Taxiway 

ñKò).  Runway 7R/25L technically does not have a full length parallel taxiway, but does have 

connector taxiways to parallel Taxiway ñKò. 

 

The taxiway system has been designed primarily to provide quick and safe access to and 

from runway ends and either the main passenger terminal or the various cargo areas.  The 

taxiway system also provides aircraft access to maintenance areas, aircraft parking areas, and 

hangar areas.  Taxiway width and pavement characteristics vary depending on the aircraft 

specifications that utilize the facilities and runways that the taxiways serve.   
 

Landside Inventory 

Terminal Complex.  ANC has two separate passenger terminals (North and South) within the 

228 acre passenger terminal complex.  International Airport Road, a four-lane controlled 

access roadway, provides the primary access to the Airport from the east.  The west end of 

the road transitions to a loop serving the South Terminal arrival, departure, and commercial 

vehicle ramps.  Exit ramps provide access to vehicle parking, the railroad depot, and the 

Airport Traffic Control Tower (ATCT) within the loop. 

 

The two terminals at ANC are separated by approximately 700 feet with a covered walkway 

connecting them to each other.  There are a total of 34 designated gates between the two 

terminals.  Airline usage of each gate varies and some gates are currently unused.  There are 

eight air carrier gates at the North Terminal labeled ñNò gates.  There are 26 functioning air 

carrier gates at the South Terminal labeled ñAò, ñBò, or ñCò gates.  Some of the commuter 

gates at the South Terminal provide access for more than one aircraft parking position though 

they are defined as a single gate.  In addition, there are 11 remote aircraft parking positions 

located west of the terminal complex used for fueling and overnight aircraft parking.  
 

Cargo.  There are over 250 acres dedicated to air cargo facilities at ANC.  Combined these 

areas include over one million square feet of buildings, 471,000 square yards of aircraft 

parking aprons, and 37 acres of vehicle parking/landside support.  These facilities are located 

in each of the three principal development areas of the Airport, including the North Airpark 

and the East Airpark, with a small amount of cargo at the South Airpark.  The North Airpark 

serves the majority of the air cargo operations including the following operators: FedEx, UPS, 

Alaska CargoPort, among others.  The East Airpark cargo operators include Alaska Airlines 

and Northern Air Cargo.  Lynden Air Cargo is the single cargo operator located in the South 

Airpark. 
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Lake Hood Seaplane Base General Aviation.  The majority of General Aviation (GA) activity takes 

place at Lake Hood Seaplane Base.  Lake Hood Seaplane Base includes three waterlanes 

(East-West, North-South, and Northwest-Southeast) and the Lake Hood Airstrip, which 

includes one gravel-surface runway (Runway 13/31) and one taxiway connects the lake to the 

airstrip.  Nearly 1,000 GA aircraft are based at either the seaplane base or the airstrip.   

 

General Aviation.  There are two primary GA areas at ANC, the South Airpark and to a lesser 

extent the East Airpark.  Over 40 GA aircraft are based in these two areas.  These aircraft are 

typically higher performance and larger aircraft that require longer, paved runways and 

instrument approaches available at the Airport.  Two full-service Fixed Base Operators 

(FBOs) serve GA aircraft at three locations at ANC.  Signature Flight Support has separate 

facilities at both the East and South Airparks.  Era FBO, dba Million Air, also has an FBO 

complex at South Airpark.  Other airport tenants provide specific GA services, such as 

aircraft maintenance, charter flights, and fuel sales.  

 

Airport Maintenance Facility.  The Field Maintenance Building is located on an 8.6 acre site just 

north of the North Terminal.  This 116,000 square foot building opened in 2005 and provides 

offices, shop space for equipment maintenance, and storage for material and equipment. 

 

Airport Rescue and Fire Fighting Facility (ARFF).  The Aircraft Rescue and Fire Fighting (ARFF) 

facility is located at the southwest corner of the North Airpark.  The facility is a 

consolidation of the two former ARFF facilities.  The ARFF facility has direct access to 

Taxiways ñRò and ñVò to provide reduced response time to all areas of the airfield.  An ARFF 

training area is located on the southwest side of the airfield.  Additionally, the airport 

certification manual includes the fire station in the former Kulis Air National Guard Base to 

help meet their ARFF response requirements. 

 

Airport Traffic Control Tower (ATCT) Facility.  The FAA ATCT is located south of Tower Road, 

along the South Terminal access road.  There is a one story building accommodating FAA 

offices at the base of the tower.  The tower contains the ATC equipment and additional FAA 

offices.  

  



 

A.9 
Chapter A - Inventory 

Kulis Air National Guard Base.  Opened in 1955, Kulis Air National Guard (ANG) Base was 

located east of South Airpark on 129 acres leased from the Airport.  The 176th Wing of the 

ANG conducted its federal and state missions with a fleet of C130 fixed wing, HC130 (C130 

with rescue platform) fixed wing, and HH60 Pave Hawk rotary wing aircraft.  Kulis Base was 

vacated in the fall of 2011 and the 176th Wing relocated to Elmendorf Air Force Base.  A 

Kulis Reuse Plan has been developed for the area previously occupied by the 176th Wing.  

This re-use plan indicates that the area will be redeveloped for both aeronautical uses and 

non-aeronautical revenue purposes. The former Kulis Base has been incorporated into the 

Airport lands, and existing development constraints allow for non-aeronautical use in a 

portion of this area. 

