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EMAIL-1 
NOTE: Email-1 only comprised the email to which Letter-3 was attached. No response necessary. 

EMAIL-2 
COMMENT 

RESPONSE 
EMAIL-2-1 
The Federal Aviation Administration (FAA) does not control the scheduling of flights at Boston 
Logan International Airport (the Airport), as the Airport is currently not constrained in terms of 
airspace or runway capacity during normal operations. The implementation of the RNAV (GPS) 
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RWY 4L procedure will reduce delays at the Airport during times of poor weather conditions and 
when the Airport wind conditions dictate a Northeast configuration. In the Proposed Action 
Alternative, the noise impact of 359 additional annual arrivals to Runway 4L due to reduced delay 
in Instrument Meteorological Conditions (IMC) is modeled as well as 594 arrivals that will utilize 
the RNAV (GPS) RWY 4L procedure instead of the ILS RWY 15R transition to Runway 4L during 
marginal Visual Meteorological Conditions (marginal VMC). The 359 annual arrivals include an 
estimated 255 new arrivals that would have otherwise been canceled as well as 104 arrivals that 
would shift from Runway 4R due to reduced delays on Runway 4L during IMC. Other than 255 
additional departures (to offset additional arrivals), all other traffic is assumed to fly as it does 
today, as the implementation of this procedure is not anticipated to change anything about the 
operational regime of the Airport during any other conditions, including VMC and when the Airport 
is in another airfield (runway use) configuration. In addition, this procedure does not constitute a 
new flight path as it overlies an area of existing arrivals to Runway 4L and is not expected to result 
in the overflight of new areas on approach. 
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EMAIL-3 
COMMENT 

RESPONSE 
EMAIL-3-1 
1. The Federal Aviation Administration (FAA) has committed to determine if there are significant
environmental impacts associated with implementing the RNAV (GPS) RWY 4L procedure at
Boston Logan International Airport (the Airport).  The RNAV (GPS) RWY 4L procedure will offer
limited relief to Runway 4R, particularly during times of marginal Visual Meteorological Conditions
(marginal VMC) and Instrument Meteorological Conditions (IMC) when it currently cannot be used
efficiently (in the case of marginal VMC) or at all (in the case of IMC). However, the Airport
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operational regime is not expected to appreciably change during VMC and Runway 4R will remain 
the dominant runway for arrivals when the Airport is in a Northeast configuration. 

2. FAA Order 8260.58B, United States Standard for Performance Based Navigation (PBN)
Instrument Procedure Design, allows for an approach course to be offset between a Precision
Final Approach Fix (PFAF) and the Landing Threshold Point (LTP)/Fictitious Threshold Point
(FTP).

A 15-degree offset is allowed for an approach that has Lateral Navigation with Vertical Guidance 
(LNAV/VNAV) approach minimums. The limits to this are that the approach course does not line 
up with the centerline of the runway causing increased weather minimums. The approach course 
must cross the runway centerline at least 3,000 feet and no more than 5,200 feet prior to the LTP. 

Additionally, the Obstacle Evaluation Area (OEA) for this segment of the approach would 
encroach closer to city buildings, potentially causing higher weather minimums. The OEA inside 
of the PFAF is 1.8 nautical miles wide. 

It is the FAAs intention to create the most effective approach possible with the lowest weather 
minimums allowed by criteria that all pilots are capable of flying. In this case it is an Area 
Navigation (RNAV) (GPS) approach that has Localizer Performance with Vertical Guidance 
(LPV). An approach course with LPV minimums is allowed to have a course offset of up to 3.0 
degrees. 

To be more effective, the ability to use the RNAV (GPS) RWY 4L procedure while conducting ILS 
RWY 4R approaches has been explored. Up until 2008, centerlines of parallel runways were 
required to be separated by at least 2,500 feet for airports to conduct simultaneous approaches 
to those runways. Runway 4R and Runway 4L are separated by only 1,500 feet at the Airport. 

In 2008, the FAA implemented procedures for conducting simultaneous approaches to closely 
spaced parallel runways (CSPR), defined as runways with centerlines that are separated by less 
than 2,500 feet. Since then, procedures have been written to conduct Simultaneous Offset 
Instrument Approaches (SOIA) to reduce the potential for wake turbulence encounters with 
aircraft conducting approaches to the parallel runway. The allowed offset for SOIA is up to 3.0 
degrees. 

While studying the requirements for conducting approaches to CSPR and SOIA, it was 
determined that using 2.0 degrees would allow for wake turbulence avoidance and limit the 
amount of compression that would be experienced when the aircraft conducting the approach to 
Runway 4L was making up the extra distance to the runway caused by the offset angle. Thus, 2.0 
degrees was chosen as the offset angle for the RNAV (GPS) RWY 4L approach. 

3. As Runway 4R and Runway 4L are the only two runways commonly used for arrivals when the
Airport is in a Northeast configuration, it is difficult to add restrictions to them as any restrictions
would invariably affect the Airport's arrival acceptance rate (AAR) and negatively affect operations
at the Airport, via additional air traffic congestion and subsequent increased delays.
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EMAIL-4 
COMMENT 

RESPONSE 
EMAIL-4-1 
For interested parties, recordings of the public workshops were posted to 
FAABostonWorkshops.com. Written comments could also be submitted.  
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EMAIL-5 
COMMENT 
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RESPONSE 
EMAIL-5-1 
The Federal Aviation Administration (FAA) has committed to determine if there are significant 
environmental impacts associated with implementing the RNAV (GPS) RWY 4L procedure at 
Boston Logan International Airport (the Airport). As noted in Appendix B of the 2020 Draft EA, the 
implementation of the proposed RNAV (GPS) RWY 4L procedure is not planned to significantly 
affect operations at the Airport during VMC as an additional 359 operations to the runway (less 
than one per day) are expected as a result of the Proposed Action. Additionally, it is not anticipated 
that the implementation of the RNAV (GPS) RWY 4L procedure will affect the proportion of traffic 
utilizing Runway 4L as opposed to Runway 4R. Runway 4L is the designated secondary runway 
in use when the Airport is in a Northeast configuration and is generally not used for arrivals until 
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the arrival queue for Runway 4R exceeds ten nautical miles. This operational regime is not 
expected to change regardless of whether the RNAV (GPS) RWY 4L procedure is implemented 
because there are additional operational constraints that limit the use of Runway 4L for arrivals. 
These include an expanded separation interval required for aircraft arriving to the runway, as well 
as taxiway constraints that limit the ability for aircraft to efficiently enter and exit the runway. 

EMAIL-6 
COMMENT 
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RESPONSE 
EMAIL-6-1 
The Federal Aviation Administration (FAA) has committed to determine if there are significant 
environmental impacts associated with implementing the RNAV (GPS) RWY 4L procedure at 
Boston Logan International Airport (the Airport)1. The modification of the operational regime of 
the Airport is not within the scope of this environmental assessment. However, the availability of 
the RNAV (GPS) RWY 4L approach will offer ATC more flexibility in operations, especially in times 
of Instrument Meteorological Conditions (IMC) or marginal Visual Meteorological Conditions 
(marginal VMC). During these time periods, Runway 4L may see increased usage due to reduced 
delays. Some of these operations that will likely use Runway 4L in the future would use Runway 
4R today. 
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2. FAA Order 8260.58B, United States Standard for Performance Based Navigation (PBN)
Instrument Procedure Design, allows for an approach course to be offset between a Precision
Final Approach Fix (PFAF) and the Landing Threshold Point (LTP)/Fictitious Threshold Point
(FTP).

A 15-degree offset is allowed for an approach that has Lateral Navigation with Vertical Guidance 
(LNAV/VNAV) approach minimums. The limits to this are that the approach course does not line 
up with the centerline of the runway causing increased weather minimums. The approach course 
must cross the runway centerline at least 3,000 feet and no more than 5,200 feet prior to the LTP.  

Additionally, the Obstacle Evaluation Area (OEA) for this segment of the approach would 
encroach closer to city buildings, potentially causing higher weather minimums. The OEA inside 
of the PFAF is 1.8 nautical miles wide. 

It is the FAAs intention to create the most effective approach possible with the lowest weather 
minimums allowed by criteria that all pilots are capable of flying. In this case it is an Area 
Navigation (RNAV) (GPS) approach that has Localizer Performance with Vertical guidance (LPV). 
An approach course with LPV minimums is allowed to have a course offset of up to 3.0 degrees. 

To be more effective, the ability to use the RNAV (GPS) RWY 4L approach while conducting ILS 
RWY 4R approaches has been explored. Up until 2008, centerlines of parallel runways were 
required to be separated by at least 2,500 feet for airports to conduct simultaneous approaches 
to those runways.  

In 2008, the FAA implemented procedures for conducting simultaneous approaches to closely 
spaced parallel runways (CSPR), defined as runways with centerlines that are separated by less 
than 2,500 feet. Runway 4R and Runway 4L are separated by only 1,500 feet at the Airport.   

Since then, procedures have been written to conduct Simultaneous Offset Instrument Approaches 
(SOIA) to reduce the potential for wake turbulence encounters with aircraft conducting 
approaches to the parallel runway. The allowed offset for SOIA is up to 3.0 degrees. 

While studying all the requirements for conducting approaches to CSPR and SOIA, it was 
determined that using 2.0 degrees would allow for wake turbulence avoidance and limit the 
amount of compression that would be experienced when the aircraft conducting the approach to 
Runway 4L was making up the extra distance to the runway caused by the offset angle. Thus, 2.0 
degrees was chosen as the offset angle for the RNAV (GPS) RWY 4L approach.3. Due to the 
configuration of the runways and taxiways at the Airport, it is not practical to use other runways 
for arrivals during normal operations, when weather conditions dictate that the Airport is in a 
Northeast configuration. Additionally, Runways 4L and 4R are rarely used for late night arrivals 
as traffic is generally light enough that the Airport can utilize its noise abatement procedure which 
routes most arrivals over the water for landing on Runway 33L.  

During periods of IMC, the implementation of the RNAV (GPS) RWY 4L procedure will reduce 
delays at the Airport, decreasing the number of delayed flights and number of additional late-night 
arrivals borne of those delays. 
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EMAIL-7 
COMMENT 
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RESPONSE 
EMAIL-7-1 
The Federal Aviation Administration (FAA) has committed to determine if there are significant 
environmental impacts associated with implementing the RNAV (GPS) RWY 4L procedure at 
Boston Logan International Airport (the Airport).  Airlines are responsible for scheduling and 
determine their schedules based on demand. The FAA does not have the ability to manage 
scheduling or frequency of operations at the Airport as the Airport is not currently capacity 
constrained and is not slot-controlled. 

Consistent with the FAA’s mission to provide the safest, most efficient aerospace system in the 
world, as well as to satisfy the need to provide vertical and horizontal guidance to the runway, 
one of the purposes of this project is to enhance safety. The implementation of the RNAV (GPS) 
RWY 4L procedure will enhance safety by providing vertical and lateral guidance to the runway 
and is not intended to change the distribution of aircraft arriving to Runway 4L. Changes in the 
number of annual operations attributable to the implementation of this procedure are minimal, 
with an estimated 359 additional operations to Runway 4L expected (104 of which consist of 
existing arrivals to Runway 4R that can now use Runway 4L with reduced delay). This represents 
an increase of an average of less than one arrival per day.  

Boston Logan RNAV (GPS) RWY 4L 
Final Environmental Assessment 

Appendix I-13 RoVolus/ESA/Jacobsen Daniels 
           May 2022 



EMAIL-8 
COMMENT 
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RESPONSE 
EMAIL-8-1 
It is unfortunate that our public workshop conflicted with that of the Boston Planning & 
Development Agency’s meeting. It should be noted that information about this project, and the 
Virtual Workshops in support of this project have been available for public view and are still 
currently available at FAABostonWorkshops.com. Additionally, public comments were accepted 
in multiple formats throughout the 60-day comment period.  

Boston Logan RNAV (GPS) RWY 4L 
Final Environmental Assessment 

Appendix I-15 RoVolus/ESA/Jacobsen Daniels 
           May 2022 



EMAIL-9 
COMMENT 

RESPONSE 
EMAIL-9-1 
The Federal Aviation Administration (FAA) has committed to determine if there are significant 
environmental impacts associated with implementing the RNAV (GPS) RWY 4L procedure at 
Boston Logan International Airport (the Airport). 

1. The 4L RNAV will offer limited relief to Runway 4R, particularly during times of marginal Visual 
Meteorological Conditions (marginal VMC) and Instrument Meteorological Conditions (IMC) when 
it currently cannot be used efficiently (in the case of marginal VMC) or at all (in the case of IMC).
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However, the Airport operational regime is not expected to appreciably change during VMC and 
Runway 4R will remain the dominant runway for arrivals when the Airport is in a Northeast 
configuration. Please see Appendix D of the 2020 Draft EA for additional information regarding 
expected operational changes associated with the Proposed Action. 

2. FAA Order 8260.58B, United States Standard for Performance Based Navigation (PBN)
Instrument Procedure Design, allows for an approach course to be offset between a Precision
Final Approach Fix (PFAF) and the Landing Threshold Point (LTP)/Fictitious Threshold Point
(FTP).

A 15-degree offset is allowed for an approach that has Lateral Navigation with Vertical Guidance 
(LNAV/VNAV) approach minimums. The limits to this are that the approach course does not line 
up with the centerline of the runway causing increased weather minimums. The approach course 
must cross the runway centerline at least 3,000 feet and no more than 5,200 feet prior to the LTP.  

Additionally, the Obstacle Evaluation Area (OEA) for this segment of the approach would 
encroach closer to city buildings, potentially causing higher weather minimums. The OEA inside 
of the PFAF is 1.8 nautical miles wide. 

It is the FAAs intention to create the most effective approach possible with the lowest weather 
minimums allowed by criteria that all pilots are capable of flying. In this case it is an Area 
Navigation (RNAV) (GPS) approach that has Localizer Performance with Vertical Guidance 
(LPV). An approach course with LPV minimums is allowed to have a course offset of up to 3.0 
degrees. 

To be more effective, the ability to use the RNAV (GPS) RWY 4L approach while conducting ILS 
RWY 4R approaches has been explored. Up until 2008, centerlines of parallel runways were 
required to be separated by at least 2,500 feet for airports to conduct simultaneous approaches 
to those runways. In 2008, the FAA implemented procedures for conducting simultaneous 
approaches to closely spaced parallel runways (CSPR), defined as runways with centerlines that 
are separated by less than 2,500 feet. Runway 4R and Runway 4L are separated by only 1,500 
feet at the Airport.   

Since then, procedures have been written to conduct Simultaneous Offset Instrument Approaches 
(SOIA) to reduce the potential for wake turbulence encounters with aircraft conducting 
approaches to the parallel runway. The allowed offset for SOIA is up to 3.0 degrees. 

While studying the requirements for conducting approaches to CSPR and SOIA, it was 
determined that using 2.0 degrees would allow for wake turbulence avoidance and limit the 
amount of compression that would be experienced when the aircraft conducting the approach to 
Runway 4L was making up the extra distance to the runway caused by the offset angle. Thus, 2.0 
degrees was chosen as the offset angle for the RNAV (GPS) RWY 4L procedure. 

3. As Runway 4R and Runway 4L are the only two runways commonly used for arrivals when the
Airport is in a Northeast configuration, it is difficult to add restrictions to them as any restrictions
would invariably affect the Airport's arrival acceptance rate (AAR) and cause operational problems
at the Airport. Additionally, adding runway restrictions falls outside of the purpose this
environmental assessment, which is to address the need for stabilized lateral and vertical
guidance to Runway 4L by implementing the RNAV (GPS) RWY 4L procedure.
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EMAIL-10 
COMMENT 

RESPONSE 
EMAIL-10-1 
It should be noted that while the RNAV (GPS) RWY 4L procedure will provide a safety 
enhancement via the addition of lateral and vertical guidance to the runway and concomitant 
reduction in unstabilized approaches, noise modeling and emissions results show only a marginal 
difference in these metrics when the procedure is implemented when compared with current 
operations.  
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EMAIL-11 
COMMENT 

RESPONSE 
EMAIL-11-1 
No comment required 
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EMAIL-12 
COMMENT 
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RESPONSE 
EMAIL-12-1 
No comment required 
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EMAIL-13 
COMMENT 
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Email 13-8 

Email 13-8 
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RESPONSE 
EMAIL-13-1 
The JetBlue Special Procedure has been subject to a Notice to Airmen (NOTAM) rendering it not 
authorized for use since 2014. Currently, there are no plans to cancel the NOTAM or otherwise 
approve the procedure for Air Traffic Control (ATC)-directed use.  It has not been evaluated as 
part of the 2020 Draft EA. When an aircraft is cleared for a visual approach, it is allowed to follow 
any path to its assigned runway it chooses, provided that its chosen route does not conflict with 
any other instructions given to it by ATC. As a result, pilots have the option of utilizing any 
available procedure or flight path to the runway to provide them more accuracy and/or redundancy 
on approach. Currently, the JetBlue Special Procedure cannot be assigned by ATC to aircraft 
landing on Runway 4L at Boston Logan International Airport (the Airport).  
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Additionally, the JetBlue Special Procedure is a Visual Flight Rule (VFR) procedure that is not 
available during Instrument Meteorological Conditions (IMC). Therefore, there are no flights that 
are anticipated to utilize the RNAV (GPS) RWY 4L approach that would have otherwise used the 
JetBlue Special Procedure. 

Finally, the JetBlue Special Procedure overflies similar areas as the RNAV (GPS) RWY 4L 
procedure, as well as areas already overflown by aircraft executing visual approaches to Runway 
4L.  However, ATC waypoints that function to transition aircraft to the final approach course for 
Runway 4L are closer to the Airport in the JetBlue Special Procedure than they are in the RNAV 
(GPS) RWY 4L procedure. These waypoints largely approximate current areas where aircraft are 
transitioned to Runway 4L for the visual approach. Widespread adoption of the RNAV (GPS) 
RWY 4L procedure and/or the JetBlue Special Procedure approach at high levels would not cause 
significant noise impacts due to the large number of existing arrivals and departures overflying 
the airspace where these two procedures would route aircraft. 

EMAIL-13-2 
The Federal Aviation Administration (FAA) updated the visualization website 
FAABostonWorkshops.com to include the 4R RNAV path as requested on October 20th, 2020, 
to allow for the public to review the Proposed Action next to the existing RNAV (GPS) approach 
to Runway 4R. It should be noted that the RNAV (GPS) RWY 4R approach is used as part of the 
existing baseline scenario and is not considered part of the Proposed Action.  On the visualization 
website, the noise impact for the Proposed Action is displayed at census block locations, historic 
resources, and parks within the General Study Area (GSA). There were no significant or 
reportable noise impacts at any of these points, nor do any of the changes associated with the 
GSA approach thresholds of significance or reportability. These calculated values can be found 
on the Noise Visualization tab of the project website. 

EMAIL-13-3 
November 1, 2018 through October 31, 2019 was chosen by the FAA as the baseline year 
because at the time the National Environmental Policy Act (NEPA) process was initiated, it was 
the most recent data available representing a full year of traffic with no significant traffic 
disturbances due to airfield construction or other activities. Using an identical baseline year to the 
2016 Initial Environmental Review (2016 IER) would not represent current traffic at the Airport 
due to traffic growth in intervening years.  

EMAIL-13-4 
The JetBlue Special Procedure has been subject to a NOTAM rendering it not authorized for use 
since 2014. There are currently no plans to cancel the NOTAM or otherwise approve the 
procedure for ATC-assigned use and as a result, it has not been evaluated as part of the 2020 
Draft EA. Visual arrivals to Runway 4L are modeled in the same manner in the No Action 
Alternative as well as the Proposed Action Alternative. There is no “4L visual path” that can be 
consolidated with an RNAV procedure, as visual approaches can take a variety of routes on their 
approach to the runway. These diverse routes are represented in the environmental model. A 
flight crew, upon receiving clearance for a visual approach to a runway, may choose to utilize any 
available approach that does not conflict with ATC instructions.  
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EMAIL-13-5 
In the Proposed Action Alternative of the 2020 Draft EA, the noise impact of 359 additional annual 
arrivals to Runway 4L due to reduced delays in IMC conditions is modeled.  Also modeled are the 
594 arrivals that will utilize the RNAV (GPS) RWY 4L procedure instead of the ILS RWY 15R 
transition to Runway 4L during marginal Visual Meteorological Conditions (VMC). The 359 annual 
arrivals include an estimated 255 new arrivals that would have otherwise been canceled as well 
as 104 arrivals that would shift from Runway 4R due to reduced delays on Runway 4L in IMC. 
Other than 255 additional departures (to offset additional arrivals), all other traffic is assumed to 
fly as it does today, as the implementation of this procedure is not anticipated to change anything 
about the operational regime of the Airport during any other conditions, including VMC and when 
the Airport is in another airfield (runway use) configuration.  

EMAIL-13-6 
The 2020 Draft EA does address whether the implementation of the RNAV (GPS) RWY 4L 
procedure will result in significant or reportable noise impacts under FAA Order 1050.1F. Using 
the baseline data from the 2016 IER would ignore additional traffic growth at the Airport that has 
happened since 2015 and any potential impacts would largely be a result of that additional traffic 
alone, not the implementation of the RNAV (GPS) RWY 4L procedure.  

The Proposed Action Alternative evaluated in the 2020 Draft EA considers the impact of 359 
additional annual arrivals to Runway 4L due to reduced delays in IMC as well as 594 arrivals that 
will utilize the RNAV (GPS) RWY 4L procedure instead of the ILS RWY 15R transition to Runway 
4L during marginal Visual Meteorological Conditions (VMC). The 359 annual arrivals include an 
estimated 255 new arrivals that would have otherwise been canceled as well as 104 arrivals that 
would shift from Runway 4R due to reduced delays on Runway 4L during IMC. Other than 255 
additional departures (to offset additional arrivals), all other traffic is assumed to fly as it does 
today. The results of this analysis found no significant noise impacts in the GSA, when compared 
to the baseline scenario. 

EMAIL-13-7 
The FAA is not required to provide noise contours as part of environmental assessments of air 
traffic actions - these are generally required for airport noise compatibility planning projects 
completed under 14 CFR Part 150. However, in lieu of noise contours, noise grid points consisting 
of U.S. Census population centroids are shown and symbolized based on their modeled Day-
Night Average Sound Level (DNL) ranges in the No Action and Proposed Action Alternatives.  

The context of the comment seems to use the phrase "noise contours" differently than it is 
described above and this comment response seeks to clarify the difference. The noise contours 
prepared in support of airport noise compatibility planning projects are depictions of all aircraft 
operations at an airport over a typical day. The "noise contours" described by the commenter 
seek to either apply to just aircraft arriving on Runways 4L and 4R respectively or even to 
individual aircraft landing on these runways. The "noise contours" described by the commenter 
were requested due to the communication of the lateral propagation of noise to either side of the 
Runway 4L and Runway 4R flight paths and whether there are any noise overlaps from these two 
flight paths. The noise grid points described above that were used on the project do contain the 
impacts of arrivals on Runways 4L and 4R and therefore could be used to understand the impact 
of these two flight paths on the noise grid points below the flight paths. 
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EMAIL-13-8 
FAA does not intend to use any supplemental metrics as part of this environmental assessment. 
DNL is the noise metric required by the FAA for NEPA studies. DNL includes the cumulative noise 
generated by multiple aircraft operations, with an additional weighting for operations occurring at 
night (10:00:00 pm to 6:59:59 am) to account for the increased sensitivity of communities to noise 
occurring at night.  DNL analysis may also be supplemented on a case-by-case basis to better 
characterize specific noise impacts, but the noise analysis showed that the Proposed Action does 
not have an appreciable effect in the noise exposure ranges associated with local communities. 
The data supporting this statement can be found in Table 4.6-3 of the 2020 Draft EA. 

FAA acknowledges that there are noise sensitive areas within the GSA, including the identified 
properties. However, the results of the noise analysis indicate that these areas will not experience 
reportable or significant noise impacts as a result of the Proposed Action. 
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EMAIL-14 
COMMENT 
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RESPONSE 
EMAIL-14-1 
The JetBlue Special Procedure has been subject to a Notice to Airmen (NOTAM) rendering it not 
authorized for use since 2014. Currently. there are no plans to cancel the NOTAM or otherwise 
approve the procedure for Air Traffic Control (ATC)-directed use.  It has not been evaluated as 
part of this environmental assessment. 

When an aircraft is cleared for a visual approach, it is allowed to follow any path to its assigned 
runway it chooses, provided that its chosen route does not conflict with any other instructions 
given to it by ATC. As a result, pilots have the option of utilizing any available procedure or flight 
path to the runway to provide them more accuracy and/or redundancy on approach. Currently, 
the JetBlue Special Procedure cannot be assigned by ATC to aircraft landing on Runway 4L at 
Boston Logan International Airport (the Airport).  

Additionally, the JetBlue Special Procedure is a Visual Flight Rule (VFR) procedure that is not 
available during Instrument Meteorological Conditions (IMC). Therefore, there are no flights that 
are anticipated to utilize the RNAV (GPS) RWY 4L approach that would have otherwise used the 
JetBlue Special Procedure as the JetBlue procedure will be assigned during IMC conditions. 

Finally, the JetBlue Special Procedure overflies similar areas as the RNAV (GPS) RWY 4L 
procedure, as well as areas already overflown by aircraft executing visual approaches to Runway 
4L.  However, ATC waypoints that function to transition aircraft to the final approach course for 
Runway 4L are closer to the Airport in the JetBlue Special Procedure than they are in the RNAV 
(GPS) RWY 4L procedure. These waypoints largely approximate current areas where aircraft are 
transitioned to Runway 4L for the visual approach. Widespread adoption of the RNAV (GPS) 
RWY 4L procedure and/or the JetBlue Special Procedure at high levels would not cause 
significant noise impacts due to the large number of existing arrivals and departures overflying 
the airspace where these two procedures would route aircraft. 

EMAIL-14-2 
The Federal Aviation Administration (FAA) updated the visualization website 
FAABostonWorkshops.com to include the 4R RNAV path as requested on October 20th, 2020, 
to allow for the public to review the Proposed Action next to the existing RNAV (GPS) approach 
to Runway 4R. It should be noted that the RNAV (GPS) RWY 4R approach is used as part of the 
No Action Alternative and is not considered part of the Proposed Action.  On the visualization 

Email 14-8 
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website, the noise impact for the Proposed Action is displayed at census block locations, historic 
resources, and parks within the General Study Area (GSA) are displayed. There were no 
significant or reportable noise impacts at any of these points, nor do any of the changes 
associated with the GSA approach thresholds of significance or reportability. These calculated 
values can be found on the Noise Visualization tab of the project website. 

EMAIL-14-3 
The FAA chose November 1, 2018 through October 31, 2019 as the baseline year because at 
the time the NEPA process was initiated, it was the most recent data available representing a full 
year of traffic with no significant traffic disturbances due to airfield construction or other activities. 
Using an identical baseline year to 2016 IER would not represent current traffic at the Airport due 
to traffic growth in intervening years. 

EMAIL-14-4 
The JetBlue Special Procedure has been subject to a NOTAM rendering it not authorized for ATC-
assigned use since 2014. Currently, there are no plans to cancel the NOTAM or otherwise 
approve the procedure for use. As a result, it has not been evaluated as part of this environmental 
assessment. Visual arrivals to Runway 4L are modeled in the same manner in the No Action 
Alternative as well as the Proposed Action Alternative. There is no “4L visual path” that can be 
consolidated with an RNAV procedure, as visual approaches can take a variety of routes on their 
approach to the runway. These diverse routes are represented in the environmental model. A 
flight crew upon receiving clearance for a visual approach to the runway may utilize any available 
approach that does not conflict with ATC instructions. 

EMAIL-14-5 
In the Proposed Action Alternative, the noise impact of 359 additional annual arrivals to Runway 
4L due to reduced delay in IMC is modeled. Also modeled is the impact of the 594 arrivals that 
will utilize the RNAV (GPS) RWY 4L procedure instead of the ILS RWY 15R transition to Runway 
4L during marginal Visual Meteorological Conditions (marginal VMC). The 359 annual arrivals 
include an estimated 255 new arrivals that would have otherwise been canceled as well as 104 
arrivals that would shift from Runway 4R due to reduced delays on Runway 4L during IMC. Other 
than 255 additional departures (to offset additional arrivals), all other traffic is assumed to fly as it 
does today, as the implementation of this procedure is not anticipated to change anything about 
the operational regime of the Airport during any other conditions, including VMC and when the 
Airport is in another airfield (runway use) configuration. In addition, this procedure overlies an 
area of existing arrivals to Runway 4L and is not expected to result in the overflight of new areas 
on approach. 