 

Existing airside and landside facilities are shown on Figure A3, EXISTING AIRPORT LAYOUT.  
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Air Traffic Operations Activity 

A summary of airport activity for ANC is provided in the Table A2, SUMMARY OF HISTORICAL 

AVIATION ACTIVITY.  Between 1990 and 2000, total aircraft operations increased from 

approximately 218,657 to 319,239, representing an average annual growth rate of 

approximately 3.1 percent.  Closely following national trends, aircraft activity declined from 

2000 to 2003 to 295,549 operations.  It should be noted that the decrease in overall 

operations and enplanements for 2001 and 2002 was influenced by the downturn in 

commercial passenger traffic following the terrorist events of September 11, 2001, the 

temporary closure of airports in the U.S., and the subsequent economic downturn. 

 

Between 1990 and 2000, passenger enplanements increased from approximately 1.6 million 

to almost 2 million, representing an average annual growth rate of approximately 2 percent.  

Passenger activity declined in 2002 to 1,954,530 and then continually grew until peaking in 

2008 at 2,382,355 passenger enplanements.  This peak was followed by a down-turn in 

enplanements in 2009 to 2,148,020. 

 

There were 2,398,512 total passenger enplanements in 2010.  In 2010, the Airport provided 

for the transportation of 19.4 billion pounds of landed weight air cargo.  This was a 25.4 

percent increase from the 2009 level of 15.5 billion pounds.  The 2010 total landed weight 

was only 0.4 percent less landed weight than Memphis International Airport (19.5 trillion 

pounds), the home of FedEx and the busiest air cargo airport in the country. 

 

Forecasts, as they relate to this Part 150 Study Update are further described in Chapter B, 

Forecasts. 
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Table A2 
SUMMARY OF HISTORICAL AVIATION ACTIVITY, 1990-2010 
 
   Air Taxi/ General 
 Passenger Air Carrier Commuter Aviation Military  Total 
Year  Enplanements Operations Operations Operations Operations Operations 
 

1990   1,599,363 97,142 60,325 58,487 2,703 218,657 

1991  1,510,380 92,840 77,339 54,602 3,651 228,432 

1992 1,638,302 98,226 82,725 52,027 3,741 236,719 

1993 1,637,564 94,946 69,567 50,075 3,691 218,279 

1994 1,810,684 97,387 68,456 45,961 3,837 215,641 

1995 1,876,072 96,946 73,500 43,425 3,897 217,768 

1996 1,911,784 105,593 77,538 96,977 3,503 283,611 

1997 1,978,035 111,276 95,310 103,729 3,824 314,139 

1998 1,914,673 113,094 88,344 104,726 4,311 310,475 

1999 1,981,634 112,942 81,417 108,466 5,313 308,138 

2000 1,988,294 117,812 89,921 106,345 5,157 319,235 

2001 2,029,578 114,795 87,442 96,363 6,388 304,988 

2002 1,954,530 116,681 87,263 94,923 5,741 304,608 

2003 1,970,849 121,252 77,442 91,436 5,419 295,549 

2004 2,123,220 125,489 82,706 92,680 5,590 306,465 

2005 2,215,802 132,869 87,256 87,611 5,978 313,714 

2006 2,216,976 131,490 86,429 82,526 4,163 304,608 

2007 2,264,568 131,419 85,330 78,171 5,010 300,476 

2008 2,382,355 120,949 86,258 77,750 5,239 287,541 

2009 2,146,642 98,113 73,096 80,204 4,588 256,001 

2010 2,171,982 113,263 73,906 80,565 4,302 272,036 

20111 2,260,521 110,897 78,251 83,975 3,008 276,131 
 

Source:  FAA Terminal Area Forecasts, January 2012. 
1 Forecast Data 
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Airspace 

The following section is presented to help the public better understand the complexities of 

airspace and Air Traffic Control.  The source of the majority of this information is the 2008 

Master Plan Study Report for ANC, and much of the information has been adopted from the 

study report. 

 

The airspace over the Anchorage area, and all of the US, is under the jurisdiction of the FAA.  

This authority was granted by Congress via the Federal Aviation Act of 1958.  The FAA 

established the National Airspace System (NAS) to protect persons and property on the 

ground and to establish a safe and efficient airspace environment for civil, commercial, and 

military aviation.  The NAS is defined as the common network of US airspace, including air 

navigation facilities; airports and landing areas; aeronautical charts; associated rules, 

regulations, and procedures; technical information; personnel; and material.  System 

components shared jointly with the military are also included. 

 

Local airspace surrounding ANC is designated as Class C airspace.  Class C airspace is the 

airspace surrounding airports that have an operational control tower, are serviced by a radar 

approach control, and have a certain number of Instrument Flight Rules (IFR) operations or 

passenger enplanements.  Pilots must establish two-way radio communications with the 

airport traffic control personnel prior to entering Class C, maintain this communication while 

within the airspace, and have a transponder with mode C capability.   