EMAIL-14-6 
The JetBlue Special Procedure has been subject to a NOTAM since 2014 designating it as not 
authorized. As a result, ATC cannot assign this procedure to any arriving aircraft. A flight crew, 
upon receiving clearance for a visual approach to the runway, may utilize any available approach 
that does not conflict with ATC instructions.  Currently, there are no plans to cancel this NOTAM. 

EMAIL-14-7 
The FAA is not required to provide noise contours as part of environmental assessments of air 
traffic actions - these are generally required for airport noise compatibility planning projects 
completed under 14 CFR Part 150. FAA Order Part 1050.1F states in reference to airspace 
actions, “noise contours are not required and are not normally used for the analysis of larger scale 
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air traffic airspace and procedure actions” (FAA Order 1050.1F, B-1.4). This same section of FAA 
Order 1050.1F details the required noise analysis, which consists of noise grid points using U.S. 
Census population centroids. Each of these centroids is used as a virtual receptor where the Day-
Night Average Sound Level (DNL) values are calculated at that location for the No Action and 
Proposed Action Alternatives. 

EMAIL-14-8 
Noise sensitive areas are defined in FAA Order 1050.1F, sec 11-5(b)(10) and include residential, 
educational, health, and religious structures and sites, and parks, recreational areas, areas with 
wilderness characteristics, wildlife and waterfowl refuges, and cultural and historical sites. As 
such, the cited resources are considered noise sensitive. The noise significance threshold as 
specified in FAA Order 1050.1F, Appendix B-1.5 states that the action would increase noise by 
DNL 1.5 dB or more for a noise sensitive area that is exposed to noise at or above the DNL 65 
dB noise exposure level, or that will be exposed at or above the DNL 65 dB level due to a 1.5 dB 
or greater increase, when compared to the no action alternative for the same timeframe.  

All of the properties in the GSA had noise impacts calculated as part of this environmental 
assessment by being state-designated historic properties. The calculated values show that there 
will be no significant noise impact on any of these properties and that the maximum noise change 
at any of these properties resulting from the Proposed Action is less than 0.1 dB DNL.  The 
maximum noise exposure in the alternative scenario at any of the three properties is 
approximately DNL 53 dB. Additional information concerning noise exposure values in the project 
study area can be found in this environmental assessment. 

FAA does not intend to use any supplemental metrics as part of this Draft EA. DNL is the noise 
metric required by the FAA for NEPA studies. DNL includes the cumulative noise generated by 
multiple aircraft operations, with an additional weighting for operations occurring at night (10 pm 
to 6:59:59 am) to account for the increased sensitivity of communities to noise occurring at night. 
DNL analysis may also be supplemented on a case-by-case basis to better characterize specific 
noise impacts, but the noise analysis showed that the Proposed Action does not have an 
appreciable effect in the noise exposure ranges associated with local communities. The data 
supporting this statement can be found in Table 4.6-3 of 2020 Draft EA. 

The FAA expects the RNAV (GPS) RWY 4L procedure to have a limited role, as its primary use 
will be during IMC and only when the Airport is in a Northeast configuration. In these conditions, 
the procedure will greatly benefit arrival flow at the Airport and reduce delays. While it is not 
anticipated that the new procedure will significantly reduce noise or emissions, they are not 
expected to significantly increase due to its implementation. 
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EMAIL-15 
COMMENT 
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RESPONSE 
EMAIL-15-1 
Per Section 3.4.6.1 of the Draft EA, noise was modeled according to the guidance in FAA Order 
1050.1F. 

EMAIL-15-2 
The Federal Aviation Administration (FAA) has committed to determine if there are significant 
environmental impacts associated with implementing the RNAV (GPS) RWY 4L procedure at 
Boston Logan International Airport (the Airport).  Based on reasonable assumptions to how this 
implementation would affect existing air traffic at the Airport, it was found that a comparatively low 
number of flights will be newly using this procedure because it will only be assigned during times 
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of marginal Visual Meteorological Conditions (marginal VMC) or Instrument Meteorological 
Conditions (IMC). The only other aircraft that will be using this procedure are those that currently 
use the ILS RWY 15R procedure, then transition to a left-downwind approach to Runway 4L. 
Everything else will be using the current procedures - the operations will not change during VMC 
that occur at the Airport most of the time.  

Modeling associated with this procedure showed very little change in Day-Night Average Sound 
Level (DNL) exposure at any of the population centroids within the General Study Area (GSA). If 
the model had showed significant or reportable impacts, or if any centroids had even approached 
the thresholds of significance or reportability, a case for an Environmental Impact Statement (EIS) 
might be considered. This study did not meet either of those criteria.  

Aerodynamic improvements that could reduce noise exposure have other impacts which must be 
considered before FAA would take action and are beyond the scope of this environmental 
assessment. 

Aircraft that fly the RNAV (GPS) RWY 4L procedure will approach the Airport at a higher altitude 
than those that use the visual approach to Runway 4L due to the former approach having a higher 
glide path angle (GPA) than the latter. The RNAV (GPS) RWY 4L approach will use a 3.1-degree 
GPA while the current visual approach uses a 3.0-degree GPA. While flying a higher approach at 
times is feasible in VMC, the ability to do so is primarily dictated by individual aircraft performance, 
weather, and air traffic considerations. Passenger comfort is another factor. Maintaining a 
stabilized approach to the runway is critical to a safe landing and asking aircraft to fly higher 
reduces pilot response time and has the potential to introduce additional risk. 
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EMAIL-16 
COMMENT 

Email 16-1 

Email 16-2 

Email 16-3 
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RESPONSE 
EMAIL-16-1 
Federal Aviation Administration (FAA) Order 8260.58B, United States Standard for Performance 
Based Navigation (PBN) Instrument Procedure Design, allows for an approach course to be offset 
between a Precision Final Approach Fix (PFAF) and the Landing Threshold Point (LTP)/Fictitious 
Threshold Point (FTP). 

A 15-degree offset is allowed for an approach that has Lateral Navigation with Vertical Guidance 
(LNAV/VNAV) approach minimums. The limits to this are that the approach course does not line 
up with the centerline of the runway causing increased weather minimums. The approach course 
must cross the runway centerline at least 3,000 feet and no more than 5,200 feet prior to the LTP.  

Email 16-5 

Email 16-6 
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Additionally, the Obstacle Evaluation Area (OEA) for this segment of the approach would 
encroach closer to city buildings, potentially causing higher weather minimums. The OEA inside 
of the PFAF is 1.8 nautical miles wide. 

It is the FAAs intention to create the most effective approach possible with the lowest weather 
minimums allowed by criteria that all pilots are capable of flying. In this case it is an Area 
Navigation (RNAV) (GPS) approach that has Localizer Performance with Vertical Guidance 
(LPV). An approach course with LPV minimums is allowed to have a course offset of up to 3.0 
degrees. 

To be more effective, the ability to use the RNAV (GPS) RWY 4L approach while conducting ILS 
RWY 4R approaches has been explored. Up until 2008, centerlines of parallel runways were 
required to be separated by at least 2,500 feet for airports to conduct simultaneous approaches 
to those runways. In 2008, the FAA implemented procedures for conducting simultaneous 
approaches to closely spaced parallel runways (CSPR), defined as runways with centerlines that 
are separated by less than 2,500 feet. Runway 4R and Runway 4L are separated by only 1,500 
feet at the Airport.  

Since then, procedures have been written to conduct Simultaneous Offset Instrument Approaches 
(SOIA) to reduce the potential for wake turbulence encounters with aircraft conducting 
approaches to the parallel runway. The allowed offset for SOIA is up to 3.0 degrees. 

While studying the requirements for conducting approaches to CSPR and SOIA, it was 
determined that using 2.0 degrees would allow for wake turbulence avoidance and limit the 
amount of compression that would be experienced when an aircraft conducting the approach to 
Runway 4L was making up the extra distance to the runway caused by the offset angle. Thus, 2.0 
degrees was chosen as the offset angle for the RNAV (GPS) RWY 4L procedure. 

Note that implementing the RNAV (GPS) RWY 4L procedure will not result in an increase in the 
number of Runway 4L arrivals unless the Airport is both experiencing an extended timeframe of 
Instrument Meteorological Conditions (IMC) and is in the Northeast configuration. In all other 
conditions, operations to the runway will remain as they are today. 

EMAIL-16-2 
There are currently no restrictions on the usage of Runway 4L for arrivals. Though not a 
restriction, the Massachusetts Port Authority (Massport) has guidance to use Runway 33L 
exclusively for arrivals between the hours of 12:00 AM and 6:00 AM when weather permits. 
However, this does not preclude the use of Runway 4L during those hours if operationally 
required.  

EMAIL-16-3 
When traffic from the north approaches the Airport when it is in a Northeast configuration, each 
aircraft uses one of several ATC transitions to complete its journey to Runway 4L or Runway 4R, 
some of which primarily transit airspace above the water for a majority of their trajectories. The 
choice of transition depends on several factors including the type/class of aircraft (which affects 
its required landing distance and approach speed), the volume of aircraft approaching the Airport, 
and the presence of other air traffic. While these can change dynamically, all aircraft from the 
north using the left-downwind approach would only be feasible in very light traffic conditions. 
Additionally, aircraft using a single transition would unfairly burden those living and working under 
that corridor, who would experience exponentially more air traffic than they do today. 
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EMAIL-16-4 
The decibel (dB) is a logarithmic value. That is, if you have 50 dB of sound energy, adding 10 dB 
to that amount would result in a 10-fold increase in sound energy, adding 20 dB would result in a 
100-fold increase, and so on. Day-Night Average Sound Level (DNL) is not a direct measurement 
of sound energy from any single event - rather, it describes total noise exposure at a given point 
over a given period of time. Consequently, the question of how many additional operations it 
would take for an area of 53 dB DNL to exceed 65 dB DNL, it would have to be known exactly 
what those additional operations are and where that neighborhood is specifically located.

Note that it would not take a neighborhood moving from a 53 dB DNL value in a baseline 
scenario to a 65 dB DNL value in an alternative scenario to require the FAA to report noise 
increases.  While FAA Order 1050.1F's significance threshold for noise does require at least a 1.5 
dB DNL increase to meet or exceed 65 dB DNL, a 5.0 dB DNL increase for areas with a 
baseline DNL value between 45 dB DNL and 60 dB DNL is considered a reportable impact under 
FAA 1050.1F. Therefore, if a neighborhood with a 53 dB DNL value in a baseline reached or 
exceeded 58 dB DNL in an alternative scenario, that would be reported in the environmental 
documentation associated with the noise study. When considering population census blocks that 
are exposed to DNL 45 or higher within the GSA, the maximum change in noise exposure 
level ranged from areas that would experience a decrease of 0.06 dB to areas that would 
experience an increase of 0.02 dB as a result of the Proposed Action. 

A theoretical 12 dB increase--generally akin to what is described by the commenter--would likely 
only take place with huge increases in both operations at the Airport (on the order of hundreds of 
operations per day), as well as additional operations to runways primarily responsible for noise 
exposure in these areas. Given current runway capacity at the Airport (terminal capacity 
notwithstanding) such operational increases are not feasible today and will not be feasible in the 
near future. Other variables that could affect noise exposure include fleet mix, proximity and 
aircraft altitude, and the number of nighttime operations. If these variables were to change it could 
affect the number of operations that would cause a 65 DNL noise exposure.  

EMAIL-16-5 
There is no margin-of-error associated with FAA’s Aviation Environmental Design Tool (AEDT) 
since the tool is not calculating any values based on sampling. Rather, the tool takes known inputs 
for baseline scenarios, including flight tracks, aircraft information, terrain, weather, and population 
data and calculates DNL values based only on these inputs. If identical input is provided, AEDT 
will provide the same answer every time. Variability in output usually comes in the specific design 
of the alternative scenarios, as there will always be small differences in alternative scenarios 
designed by different analysts. However, in this case, differences in specific alternative procedure 
design would be very unlikely to result in any changes exceeding 0.5 dB DNL.  

EMAIL-16-6 
The JetBlue Special Procedure has been subject to a Notice to Airmen (NOTAM) rendering it not 
authorized for use since 2014. However, as the procedure has not been canceled, it will still show 
up in the active listing of published procedures for the Airport. Currently, there are no plans to 
cancel the NOTAM or otherwise authorize the procedure for ATC-assigned use.   
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The RNAV (GPS) RWY 4L procedure will offer limited relief to Runway 4R, particularly during 
times of marginal Visual Meteorological Conditions (marginal VMC) and Instrument 
Meteorological Conditions (IMC) when it currently cannot be used efficiently (in the case of 
marginal VMC) or at all (in the case of IMC). However, the Airport operational regime is not 
expected to appreciably change during the occurrence of VMC and Runway 4R will remain the 
dominant runway for arrivals when the Airport is in a Northeast configuration. 

FAA Order 8260.58B, United States Standard for Performance Based Navigation (PBN) 
Instrument Procedure Design, allows for an approach course to be offset between a Precision 
Final Approach Fix (PFAF) and the Landing Threshold Point (LTP)/Fictitious Threshold Point 
(FTP). 

A 15-degree offset is allowed for an approach that has Lateral Navigation with Vertical Guidance 
(LNAV/VNAV) approach minimums. The limits to this are that the approach course does not line 
up with the centerline of the runway causing increased weather minimums. The approach course 
must cross the runway centerline at least 3,000 feet and no more than 5,200 feet prior to the 
LTP.  Additionally, the Obstacle Evaluation Area (OEA) for this segment of the approach would 
encroach closer to city buildings, potentially causing higher weather minimums. The OEA inside 
of the PFAF is 1.8 nautical miles wide. 

It is the FAAs intention to create the most effective approach possible with the lowest weather 
minimums allowed by criteria that all pilots are capable of flying. In this case it is an RNAV (GPS) 
approach that has Localizer Performance with Vertical guidance (LPV). An approach course with 
LPV minimums is allowed to have a course offset of up to 3.0 degrees. 

To be more effective, the ability to use the RNAV (GPS) RWY 4L procedure while conducting ILS 
RWY 4R approaches has been explored. Up until 2008, centerlines of parallel runways were 
required to be separated by at least 2,500 feet for airports to conduct simultaneous approaches 
to those runways. Runway 4R and Runway 4L are separated by only 1,500 feet at the Airport.   

In 2008, the FAA implemented procedures for conducting simultaneous approaches to closely 
spaced parallel runways (CSPR), defined as runways with centerlines that are separated by less 
than 2,500 feet. Since then, procedures have been written to conduct Simultaneous Offset 
Instrument Approaches (SOIA) to reduce the potential for wake turbulence encounters with 
aircraft conducting approaches to the parallel runway. The allowed offset for SOIA is up to 3.0 
degrees. 