 

Figure A4, GENERALIZED CLASS C AIRSPACE, is shown on the following pages.  Unique 

conditions in Anchorage such as the Airportôs proximity to Elmendorf Air Force Base and 

the Lake Hood Seaplane Base add to the overall complexity of the local airspace.  The 

mountainous terrain and the physical shape of Cook Inlet also affect the airspace.  The exact 

configuration of each Class C airspace area is tailored to the individual airport.  However, 

Class C airspace usually consists of an inner tier with a five Nautical Mile (NM) radius circle 

and an outer tier with a 10 Nautical Mile radius surrounding an airport; the floor and ceiling 

of the airspace is unique to each airport.  Class C airspace in the Anchorage area is centered 

on ANC and contains a 5.2 NM radius core surface area and a 10 NM radius shelf service.  The 

circles are truncated significantly to the east of the Airport.  The elevation of the airspace 

within the core circle extends from the Airport elevation of 152 feet MSL up to 4,100 feet 

MSL, with the exception of an area south of Campbell Lake where the elevation extends from 

600 feet MSL to 4,100 feet MSL.  The elevation of the shelf surface extends from 1,400 feet 

MSL up to 4,100 feet MSL, with the exception of an area located north of the Airport across 

the Knik Arm where the elevation extends from 1,900 feet MSL to 4,100 feet MSL.  The Class 

C airspace centered on ANC is active 24 hours per day. 
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Class D airspace is typically associated with airports having instrument procedures, but fewer 

operations than airports associated with Class C airspace.  Aircraft operating within Class D 

airspace are required to maintain radio communication with the ATCT.  Class D airspace 

encompasses three airports and one seaplane base in the vicinity of ANC, including Merrill 

Field, Elmendorf Air Force Base, and Lake Hood Seaplane Base.  The Class D airspace for 

Lake Hood Seaplane Base is encompassed and intersected by Class C airspace for ANC.  The 

ATCT for ANC controls the Class D airspace in areas that intersect the Anchorage Class C 

airspace up to 2,500 feet MSL.   

 

International boundaries, military airports, military operations areas, restricted areas, 

temporary flight restrictions, and prohibited areas can also impact airspace use in the vicinity 

of a civil airport.  All aircraft flights are governed by either Visual Flight Rules (VFR) or 

Instrument Flight Rules (IFR).  Definitions are contained in FAR Part 91 and in Figure A4.  

The basic difference between VFR and IFR rules is that the pilot maintains spatial orientation 

of an aircraft by reference to the earth's surface for VFR and by reference to aircraft 

instruments for IFR.  Under IFR rules, a pilot can operate in poor visibility conditions within 

controlled airspace.  Flights under VFR rules require good visibility and maintenance of 

specified distances from clouds. 
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Air Route Traffic Control Center 

ANC is located in one of the nationôs 22 FAA operated Air Route Traffic Control Centers 

(ARTCCs).  These facilities control aircraft operating under IFR within controlled airspace 

while in the en route phase of flight.  The Anchorage ARTCC controls airspace that 

encompasses all of Alaska.  A Letter of Agreement (LOA) between the ANC Terminal Radar 

Approach Control (TRACON) and the ARTCC formalizes the two partiesô lines of authority.  

Control of the airspace in the vicinity of Anchorage has been delegated to the TRACON by the 

ARTCC. 

 

The Anchorage ARTCC controls activity into and out of the ANC TRACON area through remote 

radar and radio facilities located throughout the region.  All air controllers employed by the 

Anchorage ARTCC are located at a single operation site near Elmendorf.  From this location, 

controllers manage air traffic throughout the Alaskan region.  The Anchorage ARTCC 

maintains LOAs with other FAA agencies and users throughout the ARTCCôs area of 

responsibility.  These agreements establish procedures for handing off air traffic from one 

agency to another, and define local ATC procedures and responsibilities.  The ARTCC also 

maintains a LOA with other radar-equipped FAA agencies to assume en route ATC 

responsibilities in the event of an emergency that renders any agency incapable of control. 

 

VFR Operations 

Aircraft operating under VFR and departing ANC are under positive control of the Anchorage 

ATCT.  Pilots of aircraft transitioning from ANC Class D airspace to ANC Class C airspace 

must establish radio contact with ANC TRACON.  Pilots must receive clearance to transition 

from ANC Class D airspace to Elmendorf Air Force Base (EDF) or Merrill Field (MRI) Class D 

airspace and must comply with local airspace restrictions.  Pilots landing at ANC must contact 

ANC TRACON prior to entering ANCôs Class C airspace.  Pilots of aircraft transitioning from 

ANC Class C airspace to ANC Class D airspace for arrivals must contact ANC ATCT and 

receive permission prior to entering.  The arrival procedure will vary, depending on the 

operational flow and volume of traffic.  A unique aspect of the Anchorage airspace is that it 

is governed by procedures outlined in Federal Aviation Regulation (FAR) Part 93 Special Air 

Traffic Rules and Airport Traffic Patterns.  FAR Part 93 dictates special procedures that VFR 

aircraft must follow when arriving in or departing from the general Anchorage area.  The 

purpose of this FAR is to help separate slower VFR aircraft traveling into and out of the area 

from the high-performance aircraft using ANC and EDF.  In general, FAR 93 specifies the six 

segmentsð International, Merrill, Lake Hood, Elmendorf, Bryant and Seward Highwayðof 

VFR approach procedures and airport traffic patterns that aircraft are to fly when going to or 

from any given airport in the area.   
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Specific altitudes are associated with each segment. The following are the general rules 

outlined by FAR Part 93 for the Anchorage area: 
 
Á Each person operating an aircraft to, from, or on an airport within the Anchorage Terminal 

Area shall operate that aircraft according to the rules set forth in FAR Part 93 as 
applicable, unless otherwise authorized or required by ATC.  

Á Each person operating an airplane within the Anchorage Terminal Area shall conform to 
the flow of traffic depicted on the appropriate aeronautical charts.  

Á Each person operating a helicopter shall operate it in a manner so as to avoid the flow of 
airplanes.  

Á Except as provided in FAR Part 93, each person operating an aircraft in the Anchorage 
Terminal Area shall operate that aircraft only within the designated segment containing 
the arrival or departure airport.  