While studying the requirements for conducting approaches to CSPR and SOIA, it was 
determined that using 2.0 degrees would allow for wake turbulence avoidance and limit the 
amount of compression that would be experienced when the aircraft conducting the approach to 
Runway 4L was making up the extra distance to the runway caused by the offset angle. Thus, 2.0 
degrees was chosen as the offset angle for the RNAV (GPS) RWY 4L approach. 
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EMAIL-17 
COMMENT 

RESPONSE 
EMAIL-17-1 
1. The RNAV (GPS) RWY 4L procedure will offer limited relief to Runway 4R at Boston Logan
International Airport (the Airport), particularly during times of marginal Visual Meteorological
Conditions (marginal VMC) and Instrument Meteorological Conditions (IMC) when it currently
cannot be used efficiently (in the case of marginal VMC) or at all (in the case of IMC). However,
the Airport operational regime is not expected to appreciably change during times of VMC and
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Runway 4R will remain the dominant runway for arrivals when the Airport is in a Northeast 
configuration. 

2. Federal Aviation Administration (FAA) Order 8260.58B, United States Standard for 
Performance Based Navigation (PBN) Instrument Procedure Design, allows for an approach 
course to be offset between a Precision Final Approach Fix (PFAF) and the Landing Threshold 
Point (LTP)/Fictitious Threshold Point (FTP).

A 15-degree offset is allowed for an approach that has Lateral Navigation with Vertical Guidance 
(LNAV/VNAV) approach minimums. The limits to this are that the approach course does not line 
up with the centerline of the runway causing increased weather minimums. The approach course 
must cross the runway centerline at least 3,000 feet and no more than 5,200 feet prior to the LTP.  

Additionally, the Obstacle Evaluation Area (OEA) for this segment of the approach would 
encroach closer to city buildings, potentially causing higher weather minimums. The OEA inside 
of the PFAF is 1.8 nautical miles wide. 

It is the FAAs intention to create the most effective approach possible with the lowest weather 
minimums allowed by criteria that all pilots are capable of flying. In this case it is an Area 
Navigation (RNAV) (GPS) approach that has Localizer Performance with Vertical Guidance 
(LPV). An approach course with LPV minimums is allowed to have a course offset of up to 3.0 
degrees. 

To be more effective, the ability to use the RNAV (GPS) RWY 4L procedure while conducting ILS 
RWY 4R approaches has been explored. Up until 2008, centerlines of parallel runways were 
required to be separated by at least 2,500 feet for airports to conduct simultaneous approaches 
to those runways. In 2008, the FAA implemented procedures for conducting simultaneous 
approaches to closely spaced parallel runways (CSPR), defined as runways with centerlines that 
are separated by less than 2,500 feet. Runway 4R and Runway 4L are separated by only 1,500 
feet at the Airport. Since then, procedures have been written to conduct Simultaneous Offset 
Instrument Approaches (SOIA) to reduce the potential for wake turbulence encounters with 
aircraft conducting approaches to the parallel runway. The allowed offset for SOIA is up to 3.0 
degrees. 

While studying all the requirements for conducting approaches to CSPR and SOIA, it was 
determined that using 2.0 degrees would allow for wake turbulence avoidance and limit the 
amount of compression that would be experienced when the aircraft conducting the approach to 
Runway 4L was making up the extra distance to the runway caused by the offset angle. Thus, 2.0 
degrees was chosen as the offset angle for the RNAV (GPS) RWY 4L approach. 

3. As Runway 4R and Runway 4L are the only two runways commonly used for arrivals when the 
airport is in a Northeast configuration, it is difficult to add restrictions to them as any restrictions 
would invariably affect the Airport's arrival acceptance rate (AAR) and negatively affect operations 
at the Airport, via additional air traffic congestion and subsequent increased delays.
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EMAIL-18 
COMMENT 
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RESPONSE 
EMAIL-18-1 
The Federal Aviation Administration (FAA) has committed to determine if there are significant 
environmental impacts associated with implementing the RNAV (GPS) RWY 4L procedure at 
Boston Logan International Airport (the Airport).  The scope of this environmental assessment 
involves assessing the impact of the Proposed Action Alternative when compared to the operating 
conditions at the Airport under the No Action Alternative. In the Proposed Action, the noise impact 
of 359 additional annual arrivals to Runway 4L due to reduced delay is modeled.  Also modeled 
are the 594 arrivals that will utilize the RNAV (GPS) RWY 4L procedure instead of the ILS RWY 
15R transition to Runway 4L during marginal Visual Meteorological Conditions (marginal VMC). 
The 359 annual arrivals include an estimated 255 new arrivals that would have otherwise been 
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canceled, as well as 104 arrivals that would shift from Runway 4R due to reduced delays on 
Runway 4L during Instrument Meteorological Conditions (IMC). Other than 255 additional 
departures (to offset additional arrivals), all other traffic is assumed to fly as it does today. As 
described above, this procedure is adding a minimal number of additional overflights as the 
procedure overlies an area of existing arrivals to Runway 4L and is not expected to result in the 
overflight of new areas on approach. 

EMAIL-18-2 
This environmental assessment was prepared in accordance with the required applicable FAA 
regulations summarized in FAA Order 1050.1F. The FAA is required to consider the 
environmental impact across multiple categories including air quality, climate, historic and cultural 
resources, noise, and environmental justice. Even as the Proposed Action is an airspace change, 
all environmental analysis is done to consider the impact upon resources on the ground within 
the General Study Area (GSA). The analysis was done specifically to consider the impact of the 
Proposed Action, which is adding a single RNAV (GPS) procedure into Runway 4L and compare 
that impact to the existing or No-Action conditions at the Airport. 

Additionally, the FAA does not control airline scheduling – as the Airport is not slot-controlled, 
airlines can freely schedule flights based on demand. 
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LETTER-1 
COMMENT 
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RESPONSE 
LETTER-1-1 
The Federal Aviation Administration (FAA) updated the visualization website to include the 
Runway 4R Area Navigation RNAV path as requested on October 20th, 2020 to allow for the 
public to review the Proposed Action next to the existing RNAV (GPS) approach to Runway 4R. 
It should be noted that the RNAV (GPS) RWY 4R procedure is used currently and is not 
considered part of the Proposed Action. 

LETTER-1-2 
FAA does not intend to use any supplemental metrics as part of this environmental assessment. 
Day-Night Average Sound Level (DNL) is the noise metric required by the FAA for National 
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Environmental Policy Act (NEPA) studies. DNL includes the cumulative noise generated by 
multiple aircraft operations, with an additional weighting for operations occurring at night (10:00:00 
pm to 6:59:59 am) to account for the increased sensitivity of communities to noise occurring at 
night. DNL analysis may also be supplemented on a case-by-case basis to better characterize 
specific noise impacts; however, the noise analysis in the 2020 Draft EA showed that the 
Proposed Action does not have an appreciable effect in the noise exposure ranges associated 
with local communities. The data supporting this statement can be found in Table 4.6-3 of the 
2020 Draft EA. The Number above Lmax 60/50 (Day/Night) metric was not included in this 
environmental assessment, therefore, there is no information to use for public notification of this 
metric. 

LETTER-1-3 
This comment asks to address the other technical questions including the Noise Sensitive Area 
(Hospital/Church/School) impacts. The referenced September 29, 2020 letter and this letter do 
not mention any specific hospitals, churches, or schools to consider. However, the entire General 
Study Area (GSA) was analyzed for noise impacts at census block locations and the local parks 
and historic resources were all analyzed for noise impacts giving multiple points throughout the 
GSA where the noise impact of the Proposed Action was analyzed.  There were no significant or 
reportable noise impacts at any of these points, nor do any of the changes associated with the 
GSA approach thresholds of significance or reportability. These calculated values can be found 
on the Noise Visualization tab of the project website at FAABostonWorkshops.com for the public's 
review. 

LETTER-1-4 
Advisory use of an instrument approach is available any time an aircraft has been cleared for a 
visual approach and can proceed to the runway at the discretion of its flight crew. This is not 
unique to this procedure and is not something that can be modeled--whether it happens or not is 
generally a function of pilot preference. Please note that advisory use of the procedure still does 
not guarantee that the autopilot is flying the aircraft, so there will still be some pilot drift in those 
cases. Additionally, the RNAV (GPS) RWY 4L procedure will only partially overlay the horizontal 
extent of flight tracks represented by aircraft that currently fly visual approaches.  Implementation 
of this procedure will not result in areas that are not currently overflown being overflown in the 
future.  
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RESPONSE 
LETTER-2-1 
The JetBlue Special Procedure has been subject to a Notice to Airmen (NOTAM) rendering it not 
authorized for use since 2014. There are currently no plans to cancel the NOTAM or otherwise 
approve the procedure for ATC-directed use.  It has not been evaluated as part of this 
environmental assessment. 

When an aircraft is cleared for a visual approach, it is allowed to follow any path to its assigned 
runway it chooses, provided that its chosen route does not conflict with any other instructions 
given to it by Air Traffic Control (ATC). As a result, pilots have the option to utilize any available 
procedure or flight path to the runway to provide them more accuracy and/or redundancy on 
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approach. As the JetBlue Special Procedure is the subject of a NOTAM rendering it not 
authorized, it cannot be assigned by ATC to aircraft landing on Runway 4L.  

Additionally, the JetBlue Special Procedure is a Visual Flight Rule (VFR) procedure that is not 
available during Instrument Meteorological Conditions (IMC). Therefore, there are no flights that 
are anticipated to utilize the RNAV (GPS) RWY 4L that would have otherwise used the JetBlue 
Special Procedure as the JetBlue Procedure will be assigned during IMC conditions. 

 Finally, the JetBlue Special Procedure overflies similar areas as the RNAV (GPS) RWY 4L 
procedure, as well as areas already overflown by aircraft executing visual approaches to Runway 
4L.  However, waypoints that function to transition aircraft to the final approach course for Runway 
4L are closer to the Airport in the JetBlue Special Procedure than they are in the RNAV (GPS) 
RWY 4L procedure. These waypoints largely approximate current areas where aircraft are 
transitioned to Runway 4L for the visual approach. Widespread adoption of the RNAV (GPS) 
RWY 4L procedure and/or the JetBlue Special approach at high levels would not cause significant 
noise impacts due to the large number of existing arrivals and departures overflying the airspace 
where these two procedures would route aircraft. 

LETTER-2-2 
The Federal Aviation Administration (FAA) updated the visualization website 
FAABostonWorkshops.com to include the 4R RNAV path as requested on October 20th, 2020 
allow the public to review both the Proposed Action next to the existing RNAV (GPS) procedure 
into Runway 4R. It should be noted that the RNAV (GPS) RWY 4R procedure is included in the 
No Action Alternative and is not considered part of the Proposed Action.  On the visualization 
page, the noise impact for the Proposed Action is displayed at census block locations, historic 
resources, and parks within the General Study Area (GSA). At all these points across the GSA 
there were no significant or reportable noise impacts, nor do any of the changes associated with 
that area approach thresholds of significance or reportability. These calculated values can be 
found on the Noise Visualization tab of the project website. 

LETTER-2-3 
The FAA chose November 1, 2018 through October 31, 2019 as the baseline year because at 
the time the National Environmental Policy Act (NEPA) process was initiated, it was the most 
recent data available representing a full year of traffic with no significant traffic disturbances due 
to airfield construction or other activities. Using an identical baseline year to the 2016 Initial 
Environmental Review (IER) would not represent current traffic at the Airport due to traffic growth 
in intervening years.  

LETTER-2-4 
The JetBlue Special Procedure has been subject to a Notice to Airmen (NOTAM) rendering it not 
authorized for use since 2014. There are currently no plans to cancel the NOTAM or otherwise 
approve the procedure for ATC-assigned use.   As a result, it has not been evaluated as part of 
the 2020 Draft EA. Visual arrivals to Runway 4L are modeled in the same manner in the No Action 
Alternative as well as the Proposed Action Alternative. There is no “4L visual path” that can be 
consolidated with an RNAV procedure, as visual approaches can take a variety of routes on their 
approach to the runway. These diverse routes are represented in the environmental model. A 
flight crew, upon receiving clearance for a visual approach to the runway, may choose to utilize 
any available approach that does not conflict with ATC instructions.  
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LETTER-2-5 
In the Proposed Action Alternative, the noise impact of 359 additional annual arrivals to Runway 
4L due to reduced delays in IMC is modeled as well as 594 arrivals that will utilize the RNAV 
(GPS) RWY 4L procedure instead of the ILS RWY 15R transition to Runway 4L during marginal 
Visual Meteorological Conditions (marginal VMC). The 359 annual arrivals include an estimated 
255 new arrivals that would have otherwise been canceled as well as 104 arrivals that would shift 
from Runway 4R due to reduced delays on Runway 4L during IMC. Other than 255 additional 
departures (to offset additional arrivals), all other traffic is assumed to fly as it does today, as the 
implementation of this procedure is not anticipated to change anything about the operational 
regime of the Airport during any other conditions, including VMC, and when the Airport is in 
another airfield (runway use) configuration.  

LETTER-2-6 
This environmental assessment does address whether the implementation of the RNAV (GPS) 
RWY 4L procedure will result in significant or reportable noise impacts under FAA Order 1050.1F. 
Using the baseline data from the 2016 IER would ignore additional traffic growth at the Airport 
that has happened since 2015 and any potential impacts would largely be a result of that 
additional traffic alone, not the implementation of the RNAV (GPS) RWY 4L procedure.  

LETTER-2-7 
The FAA is not required to provide noise contours as part of environmental assessments of air 
traffic actions - these are generally required for airport noise compatibility planning projects 
completed under 14 CFR Part 150. However, in lieu of noise contours, noise grid points consisting 
of U.S. Census population centroids are shown and symbolized based on their modeled Day-
Night Average Sound Level (DNL) ranges in the baseline and alternative scenarios.  

The context of the comment seems to use the phrase "noise contours" differently than it is 
described above and this comment response seeks to clarify the difference. The noise contours 
prepared in support of airport noise compatibility planning projects are depictions of all the traffic 
at an airport over a typical day. The "noise contours" described by the commenter seek to either 
apply to just aircraft arriving on Runways 4L and 4R respectively or even to individual aircraft 
landing on these runways. The "noise contours" described by the commenter were requested due 
to the communication of the lateral propagation of noise to either side of the Runway 4L and 
Runway 4R flight paths and whether there are any noise overlaps from these two flight paths. 

The noise grid points described above that were used in this environmental assessment do 
contain the impacts of arrivals into Runways 4L and 4R and therefore could be used to understand 
the impact of these two flight paths on the noise grid points below the flight paths. 

LETTER-2-8 
FAA does not intend to use any supplemental metrics as part of this environmental assessment. 
DNL is the noise metric required by the FAA for NEPA studies. DNL includes the cumulative noise 
generated by multiple aircraft operations, with an additional weighting for operations occurring at 
night (10:00:00 pm to 6:59:59 am) to account for the increased sensitivity of communities to noise 
occurring at night. DNL analysis may also be supplemented on a case-by-case basis to better 
characterize specific noise impacts, but the noise analysis showed that the Proposed Action does 
not have an appreciable effect in the noise exposure ranges associated with local communities. 
The data supporting this statement can be found in Table 4.6-3 of the 2020 Draft EA. 
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RESPONSE 
The responses to the 57-page Town of Milton letter are assumed to be continuous and 
consequently acronyms, etc. are assumed to carry through the associated RESPONSES. Note 
that this letter was received twice (via both mail and email), but as both submissions were 
identical, it will only be responded to once.  

LETTER-3-1 
The 2016 IER is briefly discussed in Chapter 1 of the 2020 Draft EA and a copy is provided in 
Appendix A. This comment references the instructions about Community Involvement in 2016 
IER (page 68) and then mentions that there was opposition to the proposed project, which was 
part of the aforementioned 2016 IER.  The 2016 IER is included in the 2020 Draft EA for the 
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primary purpose of providing contextual history of the development of the Proposed Action.  The 
conclusions and analysis of the 2016 IER are not applicable to this environmental assessment. 

The Proposed Action investigated in the 2020 Draft EA was not built with any particular airline in 
mind and will be available for all airlines to use within the normal air traffic flow at the Airport.  

LETTER-3-2 
The National Defense Authorization Act of 2017, Section 341(b)(4) states that the FAA 
Administrator must review any categorical exclusions made on or after February 12, 2012 until 
December 2016. While the Proposed Action was determined to qualify for a Categorical Exclusion 
as part of the 2016 IER, the decision was made by the FAA to continue the environmental review 
in the preparation of this environmental assessment before implementing the Proposed Action. 
Therefore, the FAA is not relying on this provision of the National Defense Authorization Act in its 
review of the Proposed Action.  

LETTER-3-3 
The Federal Aviation Administration (FAA) has committed to determine if there are significant 
environmental impacts associated with implementing the RNAV (GPS) RWY 4L procedure at 
Boston Logan International Airport (the Airport). An initial concept that provided safety and 
efficiency benefits was considered in the 2016 Initial Environmental Review (2016 
IER).  However, scarce funding prevented the FAA from advancing that concept any further. After 
the effort had been paused in 2016, there were several safety incidents associated with aircraft 
landing at the Airport--see Section 2 of the 2020 Draft EA.  Careful review of the cause of those 
incidents lead to the conclusion that safety benefits from the proposed action would have avoided 
or mitigated the risks from those incidents. This analysis of the safety incidents resulted in the 
proposed action now being identified as a priority safety initiative, and funding was allocated to 
complete the analysis. 

The FAA chose to include the 2016 IER as an appendix to the 2020 Draft EA to provide context 
for the proposed action by documenting the history on the development of the proposed 
action.  Aside from providing context, 1) while the action described in the 2016 IER is similar, it is 
not the same as the proposed action, and 2) the analysis methodology in the 2016 IER is not the 
same as that used in 2020 Draft EA.  Thus, it is not appropriate to take the 2016 IER as anything 
other than documentation of the thoughtful and careful approach FAA has taken in fine tuning the 
proposed action.    

LETTER-3-4 
Air traffic continues to recover since reaching a nadir in April 2020.  The continued aviation 
industry recovery since publication of the 2020 Draft EA reinforces the wisdom of FAA's 
observation that air operations had already begun to recover. FAA's mission is to provide the 
safest and most efficient aviation system in the world, and the Proposed Action provides both 
safety and efficiency benefits, regardless of activity levels.   

Additionally, Order 1050.1F does not require any meetings or workshops to be held for an EA, 
but FAA went to extraordinary lengths of ensuring residents could be heard by holding virtual 
public workshops and creating a project web site.  This kept the public safe during the pandemic 
while also allowing voices from the community to be heard. Also, two Congressional and public 
official briefings were held on September 21 and 22nd, 2020.
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LETTER-3-5 
The 2016 IER is included in the 2020 Draft EA for the primary purpose of providing contextual 
history of the development of the Proposed Action.  The conclusions and analysis of the 2016 
IER are not applicable to this environmental assessment. 

Section 2.1.1 of the 2020 Draft EA provides a description of a number of recent documented 
safety incidents that would have been avoided or mitigated had the Proposed Action been 
implemented.  Further, the Final Environmental Assessment has been updated to reflect FAA's 
March 29, 2021 decision to deny a waiver to incorporate safety logic alerts onto the ILS RWY 15R 
transition to Runway 4L approach path.  The FAA believes the subsequent analysis of recent 
incidents conclusively demonstrates that there would be a material improvement in safety if the 
Proposed Action were implemented.   

LETTER-3-6 
The visual approach to Runway 4L is generally used only in the case of marginal Visual 
Meteorological Conditions (marginal VMC) - in full VMC aircraft can make a fully visual approach 
to Runway 4L. That is why there are so few aircraft that currently use this approach - it is not 
available in Instrument Meteorological Conditions (IMC), and it is not generally used in full 
VMC.  Aircraft that can use the visual approach to Runway 4L are small, maneuverable aircraft – 
large aircraft cannot use this approach.  However, most of these aircraft do have Global 
Positioning Systems (GPS) and often have the ability to fly Area Navigation (RNAV) procedures. 
Keeping the current procedure to Runway 4L available allows for the few aircraft that do not have 
that capability to maintain access to the Airport in cases where winds favor using Runway 4L and 
4R for approaches in marginal VMC. As stated in the 2020 Draft EA it is not expected to be used 
often - in fact, it will likely be used less than it is today in the case that the RNAV (GPS) RWY 4L 
procedure is available.  

LETTER-3-7 
The JetBlue Special Procedure was originally evaluated under NEPA, and a categorical exclusion 
(CATEX) was issued in 2013. However, the JetBlue Special Procedure has been subject to a 
Notice to Airmen (NOTAM) rendering it not authorized for use since 2014. There are currently no 
plans to cancel the NOTAM or otherwise approve the procedure for further use. 

When an aircraft is approved for a visual approach, ATC does not control the path that the flight 
crew uses to approach the runway at that point. The crew is left to approach at their own 
discretion. JetBlue aircraft, as well as any other aircraft, are allowed to utilize instrument approach 
guidance on a visual approach if they choose to do so. This includes FMS-constructed 
approaches – as long as there are no aspects of the approach that conflict with ATC instructions, 
approaches can be flown in any reasonable manner necessary for the flight crew to execute a 
safe landing.  JetBlue aircraft, and all other aircraft, will be able to fly existing arrival procedures 
into the Airport and if the Proposed Action is approved, they will also be able to fly the RNAV 
(GPS) RWY 4L procedure. 

LETTER-3-8 
Aircraft that are cleared for a visual approach to Runway 4L will be overflying the same areas in 
the Proposed Action as they do currently. Any use of the RNAV (GPS) RWY 4L procedure will 
only assist with tracking the runway centerline, which pilots on a visual approach and not using 
the procedure as guidance would also be doing, only without the benefit of vertical and lateral 
guidance in the flight deck. An aircraft cannot be cleared for the visual approach until the flight 
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crew has the runway in sight, so at the point in time where an aircraft might utilize the RNAV 
(GPS) RWY 4L approach, it will already be maneuvering to line up with the runway.  Therefore, 
providing a breakdown of predicted ATC-directed use of the RNAV (GPS) RWY 4L procedure 
compared to pilot-initiated use of the procedure for advisory purposes is not practical nor useful 
because both sets of flights will be maneuvering in the same areas as they are today and would 
not significantly differ in their paths to the runway once they have been cleared for the visual 
approach. Notwithstanding the uncertainty and the fact that aircraft will already be lining up with 
the runway following existing tracks, in response to the public's concerns, the FAA conducted a 
sensitivity analysis for informational purposes which assumed a very aggressive (and in the FAA's 
view, unrealistic) scenario in which 100% of aircraft landing on Runway 4L would use the 
procedure. The results of the sensitivity analysis are located at Appendix B and reveal that even 
in this aggressive scenario there will be no reportable or significant noise increases. 

LETTER-3-9 
The FAA has noted the questions and many of the topics brought up in these questions were 
discussed in the Public Workshops. The specific questions were very technical and requested 
that additional technical analyses be performed. The questions submitted were all considered as 
comments on this environmental assessment and as such comment responses have been 
prepared.  

LETTER-3-10 
The number of flights expected to use the new procedure is described in Section B.3.2 of 
Appendix B in the 2020 Draft EA.  This includes 359 flights per year listed in Table B.5 plus the 
594 flights that previously flew the ILS RWY 15R visual transition to Runway 4L approach.  This 
is estimated based on likely changes from the flight activity in the baseline year. 

LETTER-3-11 
Detailed flight data for a full year of operations at the Airport were evaluated for this environmental 
assessment. In order to fully understand operations at the Airport, multiple discussions were held 
with ATC to understand how the Proposed Action would be flown in order to model the Proposed 
Action properly and gathered resources data from multiple online public databases in order to 
capture every potential resource that may be impacted by the Proposed Action. A site visit was 
not ruled out as part of this environmental assessment, but a large amount of data was able to be 
collected on the existing operations, the Proposed Action, and the potential resources without 
visiting the Airport.   

The public workshops were not held in person as public health officials were advising against 
large gatherings of people and they were strongly recommending social distancing. Also, many 
meeting venues remained closed due to ongoing concerns about COVID. The procedure is critical 
to flight safety at the Airport. Implementing new flight procedures takes time, and the study team 
decided to move forward with this process so that the procedure can be made available to pilots 
and ATC personnel as soon as practicable. 

LETTER-3-12 
The topics covered in these technical questions were generally discussed in the Public 
Workshops and these questions submitted would be addressed as comments on the 2020 Draft 
EA.  
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LETTER-3-13 
The comment requests that the environmental assessment consider all parts of the arrival paths 
into both Runway 4L and Runway 4R as the approach paths often affect the same neighborhoods 
due to the closeness of the approach paths and the lateral propagation of noise. The 
environmental assessment used all operations into both Runway 4L and 4R when considering 
the impact of the Proposed Action within the General Study Area (GSA). The GSA was defined 
by identifying the area where the Proposed Action could potentially cause a change in 
environmental conditions, which encompassed all arrival routes below 10,000 feet for both 
Runway 4L and Runway 4R. 

LETTER-3-14 
Activity on Runways 4L and 4R—closely spaced parallel runways (CSPR)-- was considered and 
simulated as part of the noise analysis in this environmental assessment. When considering the 
environmental impact of the Proposed Action, two alternatives were prepared: a No-Action 
Alternative and a Proposed Action Alternative. Both alternatives include the activity on all runways 
at the Airport with the Proposed Action Alternative only adding the additional activity happening 
from the Proposed Action to the environmental analysis. 

LETTER-3-15 
This comment suggests that a smaller more focused GSA should have been used instead of the 
1,173 square mile GSA used in the 2020 Draft EA. The GSA was defined by identifying the area 
where the Proposed Action could potentially cause a change in environmental conditions rather 
than determined arbitrarily.  The Proposed Action consists of four ATC transitions (NUNZO, 
WOONS, Cape-area, Left-downwind), which cover a wide area and had the potential to cause 
impacts across that wide area. Apart from the Section 106 analysis, which used a more focused 
Area of Potential Effect for its analysis of historic properties, the environmental analysis was 
equally applied across the GSA. It should be noted that the GSA appears to be inclusive of the 
suggested study area--referred to in the comment as the CSPR. 

LETTER-3-16 
The activity on Runways 4L and 4R was considered and simulated as part of the noise analysis 
in this environmental assessment. When considering the environmental impact of the Proposed 
Action, two alternatives were prepared: a No-Action Alternative and a Proposed Action 
Alternative. Both alternatives include the activity on all runways at the Airport with the Proposed 
Action Alternative only adding the additional activity happening from the Proposed Action to the 
environmental analysis. 

This comment suggests that a smaller more focused GSA should have been used instead of the 
1,173 square mile GSA used in this environmental assessment. The GSA was defined by 
identifying the area where the Proposed Action could potentially cause a change in environmental 
conditions rather than determined arbitrarily.  The Proposed Action consists of four ATC 
transitions (NUNZO, WOONS, Cape-area, Left-downwind), which cover a wide area and had the 
potential to cause impacts across that wide area. In addition, the Proposed Action is expected to 
cause an additional 255 departures per year from Runway 27.  Apart from the Section 106 
analysis, which used a more focused Area of Potential Effect for its analysis of historic properties. 
The environmental analysis was equally applied across the GSA. It should be noted that the GSA 
appears to be inclusive of the suggested study area--referred to in the comment as the CSPR. 
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LETTER-3-17 
The comment requests that this environmental assessment consider all parts of the approaches 
to Runway 4L and Runway 4R as the paths often affect the same neighborhoods due to the 
closeness of the paths and the lateral propagation of noise. This environmental assessment used 
all arrivals to both Runway 4L and 4R when considering the impact of the Proposed Action within 
the GSA. The GSA was defined by identifying the area where the Proposed Action could 
potentially cause a change in environmental conditions. 

The 2016 IER is included in the 2020 Draft EA for the primary purpose of providing contextual 
history of the development of the Proposed Action.  The conclusions and analysis of the 2016 
IER are not applicable to this environmental assessment. The Proposed Action investigated in 
the 2020 Draft EA was not built with any particular airline in mind and will be available for all 
airlines to use within the normal air traffic flow at the Airport. 

LETTER-3-18 
In the Virtual Workshops, the following question was asked, "Do you measure the noise? Are 
there noise monitors out there in the neighborhoods? Did you use those to calculate these noise 
levels?" The FAA's commenter answered that 1) the FAA is required to use noise modeling 
instead of noise measurements, 2) noise modeling allows the FAA to estimate noise levels over 
a large area, and 3) modeling allows the FAA to estimate noise levels of future aircraft operations. 
The FAA is required by its orders to calculate the Day-Night Average Sound Level (DNL) value 
for the No-Action and Proposed Action alternatives across the entire GSA in each of 27,080 
census blocks. Since monitoring would only provide information about the current noise levels, it 
would have limited value in understanding the consequences of the Proposed Action.  