Á Except as provided in FAR Part 93, each person operating an aircraft in the Anchorage 
Terminal Area shall maintain two-way radio communications with the ATCT serving the 
segment containing the arrival or departure airport.  

The VFR arrival/departure procedures for the Anchorage and Lake Hood segments are briefly 

described below.  These procedures are published by the FAAôs Air Traffic Organization and 

can be found online at the following link: 
http://www.faa.gov/about/office_org/headquarters_offices/ato/tracon/anchorage/pilots_info/locproc/ 
 

ANC VFR Departure and Arrival Procedures:  

Á NORTH SHORE DEPARTUREðissued to aircraft departing ANC westbound through 
northeast bound.  

Á CHICKALOON DEPARTUREðissued to aircraft departing ANC to the south.   

Á LITTLE SU DEPARTUREðissued to aircraft departing ANC westbound.  

Á MACKENZIE ARRIVALðissued to aircraft arriving to ANC from the north.  

Á DIMOND MALL ARRIVALðissued to aircraft arriving to ANC from northeast or south.  

LHD  VFR Departure and Arrival Procedures:  

Á WEST ROUTE ARRIVAL/DEPARTUREðissued when LHD is operating in a west flow 
(landing and departing west, north, or northwest waterlanes and Runway 31).   

Á EAST ROUTE ARRIVAL/DEPARTUREðissued when LHD is operating in an east flow 
(landing and departing east, south, or southeast waterlanes and Runway 13).  

Á TUDOR OVERPASS ARRIVAL/ DEPARTUREðused to provide an orderly route for 
entering and exiting LHD airspace while avoiding Class C airspace and reducing potential 
conflict with aircraft using established routes to and from adjacent airports.  

Á LITTLE SU DEPARTUREðissued to aircraft departing LHD westbound. 

Á GRAVEL PIT ARRIVALðdirect routing to LHD from the south (not used when ANC is 
departing Runway 15).   

http://www.faa.gov/about/office_org/headquarters_offices/ato/tracon/anchorage/pilots_info/locproc/
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Á CHICKALOON DEPARTURE ï departing aircraft fly directly to the east shore of Campbell 
Lake before turning south. 

 

IFR Operations 

Aircraft under IFR are generally under control of the ARTCC outside of Anchorage TRACON 

airspace.  When ARTCC personnel prepare to transfer arriving turbojet or other high-

performance IFR aircraft to Anchorage TRACON control, they clear aircraft to ANC via a 

Standard Terminal Arrival Route (STAR). A STAR is a preplanned IFR ATC arrival procedure 

published for pilot use.  STARs use a combination of published VOR radials and intersections 

and ATC assigned vectors, altitudes, and speeds to route aircraft into the arrival flow 

sequence.    

 

The arrival and departure procedures used by Anchorage ARTCC and Anchorage 

TRACON/ATCT personnel for arrivals to and departures from ANC and EDF are currently being 

revised and updated.  The revised procedures are used in the noise modeling for this study. 

 
Navigation and Communication Aids 

ANC, like all US airports, functions within the local, regional, and national system of airports 

and airspace.  Figure A5 below, AIRSPACE/NAVAIDS SUMMARY, and narrative provide a brief 

description of ANCôs role as an element within these systems.  Please refer to 

http://www.faa.gov/library/manuals/aviation/instrument_flying_handbook/ for a more detailed 

explanation of the following discussion. 

 

Anchorage Area Air Traffic Control 

There are two levels of ATC in the Anchorage area: TRACON surrounding ANC, and tower 

control by the Airport Traffic Control Tower (ATCT) for ANC, LHD, EDF, and MRI.  

 
ANC TRACON  

The ANC TRACON controls arriving and departing aircraft within the ANC area.  According to 

agreements between ANC TRACON and the ARTCC, the TRACON is responsible for airspace 

within an irregularly shaped area extending approximately 33 nautical miles north, 22 

nautical miles south, 20 nautical miles east, and 36 nautical miles west of ANC.  The TRACON 

airspace extends from the surface to 20,000 feet MSL (Flight Level 200).  The ANC TRACON 

is also responsible for the Class C airspace centered on ANC, except for that portion delegated 

to ANC ATCT.  The TRACON has control of both IFR and VFR aircraft within the Class C 

airspace.  The TRACON controls operations 24 hours per day.  

  

http://www.faa.gov/library/manuals/aviation/instrument_flying_handbook/
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ANC ATCT   

The ANC ATCT controls aircraft operations on the ground and within designated airspace at 

ANC.  The ANC ATCT also controls air traffic at Lake Hood Seaplane Base.  

 
EDF ATCT   

The EDF ATCT controls aircraft operations on the ground and in the airport traffic control area 

(Class D) at EDF.  The EDF Class D airspace is located outside the ANC Class C airspace and 

extends from the ground to 3,000 feet MSL.  
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Instrument Approach Procedures 

There are several published instrument approach procedures to various runway ends at ANC.  

The procedures are summarized in the Table A3, INSTRUMENT APPROACH PROCEDURES. 

 

 
Table A3 
INSTRUMENT APPROACH PROCEDURES 

 
 Designated Ceiling Visibility 
Approach Runway Minimums (AGL)1 Minimums1 
 

ILS 7L 328ô 1,800ô, 2,400ô2 

LOC 7L 460ô 2,400ô, 4,000ô2 

ILS 7R 332ô 1,800ô 

LOC 7R 520ô 2,400ô, 3,500ô, 5,000ô, 1 İ  miles2 

S-ILS CAT I3 7R 100ô 1,400ô 

ILS 15 351ô 4,000ô 

S-ILS CAT II3 7L 108ô 1,200ô 

S-ILS CAT II3  7R 115ô 1,200ô 

S-ILS CAT III3 7R -- RVR 700ô, RVR 600ô2 

RNAV (GPS) LPV 7L 390ô 2,400 

RNAV (GPS) 
LNAV/VNAV 

7L 740ô 2 ¼ miles 

RNAV (GPS) LNAV 7L 620ô 2,400ô, Ĳ; 1 miles2 

RNAV (GPS) LPV 7R 332ô 2,400ô 

RNAV (GPS) 
LNAV/VNAV 

7R 660ô 2 3/8 miles 

RNAV (GPS) LNAV 7R 640ô ½ miles, ¼ miles2 

RNAV (GPS) LPV 15 410ô 4,000ô, 5,000ô2 

RNAV (GPS) 
LNAV/VNAV 

15 500ô 5,000ô, 6,000ô2 

RNAV (GPS) LNAV 15 500ô 5,000ô, 6,000ô2 

VOR 7R 700ô 5,000ô, 6,000ô, 1 İ  miles2 
 

 

Source:  U.S. Terminal Procedures, Alaska Terminal Procedures, 15 December 2011. 
1 Circling Approach Procedure and Minimums not listed. 
2 Depending on category of aircraft. 
3 Special Aircrew and Aircraft Certification Required 
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Current Noise Management Program 

The Airport has developed and continues to refine a Noise Compatibility Program designed 

to reduce impacts on the surrounding community.  The Program consists of land use and 

noise abatement measures.  The Airport implemented a Residential Sound Insulation 

Program based on recommendations from the previous Study.  Until 2009, it also operated a 

Flight Track and Noise Management System to quantify noise levels in the community.  In 

addition, the Airport researches and responds to noise complaints, communicates with local 

planners about appropriate land use to encourage compatible development surrounding the 

Airport, and works cooperatively with the ATCT, the Airlines, and the local community to 

minimize impacts whenever possible. 

 

ANC's existing Noise Compatibility Program includes measures to reduce noise generated at 

the Airport and to mitigate impacts off airport when possible and reasonable.  Airport noise is 

a community issue though, and the community, the aviation industry, the MOA, and the 

Airport all need to work together to address airport noise impacts in a manner that allows 

continued development of this important economic and transportation resource and also 

minimize noise impact on the community. 

 

The following information describes the integration of noise abatement procedures with safe 

and expeditious air traffic control procedures.  The procedures are part of a runway use 

program and participation by pilots and aircraft operators is voluntary.  

 

The FAA has a primary function to determine under what conditions flight operations may be 

conducted without causing degradation of safety.  Under ideal conditions aircraft takeoffs 

and landings should be conducted into the wind.  Considerations such as delay and capacity 

problems, runway length, approach aids, noise abatement, and other factors may require 

aircraft operations to be conducted in a specific manner. 

 

Noise Compatibility Program 

The previous Noise Compatibility Program (NCP) was approved by the FAA in 2000.  Many 

of the operational and land use measures approved in the 2000 study have been completed or 

are continuing to be implemented.  The approval allowed the Airport to obtain federal noise 

discretionary funding for approved measures in the Noise Compatibility Program, such as 

property acquisitions, residential sound insulation, school sound insulation, and purchase 

assurance.2  Several recommendations in the previous Plan have been implemented and the 

fleet mix has since changed.  Thus, the Noise Compatibility Program needed updating. 

  

                                                 
2 Purchase assurance refers to a program that would guarantee fair market value to a property. In this type of program, the 
operator does not take title to the property, but rather compensates the property owner for the difference between fair market 
and the value offered by the purchaser, in exchange for an avigation easement. 
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Operational actions approved in the previous Noise Compatibility Program which have been 

implemented or are underway include the following noise abatement procedures, and are 

discussed in more detail in the Runway Use Procedures section below: 

 
Á Implement consistent Noise Abatement Departure Profiles (NADPôs) on Runways 6R, 6L 

(Now 7R and L), and 14 (now 15).  

Á Conduct detailed Noise Abatement Departure Procedure (NADP) Study. 

Land use actions approved in the previous Noise Compatibility Program which have been 

implemented, are underway or are being examined as part of local land use planning efforts, 

include: 

 
Á Compatible Use Zoning 

Á Mobile Home and Camper Park Restrictions 

Á Soundproofing Requirement for New Development 

Á Noise Levels on Plats 

Á Comprehensive Planning 

Á Planning Commission Review 

Á Public Land Development Criteria 

Á Noise Overlay Zone 

Á Fair Disclosure Policy 

Á Land Banking 

Á Soundproofing for Existing Development Program (became the Residential Sound 
Insulation Program) 

Á Investigate Sound Buffers/Barriers on the Airport  

Á Conduct Detailed Aircraft Ground Noise Study (Aircraft Engine Run-Up Noise) 
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Most of these land use recommendations, with the exception of those noted in parentheses, are 

discussed in the Residential Sound Insulation and the Land Use sections below.  Many of the 

land use planning recommendations are being examined as considerations of other local land 

use planning efforts.  