The additional comments referenced in Section 5 have been answered there. 

LETTER-3-19 
Field measurements aggregate all sources of pollution regardless of source, obfuscating the 
impacts of aircraft.  Further, such measurements would only set a baseline, providing little insight 
into how the Proposed Action would affect air pollution.  The use of regulatory models provides a 
way to look at just the impact of aircraft emissions and carefully discern the consequences of the 
Proposed Action.  The analysis that was undertaken considered the air quality impacts cited in 
the comment and used the most scientifically appropriate methodology. 

LETTER-3-20 
No response required. 

LETTER-3-21 
An air quality analysis and a noise analysis using FAA’s standard methodology considered 
whether the Proposed Action would exceed any of the FAA’s significance thresholds identified in 
FAA Order 1050.1F. The noise analysis in this environmental assessment determined that there 
were no significant impacts resulting from the Proposed Action. 

The counties within the GSA are found to be in Attainment for all of the criteria pollutants—see 
EPA Greenbook, 2020. The Air Quality section of the 2020 Draft EA identifies emissions for the 
No-Action Alternative and Proposed Action Alternative up to the mixing height as regulatorily 
required by the FAA —mixing height is the top of the vertical region of the atmosphere in which 
pollutant mixing occurs and affects ground level concentrations. The net change in all the criteria 
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pollutants were below the de minimis limits as determined by the EPA for both nonattainment and 
maintenance areas. As such, the Proposed Action is not expected to cause any pollutant 
concentrations to exceed any of the National Ambient Air Quality Standards and thus will not 
impact air quality. 

LETTER-3-22 
Section 6-2.2 of Order 1050.1F states that 

"Scoping, as described in 40 CFR § 1501.7, CEQ Regulations, is optional for EAs.  Scoping can 
be particularly useful when an EA deals with uncertainty or controversy regarding potential 
conflicts over the use of resources or the environmental impacts of the proposed actions.  The 
scoping process can provide a transparent way to identify environmental issues, focusing the 
analysis on the most pertinent issues and impacts." 

As applied to this environmental assessment, since there is no uncertainty over the most pertinent 
environmental issues and the impacts are clearly understood, scoping would not have been 
particularly useful. 

LETTER-3-23 
The activity on Runways 4L and 4R was considered and simulated as part of the noise analysis 
in this environmental assessment. When considering the environmental impact of the Proposed 
Action, two alternatives were prepared: a No-Action Alternative and a Proposed Action 
Alternative. Both alternatives include the activity on all runways at the Airport with the Proposed 
Action Alternative only adding the additional activity happening from the Proposed Action to the 
environmental analysis. The Proposed Action Alternative considers the impact of the Proposed 
Action in addition to the already existing activity at the Airport. 

The cumulative impacts section was written to identify and analyze projects that could collectively 
result in a significant impact when considered together with the Proposed Action. 

LETTER-3-24 
Comment Noted. The discussion of the proposed noise impacts resulting from the Proposed 
Action can be found in Section 4.6 of the 2020 Draft EA. The noise assessment within this 
environmental assessment determined that there are no significant or reportable increases in 
noise resulting from the Proposed Action. 

The discussion of the proposed cumulative impacts resulting from the Proposed Action can be 
found in Section 4.8 of the 2020 Draft EA. This section has determined that the Proposed Action 
Alternative will not create an impact that will reach significant or reportable noise thresholds when 
considered cumulatively with the consequences of past, present, and reasonably foreseeable 
projects.  

LETTER-3-25 
The impacts of the proposed overflights from the Proposed Action were assessed across multiple 
impact categories as part of the 2020 Draft EA and the impact has not been found to exceed any 
of the significance thresholds put forth by FAA Order 1050.1F. 

LETTER-3-26 
It is estimated that a total of 359 operations that will follow the proposed RNAV (GPS) RWY 4L 
procedure in its first year of operation. These operations consist of 255 net new arrivals to the 
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Airport enabled by reduced arrival delays during IMC, as well as 104 arrivals that would use 
Runway 4R with additional delay without the procedure in place. In addition, 594 small, 
maneuverable aircraft that currently utilize the ILS RWY 15R transition to Runway 4L approach 
during marginal VMC will also utilize the RNAV (GPS) RWY 4L approach in the FAA ‘s Proposed 
Action. The rate of traffic growth thereafter is not a part of the scope this environmental 
assessment as traffic growth at the Airport is not affected materially by the presence of this 
proposed procedure. This procedure addresses safety and efficiency at the Airport primarily 
during periods of IMC. 

LETTER-3-27 
As stated in the 2020 Draft EA, the RNAV (GPS) RWY 4L approach will be used when the Airport 
is experiencing IMC while in a Northeast configuration. The 255 net new arrivals per year is 
estimated based on the expected change if the procedure had been available in the Baseline 
year.  This was determined by considering the reduced delays that would occur during IMC should 
the RNAV (GPS) RWY 4L procedure be implemented. The FAA cannot commit to this number as 
it will be variable based on the amount of time that the Airport spends in IMC while in a Northeast 
configuration. The less this weather condition happens, the less that this procedure will be used 
and vice versa.  

The JetBlue Special Procedure has been subject to a Notice to Airmen (NOTAM) rendering it not 
authorized for use since 2014. There are currently no plans to cancel the NOTAM or otherwise 
approve the procedure for ATC-assigned use.  JetBlue aircraft were modeled as flying the current 
suite of procedures available at the Airport.  

LETTER-3-28 
JetBlue aircraft (as well as other aircraft) will have the RNAV (GPS) RWY 4L procedure 
available for advisory use during VMC. However, the circumstances under which this procedure 
can be used for advisory purposes are limited. If an arriving aircraft is receiving radar vectors to 
Runway 4L but has not yet been cleared for a visual approach to the runway, the aircraft 
cannot use the RNAV (GPS) RWY 4L procedure for advisory purposes – the flight crew must 
continue to follow ATC instructions. However, upon receiving clearance for the visual approach to 
Runway 4L the flight crew may proceed to the runway at their discretion and may use the RNAV 
(GPS) RWY 4L procedure for advisory purposes if desired. Note that clearance for the visual 
approach to Runway 4L is usually given at least five miles from the runway threshold, at a 
point where flight crews would usually have established themselves on a stabilized visual 
glidepath to the runway and be able to proceed with a normal visual landing from that point. 
Thus, advisory utilization of this procedure will not significantly change the flight paths for aircraft 
that have been cleared for the visual approach. Additionally, flights that have not yet been 
cleared for the visual approach will continue to be vectored as they are today in VMC, resulting 
in no changes to their flight paths relative to current operations. Please see Section 2.2.1 of this 
EA for further details 

LETTER-3-29 
The quoted text from Section 4 refers to a section of the 2016 IER, which is provided in Appendix 
A of the 2020 Draft EA. The 2016 IER is included in the 2020 Draft EA for the primary purpose of 
providing contextual history of the development of the Proposed Action.  The conclusions and 
analysis of the 2016 IER are not applicable to this environmental assessment. 

The Proposed Action investigated in the 2020 Draft EA was not built with any particular airline in 
mind and will be available for all airlines to use within the normal air traffic flow at the Airport. 
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LETTER-3-30 
When an aircraft has been cleared for a visual approach, the pilot of that aircraft can proceed to 
the runway at their discretion. Pilots are allowed to use instrument approaches for advisory 
purposes only (such as guidance) in these circumstances. Since the flight tracks of aircraft that 
fly visual and instrument approaches tend to converge as aircraft approach the runway, radar 
data does not provide any context as to the frequency at which pilots use instrument approaches 
as guidance in VMC or marginal VMC conditions. In response to public comments, the FAA 
prepared a sensitivity analysis using a very aggressive usage scenario, which is included in 
Appendix B to the Final EA. Even in that aggressive scenario, which assumed all arriving aircraft 
to Runway 4L would use the RNAV (GPS) RWY 4L procedure, there were no reportable or 
significant noise increases. The largest increase observed at any population centroid was an 
increase of DNL 2.2 dB. The FAA believes its original assumptions were reasonable; however, 
this modeling effort in response to public comments was for informational purposes and 
demonstrates that even if more aircraft use the procedure than expected by the FAA, it would not 
cause a reportable or significant noise change compared to existing conditions. 

LETTER-3-31 
The seven days that the FAA identified as what the commenter described as "extended inclement 
weather days" were identified based on identified ATC criteria for what would likely cause 
significant weather-related delays at the Airport. There are other days when the time criteria for 
IMC is satisfied, but the Airport is not in a Northeast configuration. There are also other days when 
the Airport is in the Northeast configuration in IMC, but the weather lasts a shorter period of time 
and is not responsible for large-scale cancellations that day. In these cases, the model does not 
assume any future changes as the Airport could operate the exact same way in the future as it 
does today. The RNAV (GPS) RWY 4L procedure does not add any capacity at these times so 
there would be no rationale to change its operation or the mix of arriving aircraft to Runway 4L 
and Runway 4R in the Northeast configuration. 

LETTER-3-32 
The analysis completed by the FAA is based on the number of flights canceled today that would 
not be expected to be canceled if the RNAV (GPS) RWY 4L procedure was implemented. The 
3,600 delayed flights number cited by the commenter isn't relevant because the model treats a 
flight identically for noise purposes even if (for example) it was originally scheduled to land at 3:00 
p.m. and instead landed at 6:00 p.m. due to weather-related delays. However, if a flight that was
supposed to land at 8:00 p.m. is delayed until midnight, it receives a 10 dB DNL noise penalty to
represent increased annoyance to residents and businesses during the overnight hours. This
penalty is applied to any operation that takes place between 10:00 p.m. and 6:00 a.m. As a result,
the model only considers the additional set of flights that would be able to operate normally if the
RNAV (GPS) RWY 4L procedure was implemented.

LETTER-3-33 
The methodologies included in the 2020 Draft EA follows FAA guidance documents for the 
preparation of an environmental analysis and the use of the DNL metric is consistent with FAA 
standard practices. 

LETTER-3-34 
Comment noted. 

Boston Logan RNAV (GPS) RWY 4L 
Final Environmental Assessment 

Appendix I-119 RoVolus/ESA/Jacobsen Daniels 
           May 2022 



LETTER-3-35 
The activity on Runways 4L and 4R was considered and simulated as part of the noise analysis 
in the 2020 Draft EA. When considering the environmental impact of the Proposed Action, two 
alternatives were prepared: a No-Action Alternative and a Proposed Action Alternative.  Both 
alternatives include the activity on all runways at the Airport with the Proposed Action Alternative 
only accounting for additional activity that the new procedure is directly responsible for to the 
environmental analysis. 

In line with FAA Order 1050.1F, the noise impacts of the Proposed Action are presented in 
change-of-exposure tables and maps of population centers to identify where noise will change by 
the following specified amounts instead of the requested noise contours. 

• For DNL 65 dB and higher: +1.5 dB

• For DNL 60 dB to <65 dB: +3 dB

• For DNL 45 dB to <60 dB: +5 dB

DNL is the noise metric required by the FAA for NEPA studies. DNL includes the cumulative noise 
generated by the average aircraft operations across an entire year with an additional weighting 
for operations occurring at night (10:00:00 pm to 6:59:59 am) to account for the increased 
sensitivity of communities to noise occurring at night.  

LETTER-3-36 
DNL is the noise metric required by the FAA for NEPA studies. DNL includes the cumulative noise 
generated by multiple aircraft operations, with an additional weighting for operations occurring at 
night (10:00:00 pm to 6:59:59 am) to account for the increased sensitivity of communities to noise 
occurring at night. The use of this metric is required by FAA Order 1050.1F. 

LETTER-3-37 
FAA determined supplemental metrics were not necessary as part of this environmental 
assessment. DNL is the noise metric required by the FAA for NEPA studies. DNL includes the 
cumulative noise generated by multiple aircraft operations, with an additional weighting for 
operations occurring at night (10 pm to 6:59:59 am) to account for the increased sensitivity of 
communities to noise occurring at night.  While DNL analysis may also be supplemented on a 
case-by-case basis, the Proposed Action will have limited changes to operations at BOS and the 
noise analysis showed that the Proposed Action does not have an appreciable effect in the noise 
exposure ranges associated with local communities or other resources. The data supporting this 
statement can be found in Table 4.6-3 of the 2020 Draft EA. 

LETTER-3-38 
This comment conflates two actions that have independent utility and have little operational 
overlap.  First, the key efficiency benefit of the project is that the Airport Arrival Rate (AAR) for 
Runway 4L and 4R will increase by approximately four aircraft per hour during IMC conditions 
when the Airport is in a Northeast configuration.  Secondly, any reduction in aircraft spacing 
afforded by wake re-categorization are unlikely to affect operations in IMC conditions because 
wake turbulence is not a controlling factor on aircraft separation during IMC.   Outside of IMC 
conditions the AAR can generally accommodate the demand from inbound aircraft.  
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LETTER-3-39 
During IMC the AAR is often unable to meet the demand of inbound aircraft and delays result.  The 
Proposed Action will increase the AAR by approximately four additional aircraft per hour during 
IMC.  The Proposed Action is not expected to affect the AAR outside of IMC and is not expected 
to change the runway usage outside of IMC.   The Proposed Action is independent of any future 
wake recategorization effort by the FAA.  The estimated runway usage was modeled using these 
assumptions. 

LETTER-3-40 
The lowering of landing gear is a factor that is considered with respect to the noise and air quality 
modeling of the Proposed Action. This parameter is contained within the standard Approach 
Profiles within the Aviation Environmental Design Tool (AEDT). To quote from Appendix K.2.2.1 
of the AEDT User Manual in reference to approach profiles in the model: 

"The four Descend steps start at 6000, 3000, 1500, and 1000 feet AFE. They bring an airplane 
from zero-flaps configuration, terminal-area entrance speed, down to landing-gear/flaps 
configuration, final-approach speed." 

This section gives further detail and parameter about the approach profiles within AEDT but this 
quote notes that the landing gear deployment is considered within AEDT. 

LETTER-3-41 
FAA is committed to full transparency and technical accuracy in all analysis.   It is important to 
note that this environmental assessment has been prepared in accordance with the requirements 
of FAA Order 1050.1F.   

LETTER-3-42 
The FAA has gone well beyond the regulatory requirements of 40 CFR 1500 and Order 1050.1F, 
by 1) choosing to elevate the environmental review from a Categorical Exclusion to an 
Environmental Assessment, 2) completing two virtual public workshops when none were required, 
3) creating a project website, and 4) preparing an online tool that lets individuals find the noise
exposure at any property in the GSA.