 

Continuing program measures approved in the previous Noise Compatibility Program which 

have been implemented or are underway include: 

 
Á Noise Advisory Committee (not active since the beginning of the Residential Sound 

Insulation Program) 

Á Noise Monitoring (although not currently operational) - Flight Track and Noise Monitoring 
System 

Á Complaint Response 

Á Regulations and Agreements (dissemination of noise abatement measures to operators) 

Á NEM and NCP Review and Revision as Needed 

Á Establish a Noise Program Manager Position at the Airport 

Á Noise Information Page on Anchorage International Airport Website 

Á Airfield Signs (signs describing key noise abatement procedures for pilots) 

Á Public Information Program 

Á Pilot Manual Insert 

Portions of these continuing program measure recommendations are described in the sections 

below, including: Flight Track and Noise Monitoring System, Residential Sound Insulation 

Program, and Noise Complaints and Response. 
  

Runway Use Procedures 

These procedures apply to all turbojet/turbofan aircraft and all other aircraft with a Maximum 

Takeoff Weight (MTOW) of 11,500 lbs. or more with two or more engines operating at Ted 

Stevens Anchorage International Airport.  The following procedures and programs were 

developed to ensure aircraft noise is minimized in residential neighborhoods surrounding the 

Airport, consistent with safe operations. 

 

Noise Sensitive Runways.  Runways 7R, 7L, and 15 are noise sensitive runways for departures.  

The Airport has indicated that departures from these runways result in the most severe noise 

impacts.  These runways should only be used for departures when operational or safety 

considerations limit the use of Runways 33, 25L, and 25R. 
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Noise Abatement Procedures/Preferential Runway Use Program. The Airport has established a 

preferential runway use program to minimize noise impacts on nearby residential areas.  The 

normal flow of traffic operations, contingent upon weather, is as follows: 

 
Á Arrivals to the east or south. 

Á Departures to the north or west. 

 

The preferential runways selected for arrivals and departures are shown below in the Table 

A4, PREFERENTIAL RUNWAY USE PROGRAM (IN PRIORITY ORDER).  Daytime procedures are in 

effect from 0700 to 2200 hours local time.  Nighttime procedures are in effect from 2200 to 

0700 hours local time.   
 

Air Traffic Control will issue a noise sensitive advisory message for departures from Runways 

7R/7L or Runway 15 during clearance delivery or ground control departure procedures 24 

hours a day when a pilot requests a noise sensitive runway different from the ATC designated 

active runway.   

 
Table A4 
PREFERENTIAL RUNWAY USE PROGRAM (IN PRIORITY ORDER) 

 

Operation 
Daytime  

(0700-2200) 
Nighttime 

(2200-0700) 

Departures Runway 33  Runway 33 

 Runway 7R1 Runway 25L  

 Runway 7L1 Runway 25R 

 Runway 25L1 Runaway 7R 

 Runway 25R Runway 7L 

 Runway 15 Runway 15 

Arrivals Runway 7R Runway 7R 

 Runways 7L/15 Runways 7L/15 

 Runway 33 Runway 33 

 Runways 25L/25R Runways 25L/25R 
 

Source: Ted Stevens Anchorage International Airport Noise Abatement Procedures and Preferential Runway Use Program. 
1 Runway 25L should be used as the second priority departure runway during daytime hours if weather and traffic conditions 
allow.  Runways 7R and 7L are only listed as the second and third priority during daytime hours in recognition of air traffic 
considerations. 
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Selection of the next preferential runway is allowed under any of the following conditions: 

 
Á If the runway is not clear and dry (i.e. adversely affected by snow, slush, ice, water, mud, 

rubber, oil, or other substances). 

Á When winds, including gusts, as recorded by airport wind sensors exceed: 

Á Crosswind components of 15 knots, or 

Á Tailwind components of 5 knots. 

Á When wind shear has been reported or forecast, or thunderstorms are expected to affect 
the departure or approach.  

Á When the combined traffic levels at Elmendorf AFB and ANC result in excessive airfield 
traffic congestion and cause unacceptable departure delays. 

Á Delay alone does not constitute a reason for pilots to request a noise sensitive runway for 
departure. 

Á When a preferred runway is closed for snow removal, construction, maintenance, or other 
reasons. 

The wind parameters cited above are used by the Airport to determine compliance with the 

Preferential Runway Use Program.  Under FAA regulations (FAR 91.3), the pilot in command 

is solely responsible for aircraft safety and the final decision on runway selection.  If a 

preferred runway cannot be used for any of the cited conditions, the next priority runway 

should be used, if feasible, given air traffic and other considerations. 

Runway 33 Extension Departure Policies.  Normally, only aircraft whose weight, stage length, or 

other condition necessitates an extended length departure from Runway 33 may request the 

extension.  Aircraft requiring an extended departure will notify ATC prior to taxi. 

 

Knik Five Departure. Runway 7R/7L Knik Five departure is not available for use during 

nighttime hours.  The FAA ATCT will not initiate this flight path during these hours. 

 

Thrust Cut Back Procedures. The designated Noise Abatement Departure Profiles (NADPs) for 

departures from Runways 7R/7L or 15 are the FAA Close-in NADP or ICAO Procedure B 

NADP.  All turbojet/turbofan aircraft should employ either of these NADPs on departure from 

Runaways 7R/7L or 15 when safety permits. 
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Training Flight Operations. Touch-and-go and other training operations are allowed contingent 

upon traffic conditions.  Training operations should use the following guidelines. 

 
Á Training operations should not occur during nighttime hours (Mon-Fri/2200-0600) (Sat-

Sun/2200-0800). 

Á Circle to land training maneuvers should minimize noise exposure to residential areas 
south and east of the Airport by using an approach to Runways 7R/7L and circle to 
Runway 33. 

 

Aircraft Engine Run-Up Noise 

One recommendation of the previous Noise Compatibility Program was to conduct a detailed 

study of aircraft ground noise.  This study, the Ted Stevens Anchorage International Airport 

Comprehensive Ground Noise Study was completed in 2002.  The study recommended 

mitigation options for seven sources of aircraft ground noise including start of takeoff; 

reverse thrust; taxiing and idle; auxiliary power units; maintenance run-ups; GA aircraft start-

up and departure; and field maintenance equipment.  The mitigation options seek to limit the 

amount of noise exposure to adjacent noise sensitive areas and are summarized in Table A5 

below. 
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Table A5 
SUMMARY OF GROUND NOISE MITIGATION OPTIONS 

Noise Source Mitigation Option 

Start of Takeoff 
Once an FAA low-frequency noise standard is in place, assess the feasibility and costs associated with 
incorporating low-frequency treatments/standards during residential sound insulation. 

 Utilize Taxiway K, L, and M intersection departures on Runway 33 whenever feasible. 

 
Relocate Runway 07R/25L to west, utilize Taxiway D intersection departures on Runway 25L, 
coordinate with Master Plan process and Air Traffic Control (ATC) 

Reverse Thrust 
Once an FAA low-frequency noise standard is in place, assess the feasibility and costs associated with 
incorporating low-frequency treatments/standards during residential sound insulation 

 
Construct additional high-speed taxiways; examine feasibility of preferential taxiway use with airlines, 
coordinate with Master Plan process. 

 Examine feasibility of reduced-thrust procedures with airlines 

 
Relocate Runway 07R/25L to west to reduce noise effects of thrust reversers, coordinate with Master 
Plan process and ATC 

 Prioritize arrivals on Runway 07R, coordinate with ATC 

Taxiing and Idle 
Construct new taxiways, including high-speed exists and a west-side north/south taxiway, in context of 
overall airport efficiency and the Master Plan process. 

 
Queue Runway 33 departures on Taxiways K and L (rather than R), coordinate with Master Plan 
process and ATC. 

 
Implement voluntary reduced-engine taxi procedures on carrier-specific basis in coordination with 
aircraft operators and ATC. 

Auxiliary Power 
Units 

Provide access to ground power and pre-conditioned air at all existing and new passenger terminals 
and cargo facilities. 

 In coordination with tenants, design new North Airpark cargo facilities to provide noise shielding. 

 
Park aircraft with APU exhaust directed away from residences, coordinate with ATC to assess impact on 
line-of-sight from ATC tower. 

 
In coordination with aircraft operators, develop recommendations on the reduction of APU use, educate 
tenants in benefits of reduced APU use. 

 If operational measures insufficient, conduct design study and construct East Airpark barrier or berm. 

Maintenance Run-
Ups 

Develop new run-up location west of Runway 15/33 in coordination with planning for proposed taxiway 
improvement projects, coordinate with ATC, Airport Operations, tenants. 

 
Amend Airport Bulletin 2000-16 to include additional Taxiway J run-up heading; provide airfield 
markings and signs, coordinate with Airport Operations and Planning. 

 Require reporting of actual run-up data; consider implementing additional nighttime restrictions. 

 
If operational measures and/or a new location deemed insufficient, construct a noise barrier or berm at 
new run-up location. 

GA Aircraft Start-up 
and Departure 

Conduct noise barrier/berm design study in conjunction with affected community to evaluate alternative 
locations near gravel strip. 

 Provide education to GA pilots in noise-sensitive departure procedures. 

 
In coordination with GA Operations and Planning personnel, optimize orientation of any new tie-downs 
near residential areas. 

Field Maintenance 
Equipment 

As feasible, limit nighttime field maintenance operations near residential areas. 

 
Require use of variable-volume back-up alarms on all new ANC maintenance equipment and all 
contractor equipment. 

 

Source: Ted Stevens Anchorage International Airport Comprehensive Ground Noise Study, Final Report, HMM&H, March 
2002. 
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Engine run-ups (above idle) are not permitted on any apron or ramp area.  Engine run-ups are 

permitted only at the designated engine run-up locations.  The engine run-up locations and 

aircraft headings are summarized in Table A6, ENGINE RUN-UPS ABOVE IDLE POWER. 

 

 
Table A6 
ENGINE RUN-UPS ABOVE IDLE POWER 

Engine Run-Up Location Aircraft Heading (True) Aircraft Heading (Magnetic) 

Taxiway Q 165 170 

Taxiway J 090 060 
 

Source: Ted Stevens Anchorage International Airport Noise Abatement Procedures and Preferential Runway Use Program. 
Note: Locations of Taxiways can be seen on Figure A3. 

 

 

Engine run-ups during nighttime hours are restricted to those aircraft that are hard scheduled 

for a flight prior to 0800 local time.  Every effort should be made to avoid engine run-ups 

during quiet hours.  Any violation of engine run-up policies during quiet hours will result in 

the aircraft being directed back to the parking apron with no further engine runs authorized 

until after 0700.  Run-ups during nighttime hours must be done in accordance with the 

following procedures. 

 

The airline requiring the run-up must request prior approval from the Airport Operations 

Officer on duty at 266-2600.  Approval will not be directed for run-ups in progress. 