This commitment to informing the community reflects FAA's interests in ensuring the public can 
fully understand the impacts of the Proposed Action.    

LETTER-3-43 
Section 2.1.1 of the 2020 Draft EA provides a description of several recent safety incidents that 
would have been avoided or mitigated had the Proposed Action been implemented.  Further, the 
Final environmental assessment reflects FAA's March 29, 2021 decision to deny a waiver to 
incorporate safety logic alerts onto the ILS RWY 15R visual transition to Runway 4L 
approach.  The FAA believes the subsequent analysis of recent incidents conclusively 
demonstrates that there would be a material improvement in safety if the Proposed Action were 
implemented.   

LETTER-3-44 
Implementation of the RNAV (GPS) RWY 4L procedure will enhance aviation safety when 
compared to the ILS RWY 15R visual transition to Runway 4L approach. The existing approach 
requires aircraft to maneuver at low altitude through congested airspace, often during marginal 
VMC. ATC is also tasked with monitoring aircraft on this approach in these same marginal 
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conditions while continuing to safely monitor and instruct other aircraft using the Airport. While 
pilots and ATC are trained to the highest standards and regularly complete this maneuver 
successfully, the RNAV (GPS) RWY 4L procedure is a simpler procedure for ATC to implement, 
as well as a simpler procedure for flight crews to execute. FAA's core mission is to provide the 
safest, most efficient airspace system in the world and the Proposed Action represents an 
opportunity to make a clear improvement in safety.  

LETTER-3-45 
The ILS RWY 15R visual transition to Runway 4L approach is not unsafe. However, there are 
multiple safety benefits that come with replacing this procedure with the RNAV (GPS) RWY 4L 
approach. Section 1.2 of the 2020 Draft EA notes that the RNAV (GPS) RWY 4L procedure offers 
vertical and lateral guidance to aircraft arriving to Runway 4L. As this is one of the few runways 
in the United States that regularly accepts large commercial aircraft and does not have a system 
of vertical or lateral guidance available, this represents a major safety improvement. Additionally, 
this procedure would allow Runway 4L to accept arrivals during IMC, which will lessen the load 
on Runway 4R and increase safety margin via more efficient usage of the airspace.    

LETTER-3-46 
Section 2.1.1 of the 2020 Draft EA provides a description of several recent safety incidents that 
would have been avoided or mitigated had the Proposed Action been implemented.  Further, the 
Final environmental assessment reflects FAA's March 29, 2021 decision to deny a waiver to 
incorporate safety logic alerts onto the ILS RWY 15R visual transition to Runway 4L approach. 
The FAA believes the subsequent analysis of recent incidents conclusively demonstrates that 
there would be a material improvement in safety if the Proposed Action were implemented.   

Yes, both Runway 4L and Runway 4R are available for arrivals during VMC. Use of the ILS 15R 
approach to runway 4L is usually limited to times of marginal VMC conditions. 

LETTER-3-47 
Aircraft using the ILS RWY 15R transition to Runway 4L approach generally do so during marginal 
VMC, where ceilings are between 1,000 and 3,000 feet and visibility is three to five miles, not full 
VMC where ceilings are greater than 3,000 feet and visibility is greater than five miles. In marginal 
VMC conditions, small, maneuverable aircraft sometimes use the ILS RWY 15R transition to 
Runway 4L because a full visual approach to Runway 4L (or an approach to Runway 4R of any 
kind) may not be available. In the Proposed Action, these aircraft will be able to use a RNAV 
(GPS) RWY 4L approach during marginal VMC conditions, representing a safety benefit as they 
will have full vertical and lateral guidance to the runway. Additionally, they will not have to fly the 
comparatively challenging ILS RWY 15R transition to Runway 4L approach in low visibility and 
congested airspace. The Final environmental assessment reflects the safety benefits of the 
Proposed Action as described above. 

Section 2.1.1 already contains background information on the ILS RWY 15R transition to Runway 
4L approach and the associated safety incidents.  The 2020 Draft EA does not assert that there 
are no other viable methods to address the safety concern, simply that the Proposed Action meets 
this requirement.  Order 1050.1F does not require looking at additional alternatives since no 
significant environmental impacts from the Proposed Action have been identified.  

LETTER-3-48 
Comment Noted. Appendices have been reordered to address this comment. 
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LETTER-3-49 
The environmental consequences section of the Final EA (Section 4) has been revised to provide 
greater visibility for this aspect of the analysis.  

LETTER-3-50 
The proposed procedure will be available at all times for advisory use – its use is not restricted to 
IMC. However, the approach will primarily be assigned during IMC as the Airport generally utilizes 
visual approaches (which allow flight crews to choose their path to the runway visually or utilizing 
appropriate vertical and/or lateral guidance) during VMC.  The increase in 255 additional 
operations is an estimate based on what is expected to have occurred in the Baseline year had 
the procedure been available.  This number is expected to change annually depending on the 
weather and future demand.  The Final environmental assessment states that usage of this 
procedure will be unrestricted.   

LETTER-3-51 
The commenter has recommended analysis of two additional scenarios that do not reflect FAA's 
anticipated implementation of the Proposed Action.  Analysis of such hypothetical scenarios is 
unlikely to better inform the public of the environmental consequences of the Proposed Action. 

LETTER-3-52 
Comment noted. These GSA characteristics has been included in the Final environmental 
assessment in a single paragraph. 

LETTER-3-53 
This comment suggests that a smaller more focused GSA should have been used instead of the 
1,173 square mile GSA used in the 2020 Draft EA. The GSA was defined by identifying the area 
where the Proposed Action could potentially cause a change in environmental conditions rather 
than determined arbitrarily.  The Proposed Action consists of four ATC transitions (NUNZO, 
WOONS, Cape-area, Left-downwind), which cover a wide area and had the potential to cause 
impacts across that wide area. Apart from the Section 106 analysis, which used a more focused 
Area of Potential Effect for its analysis of historic properties, the environmental analysis was 
equally applied across the GSA. It should be noted that the GSA appears to be inclusive of the 
suggested GSA-referred to in the comment as the CSPR. 

LETTER-3-54 
The activity on Runways 4L and 4R was considered and simulated as part of the noise analysis 
in the 2020 Draft EA. When considering the environmental impact of the Proposed Action, two 
alternatives were prepared: a No Action Alternative and a Proposed Action Alternative.  Both 
alternatives include the activity on all runways at the Airport with the Proposed Action Alternative 
only accounting for additional activity that the new procedure is directly responsible for to the 
environmental analysis. 

In line with FAA Order 1050.1F, the noise impacts of the Proposed Action are presented in 
change-of-exposure tables and maps of population centers to identify where noise will change by 
the following specified amounts instead of the requested noise contours. 

• For DNL 65 dB and higher: +1.5 dB

• For DNL 60 dB to <65 dB: +3 dB

Boston Logan RNAV (GPS) RWY 4L 
Final Environmental Assessment 

Appendix I-123 RoVolus/ESA/Jacobsen Daniels 
           May 2022 



• For DNL 45 dB to <60 dB: +5 dB

LETTER-3-55 
Comment Noted. This concept has been added to the noise discussion within the Final 
environmental assessment.  

LETTER-3-56 
This comment suggests that a smaller more focused GSA should have been used instead of the 
1,173 square mile GSA used in the 2020 Draft EA. The GSA was defined by identifying the area 
where the Proposed Action could potentially cause a change in environmental conditions rather 
than determined arbitrarily.  The Proposed Action consists of four ATC transitions (NUNZO, 
WOONS, Cape-area, Left-downwind), which cover a wide area and had the potential to cause 
impacts across that wide area. Apart from the Section 106 analysis, which used a more focused 
Area of Potential Effect for its analysis of historic properties, the environmental analysis was 
equally applied across the GSA. It should be noted that the GSA appears to be inclusive of the 
suggested GSA-referred to in the comment as the CSPR. 

LETTER-3-57 
The activity on Runways 4L and 4R was considered and simulated as part of the noise analysis 
in the 2020 Draft EA. When considering the environmental impact of the Proposed Action, two 
alternatives were prepared: a No Action Alternative and a Proposed Action Alternative.  Both 
alternatives include the activity on all runways at the Airport with the Proposed Action Alternative 
only accounting for additional activity that the new procedure is directly responsible for to the 
environmental analysis. 

In line with FAA Order 1050.1F, the noise impacts of the Proposed Action are presented in 
change-of-exposure tables and maps of population centers to identify where noise will change by 
the following specified amounts instead of the requested noise contours. 

• For DNL 65 dB and higher: +1.5 dB

• For DNL 60 dB to <65 dB: +3 dB

• For DNL 45 dB to <60 dB: +5 dB

LETTER-3-58 
The use of Runway 4L in the analysis is described in Appendix B of the 2020 Draft EA.  It is 
important to note that these are estimates of runway use and of the RNAV (GPS) RWY 
4L procedure assuming that the Baseline year is meteorologically and operationally 
representative of future years.  

The Final EA more prominently shows this information in the main document. 

LETTER-3-59 
The following response is structured to align with the four issues raised by the commenter: 

a) The procedure will be available for use at all times, but the primary efficiency benefit is expected
to be realized by the 359 incremental annual operations expected during IMC, and the primary
safety benefit will come from the 594 annual operations from the ILS RWY 15R transition to
Runway 4L approach during VMC.
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b) COVID-19 has temporarily devastated the aviation industry, but the analysis was performed
using data from the pre-COVID-19 Baseline year.  While traffic is depressed, the impacts
identified in 2020 Draft EA will likely overstate the actual impacts.  However, traffic is recovering
quickly and could reach activity levels contemplated in 2020 Draft EA in the near future.

c) Decreased traffic means decreased usage of the Proposed Action and therefore decreased
environmental consequences.  However, in an abundance of caution, FAA would prefer to
overstate impacts rather than developing uncertain forecasts that might not clearly communicate
the potential impacts.

d) The Proposed Action provides safety and efficiency benefits regardless of operational activity
level.  The benefits are more pronounced at higher activity levels, but there are still immediate
safety and efficiency benefits that would be realized even at the currently depressed activity
levels.

LETTER-3-60 
While the RNAV (GPS) RWY 4L procedure will be available at all times, ATC-directed usage 
during VMC is expected to be infrequent.  However, the procedure will remain available to ATC if 
needed for safety or other operational reasons.  In response to public comments, the FAA 
prepared a sensitivity analysis using a very aggressive usage scenario, which is included in 
Appendix B to the Final EA. Even in that aggressive scenario, which assumed all arriving aircraft 
to Runway 4L would use the RNAV (GPS) RWY 4L procedure, there were no reportable or 
significant noise increases. The largest increase observed at any population centroid was an 
increase of DNL 2.2 dB. The FAA believes its original assumptions were reasonable; however, 
this modeling effort for informational purposes in response to public comments demonstrates that 
even if more aircraft use the procedure, it would not cause a reportable or significant noise 
change. This EA is not revised as requested. 

LETTER-3-61 
The noise modeling was developed based on actual radar tracks collected during the Baseline 
year.  The potential impact was determined by isolating those tracks occurring when analysis of 
meteorological data indicate that the Airport operated in a Northeast flow during IMC conditions.  It 
is technically possible to assign all the meteorological data to an operational configuration, 
however, this additional work would not provide further understanding of the environmental 
impacts of the Proposed Action. 

LETTER-3-62 
JetBlue aircraft, as well as other aircraft, will usually not be cleared by ATC to use the RNAV 
(GPS) RWY 4L procedure in VMC conditions. Rather, they will generally be cleared for a visual 
approach. However, as a public, published procedure, the RNAV (GPS) RWY 4L procedure is 
available for advisory use by flight crews in VMC and may be flown on an ad-hoc basis by flight 
crews desiring additional lateral and vertical guidance to the runway upon receiving clearance to 
execute a visual approach. The Final EA emphasizes that advisory use of the procedure in VMC 
is at the discretion of the flight crew once they are cleared for a visual approach. 

LETTER-3-63 
The JetBlue Special Procedure was originally evaluated under NEPA, and a categorical exclusion 
(CATEX) was issued in 2013. However, the JetBlue Special Procedure has been subject to a 
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Notice to Airmen (NOTAM) rendering it not authorized for use since 2014. There are currently no 
plans to cancel the NOTAM or otherwise approve the procedure for further use. 

When an aircraft is approved for a visual approach, ATC does not control the path that the flight 
crew uses to approach the runway at that point. The crew is left to approach at their own 
discretion. JetBlue aircraft, as well as any other aircraft, are allowed to utilize instrument approach 
guidance on a visual approach if they choose to do so. This includes FMS-constructed 
approaches – as long as there are no aspects of the approach that conflict with ATC instructions, 
approaches can be flown in any reasonable manner necessary for the flight crew to execute a 
safe landing.  JetBlue aircraft, and all other aircraft, will be able to fly existing arrival procedures 
into the Airport and if the Proposed Action is approved, they will also be able to fly the RNAV 
(GPS) RWY 4L procedure. 

LETTER-3-64 
The AEDT model has been used for environmental review of air traffic noise and emissions 
impacts since 2012, and is used for 14 CFR Part 150 Studies, NEPA EAs, and NEPA EISs. AEDT 
contains noise data for simulating over 4,000 different aircraft types and is FAA’s approved model 
for simulating noise from aircraft on all types of activity at commercial airports.  

AEDT includes a series of “standard” arrival and departure profiles for use in the model. The 
RNAV (GPS) RWY 4L procedure specifies minimum altitude restrictions at coded 
waypoints. These altitude restrictions were implemented on the representative backbones as 
AEDT “at-or-above” control codes which instruct AEDT to model standard profile arrivals as 
long as the control code restrictions are met. The above information is stated in the Noise 
Technical Modeling Report of the 2020 Draft EA. 

LETTER-3-65 
Noise modeling allows the FAA to estimate noise levels over a wide geographic area. Modeling 
also allows the FAA to estimate noise levels of future aircraft operations. The FAA is required to 
use noise modeling, rather than noise measurements per FAA Order 1050.1F. In order to simulate 
the same fidelity of modeling using noise monitors, one would need thousands of noise monitors 
across the GSA. For information about the complete noise analysis, see the Noise Modeling 
Technical Report in the Appendix of the 2020 Draft EA. 

LETTER-3-66 
The commenter quotes text from the 2016 IER that was included in an Appendix of the 2020 Draft 
EA for historical context.  The 2016 IER that is quoted has no material relevance to the technical 
analysis 2020 Draft EA. 