 

The aircraft operator must provide Airport Operations with the following data: 

Á Aircraft type 

Á Aircraft tail number 

Á Expected power settings 

Á Run-up location 

Á Flight # and departure time 

Á Run-up start time 

Á Aircraft orientation (heading used) 

Á Run-up end time 

Á Actual run-up power settings 

Á Upon approval, Taxiways Juliet and Quebec must be utilized as described above.  Any 
variance in compass heading must be coordinated with Airport Operations. 
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Taxi Training 

Taxi training involves the operation of an aircraft by a non-certificated pilot (mechanic) on 

the taxiways and runways of the ANC for purposes of familiarization with the aircraft or 

airfield.  Repositioning from gate to gate or to a run-up location for an authorized engine run 

is not considered taxi training.   

 

Taxi training requires prior approval from Airport Operations.  The company requesting  

authorization to conduct taxi training must provide Airport Operations with the estimated 

start and stop times along with the anticipated route of travel.  Dependent on airfield 

conditions, configuration, and traffic levels Airport Operations may approve, delay, or deny 

taxi training operations.   

 

Permission from Airport Operations to conduct taxi training does not relieve the aircraft 

operator of the responsibility to receive appropriate ATC clearances prior to entering the 

movement area. 

 

Residential Sound Insulation Program (RSIP) 

Through the previous Part 150 Study approved by the FAA in 2000, the Airport initiated a 

residential sound insulation program.  The goal of the program is to reduce the level of 

aircraft noise within the interior of homes within the federally-approved 65 DNL and greater 

noise contours.  Residential construction modifications to homes within the previous 

federally-approved noise contours established in 2000 include replacement of existing 

windows and doors with acoustical windows and doors, attic insulation if required, and air 

conditioning if required.   

 

Since 2001, insulation modifications have been completed for over 880 eligible dwellings at 

a cost of approximately $50,000 per single family house.  The sound insulation program is 

voluntary on the part of the homeowner with the goal of reducing the level of aircraft-related 

noise within the interior of the homes.  The FAA has set two goals for Anchorage residents 

included in the program.  The first goal is a reduction of the interior noise levels by at least 5 

dB.  The second goal is to reduce interior noise to a level equivalent to DNL 45 dB.  This 

sound level will allow for normal speech with minimal disruption from aircraft noise. The 

program is free; there are no out-of-pocket expenses for eligible participants.  A field 

inspector works on behalf of each home owner to ensure all work is satisfactory to the owner.  

Additionally, an avigation easement is generally required, which grants the Airport the right 

to fly over a particular piece of property and create noise or vibration. 
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Flight Track and Noise Monitoring System 

The Flight Track and Noise Monitoring System (FT&NMS, ANOMS) was one component of 

ANC's Noise Compatibility Plan. The Flight Track component of the system allowed the 

Airport to monitor the flight path, altitude and speed of aircraft that arrive, depart, or transfer 

through the airspace over Anchorage and match them to the corresponding decibel levels 

captured by the Noise Monitoring Terminals of the system.   

 

The Airport realized that aircraft noise is a by-product of the operation of the Airport and has 

committed to taking reasonable actions to minimize aircraft noise exposure.  The FT&NMS 

measured actual aircraft noise exposure on a daily basis. 

 

The FT&NMS used several permanently located noise monitors to measure aircraft noise exposure 

24 hours a day, 365 days per year.  Currently the system is not operational, and the upgrade and 

continued operation of the system will be evaluated as part of this Part 150 Study Update.  The 

locations of the noise monitoring sites are shown on Figure A6, EXISTING NOISE MONITORS.  Note 

that not all monitors are sequentially numbered due to alterations in the initial monitoring locations 

due to right-of-way and legal issues that prevented certain locations from being used. 
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Noise Complaint Response 

Until recently, ANC operated a Noise Complaint Hotline that is available 24 hours a day to 

receive public comments.  Filing of noise complaints was done directly via telephone to the 

Noise Programs Office.  Recently, this process switched and callers are directed to submit 

comments/complaints on the website.  However, the Airportôs main line is available for those 

who want to call in a complaint. 

 

Noise complaints are evaluated to identify the cause of the noise event and determine if an 

aircraft is operating outside the noise plan parameters.  Noise complaints are not necessarily 

reflective of the severity of the noise, but can be useful to the Airport in identifying problems 

and issues that are important to the various communities surrounding the Airport.  

 

The airport staff investigates the source of each noise complaint.  If an aircraft is found to be 

outside the procedures outlined in the Preferential Runway Use Program, additional research 

will be done to determine why, and this information will be forwarded to the airline and/or the 

FAA as appropriate.  In 2011, the Noise Programs Office received 232 complaints and in 2010 

there were 194 complaints.  This reflects a continued downward trend in the overall noise 

complaints received at the Airport considering that in 2003 there were 492 complaints and in 

1999 there were 1,146 complaints.  The number of complaints vary by season.  The following 

Figures A7a and A7b, entitled YEAR 2010 NOISE COMPLAINTS BY MONTH and YEAR 2011 NOISE 

COMPLAINTS BY MONTH show the noise complaints by month for 2010 and 2011.  The 

difference in 2010 and 2011 is likely due to differences in weather between the two years and 

due to changes in runway use associated with runway closures during construction. 

 

Aircraft noise complaint information was obtained as part of the baseline data for this FAR Part 

150 Study.  These complaints, when coupled with the aircraft noise exposure contours and 

flight track maps, provide one means of an illustration of the locations where individuals are 

concerned with aircraft noise exposure.  In some cases, specific noise concerns are identified 

that help determine which issues should be included in this FAR Part 150 Study or help identify 

new issues as they arise.  However, because some citizens will not call noise complaint hotlines 

or submit complaints in writing, the complaint information is not the sole determinate of where 

and how people are concerned with aircraft noise. 

 

 
 

 
  






