Secondarily, the commenter requests that the methodology be modified to incorporate pollutant 
monitoring.  Such an approach would aggregate aircraft emissions with emissions from all 
surrounding pollution sources, obfuscating any understanding of the impacts of aircraft.  Further, 
such data would provide little insight into the changes in air quality resulting from the Proposed 
Action.  FAA has chosen to perform the air quality analysis consistent with the methodology 
prescribed in FAA Order 1050.1F. 

LETTER-3-67 
Pilots are responsible for the safe operation of their aircraft and when cleared for a visual 
approach, the pilot is free to use whatever tools, including the Flight Management system (FMS), 
they feel are necessary.  Pilots do not report to FAA on their use of an FMS, thus FAA has no 
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ability to estimate how often it occurs.  In response to public comments, the FAA prepared a 
sensitivity analysis using a very aggressive usage scenario, which is included in Appendix B to 
the Final EA. Even in that aggressive scenario, which assumed all arriving aircraft to Runway 4L 
would use the RNAV (GPS) RWY 4L procedure, there were no reportable or significant noise 
increases. The largest increase observed at any population centroid was an increase of DNL 2.2 
dB. The FAA believes its original assumptions were reasonable; however, this modeling effort in 
response to public comments demonstrates that even if more aircraft use the procedure, it would 
not cause a reportable or significant noise change. 

LETTER-3-68 
DNL is the noise metric required by the FAA for NEPA studies. DNL includes the cumulative noise 
generated by multiple aircraft operations, with an additional weighting for operations occurring at 
night (10:00:00 pm to 6:59:59 am) to account for the increased sensitivity of communities to noise 
occurring at night.  DNL analysis may also be supplemented on a case-by-case basis to better 
characterize specific noise impacts, but the noise analysis showed that the Proposed Action does 
not have an appreciable effect in the noise exposure ranges associated with local communities. 
The data supporting this statement can be found in Table 4.6-3 of the 2020 Draft EA. 

FAA does not intend to use any supplemental metrics as part of this environmental assessment. 

LETTER-3-69 
An additional discussion of logarithmic sound and a corresponding sound levels figure has been 
added to the Final environmental assessment. This exact point about the logarithmic nature of 
noise was also made on the project website within the Aircraft Noise Overview, “Sound energy 
is measured in decibels (dB) on a logarithmic scale, which means a 70 dB noise event has 10 
times as much energy as a 60 dB event.” 

LETTER-3-70 
Table 4.6-3 in Chapter 4 of the 2020 Draft EA summarizes the DNL exposure ranges for both the 
No-Action and the Proposed Action Alternatives in noise sensitive communities south of the 
Airport.  

LETTER-3-71 
Analysis of the baseline year showed that Runway 4L approaches comprised approximately 6.4% 
of all approaches at the Airport, while Runway 4R approaches comprised 29.6% of all 
approaches, which is consistent with Massachusetts Port Authority (Massport) figures.  

The purpose of this environmental assessment is to evaluate the environmental impacts of 
implementing the RNAV (GPS) RWY 4L procedure at the Airport. Listing a series of individual 
events and their noise levels over a specific portion of the GSA is not consistent with an evaluation 
of the Proposed Action.  DNL is the noise metric required by the FAA for NEPA studies in 
accordance with the regulations summarized in FAA Order 1050.1F. DNL includes the cumulative 
noise generated by multiple aircraft operations, with an additional weighting for operations 
occurring at night (10:00:00 pm to 6:59:59 am) to account for the increased sensitivity of 
communities to noise occurring at night. DNL analysis may also be supplemented on a case-by-
case basis, but the Proposed Action will have a limited impact on operations at BOS and the noise 
analysis using FAA’s standard model showed that the Proposed Action does not have an 
appreciable effect in the noise exposure ranges associated with local communities or resources. 
The data supporting this statement can be found in Table 4.6-3 of the 2020 Draft EA. 
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LETTER 3-72 

DNL is the noise metric required by the FAA for NEPA studies. DNL includes the cumulative noise 
generated by multiple aircraft operations, with an additional weighting for operations occurring at 
night (10:00:00 pm to 6:59:59 am) to account for the increased sensitivity of communities to noise 
occurring at night.  DNL analysis may also be supplemented on a case-by-case basis to better 
characterize specific noise impacts, but the noise analysis showed that the Proposed Action does 
not have an appreciable effect in the noise exposure ranges associated with local communities. 
The data supporting this statement can be found in Table 4.6-3 of the 2020 Draft EA. 

FAA does not intend to use any supplemental metrics as part of this environmental assessment. 

LETTER-3-73 
The request seeks noise analysis information that is not consistent with the FAA's DNL 
metric.  The DNL method measures average annual noise, not noise on specific days.  Modifying 
the graphics to conflate the 60 dB DNL significance threshold with an alternative noise 
measurement scheme would confuse the public and undermine the utility of this environmental 
assessment. 

LETTER-3-74 
Noise modeling allows the FAA to estimate noise levels over a wide geographic area. Modeling 
also allows the FAA to estimate noise levels of future aircraft operations. The FAA is required to 
use noise modeling, rather than noise measurements per FAA Order 1050.1F. To simulate the 
same fidelity of modeling using noise monitors, one would need thousands of noise monitors 
across the GSA. For information about the complete noise analysis, see the Noise Modeling 
Technical Report in the Appendix of the 2020 Draft EA. 

The lowering of landing gear is a factor that is considered with respect to the noise and air quality 
modeling of the Proposed Action. This parameter is contained within the standard Approach 
Profiles within AEDT. To quote from Appendix K.2.2.1 of the AEDT 3b User Manual in reference 
to approach profiles in the model: 

"The four Descend steps start at 6000, 3000, 1500, and 1000 feet AFE. They bring an airplane 
from zero-flaps configuration, terminal-area entrance speed, down to landing-gear/flaps 
configuration, final-approach speed." 

For further details regarding approach profiles and components of noise, please see the AEDT 
3b User Manual and the AEDT 3b Technical Manual. 

LETTER-3-75 
Any Wake Turbulence Recategorization that increases national airspace capacity is speculative, 
particularly an extrapolation of how it would be applied at the Airport.  Thus, it is beyond the scope 
of this environmental assessment. 

It is important to note that the primary efficiency benefit of the Proposed Action is to increase the 
AAR by about four aircraft per hour during IMC conditions in a Northeast flow.   Any future wake 
recategorization would most likely affect arrivals during VMC conditions where the AAR is 
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generally greater than the demand of incoming aircraft.  As such, these two actions are 
fundamentally independent as they have impacts with minimal temporal overlaps. 

LETTER-3-76 
The lowering of landing gear is a factor that is considered with respect to the noise and air quality 
modeling of the Proposed Action. This parameter is contained within the standard Approach 
Profiles within AEDT. To quote from Appendix K.2.2.1 of the AEDT User Manual in reference to 
approach profiles in the model: 

"The four Descend steps start at 6000, 3000, 1500, and 1000 feet AFE. They bring an airplane 
from zero-flaps configuration, terminal-area entrance speed, down to landing-gear/flaps 
configuration, final-approach speed." 

This section gives further detail and parameters about the approach profiles within AEDT but this 
quote notes that the landing gear deployment is considered within AEDT. 

LETTER-3-77 
Comment Noted. The FAA indicated to elected officials that their questions would be considered 
as comments to the 2020 Draft EA and would be answered as part of the Final EA. 

LETTER-3-78 
Order 1050.1F does not require public meetings, workshops, or other engagement in the 
preparation of a draft environmental assessment.  While there are differences between virtual and 
in-person communication, the public outreach program in this environmental assessment far 
exceeded requirements.  FAA chose to put resources into engaging the community so they could 
better understand the safety and efficiency benefits of the Proposed Action.  Further, by using a 
virtual platform, the questions and responses are preserved for the public to review at their 
leisure.    

LETTER-3-79 
Comment Noted. The Environmental Justice Environmental Consequences can be found in 
Section 4.7 of the Final EA. Please also see Section 3.4.7 of the 2020 Draft EA. 

LETTER-3-80 
The JetBlue Special Procedure was originally evaluated under NEPA, and a categorical exclusion 
(CATEX) was issued in 2013. However, the JetBlue Special Procedure has been subject to a 
NOTAM rendering it not authorized for use since 2014. There are no current plans to cancel the 
NOTAM or otherwise approve the procedure for further use.  JetBlue aircraft, along with all other 
aircraft, were modeled as flying the current suite of procedures available at the Airport in the No- 
Action Alternative. In VMC, these aircraft will largely fly as they are today, while in IMC, a portion 
of them will be assigned the RNAV (GPS) RWY 4L approach. 

When an aircraft is approved for a visual approach, ATC does not control the path that the flight 
crew uses to approach the runway at that point. The crew is left to approach at their own 
discretion. JetBlue aircraft, as well as any other aircraft, are allowed to utilize instrument 
approach guidance on a visual approach if they choose to do so. JetBlue aircraft, and all other 
aircraft, will be able to fly the existing arrival procedures to the Airport and if the Proposed Action 
is approved, they will also be able to fly the Proposed Action. 
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LETTER-3-81 
When an aircraft is approved for a visual approach, ATC does not control the path that the flight 
crew uses to approach the runway at that point. The crew is left to approach at their own discretion 
and can use any available instrument approach guidance to do so. If a procedure is available but 
not authorized, it is available for use, but cannot be assigned by ATC. The JetBlue Special 
Procedure is not authorized, so any use of it would be determined by individual flight crews and 
utilized for the purpose of providing that crew an additional source of vertical and lateral guidance. 
To reiterate - this scenario could only take place during VMC and after receiving clearance to 
execute a visual approach to Runway 4L. 

The environmental model incorporated all the different visual transitions to Runway 4L 
associated with the No-Action Alternative. These visual transitions are not expected to change 
regardless of whether or not the RNAV (GPS) RWY 4L procedure is implemented. As a result, 
any potential or actual advisory use of the JetBlue Special Procedure taking place in the No- 
Action Alternative also takes place in the Proposed Action Alternative. 

LETTER-3-82 
The JetBlue Special Procedure has been subject to a NOTAM and has not been authorized for 
use since 2014. There are no current plans to cancel the NOTAM or otherwise approve the 
procedure for use. JetBlue aircraft were modeled as flying the current suite of procedures 
available at the Airport.  

The change in the number of operations overflying Mattapan is expected to be limited to a 
fraction of the 359 additional net annual operations to Runway 4L if the Proposed 
Action were implemented.  However, the purpose of this Proposed Action is to 
increase safety by implementing the RNAV (GPS) RWY 4L procedure at the Airport. Analysis 
of the number of flights overflying any particular neighborhood or town is not within the 
scope of environmental assessment.  As there are no reportable or significant noise 
increases associated with the Proposed Action, the FAA has determined there will not be 
any disproportionately high and adverse effects to environmental justice populations.  

LETTER-3-83 
The Proposed Action has been carefully developed through years of technical analysis.  No 
significant environmental impacts were identified as part of this environmental assessment, a 
reflection of the iterative development of the Proposed Action.  The 2016 IER contained in an 
Appendix to the 2020 Draft EA provides historical context showing how the Proposed Action has 
evolved and has been tailored to minimize environmental impacts. 

LETTER-3-84 
This comment succinctly identifies the safety benefit of the Proposed Action.  The ILS RWY 15R 
transition to Runway 4L approach is not expected to be actively assigned after the implementation 
of the RNAV (GPS) RWY 4L procedure. However, it may remain an authorized procedure for the 
benefit of a very limited number of aircraft that are not GPS-equipped and cannot use the 
RNAV (GPS) RWY 4L procedure for additional lateral and vertical guidance during marginal 
VMC.  The visual approach to Runway 4L after conducting an ILS approach to Runway 15R will 
continue to be in use but will not have an ASDE alert system in place for aircraft flying it, which 
means ATC personnel will not have a non-visual means of determining if an aircraft flying this 
procedure is incorrectly lined up to land on a taxiway. 
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The ability to implement an alternative procedure that can handle the small, maneuverable 
aircraft that use this procedure would represent a safety benefit to the Airport. When an 
aircraft is executing a visual approach during marginal VMC conditions, aircraft that lose sight 
of the runway during a visual approach must execute the missed approach procedure. If visibility 
and/or ceiling conditions approach VMC minimums, the possibility of aircraft conducting visual 
approaches having to execute missed approaches due to losing sight of the runway or 
encountering localized areas of IMC often necessitates use of instrument procedures.   If 
the Proposed Action is implemented, safety concerns associated with the ILS RWY 15R 
transition to Runway 4L approach would largely be allayed as the RNAV (GPS) RWY 4L 
procedure would present another option in marginal VMC for aircraft that are equipped to utilize it.   

LETTER-4 
COMMENT 
NOTE:  The following letters were received as an Appendix to Letter 3 and did not contain any 
direct comments on the Draft Environmental Assessment. 
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RESPONSE 

The above letters represent previous correspondence between local and state officials and FAA 
New England Region officials regarding the RNAV (GPS) RWY 4L Draft EA, including additional 
correspondence where necessary to provide additional context. These inquiries have been 
previously responded to by FAA New England Region officials and are provided only for 
informational purposes.   

Boston Logan RNAV (GPS) RWY 4L 
Final Environmental Assessment 

Appendix I-182 RoVolus/ESA/Jacobsen Daniels 
           May 2022 



WEBSITE-1 
COMMENT 

RESPONSE 
WEBSITE-1-1 
The Federal Aviation Administration (FAA) has committed to determine if there are significant 
environmental impacts associated with implementing the RNAV (GPS) RWY 4L procedure at 
Boston Logan International Airport (the Airport).  The addition of an Area Navigation (RNAV) 
Global Positioning System (GPS) procedure into Runway 4L will enhance the safety of operations 
at Boston Logan International Airport (the Airport) as described in the Purpose & Need for the 
procedure, which is fully described in Section 1.2 of the 2020 Draft Environmental Assessment 
(2020 Draft EA). The environmental impact on sites near the flight path is an important aspect of 
the 2020 Draft EA; the three schools mentioned are all within the General Study Area (GSA) and 
were assessed as part of the environmental analysis.  

The specific noise impact of the Proposed Action on Milton Academy can be found in the 2020 
Draft EA and on the project website (https://faabostonworkshops.com/noise-visualization/) as the 
Milton Academy buildings are considered historical resources.  
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The RNAV (GPS) RWY 4L procedure will generally be in use only during poor or marginal weather 
and is anticipated to result in an additional 255 flights per year that were previously delayed or 
canceled during poor weather conditions as well as 104 arrivals that would shift from Runway 4R 
due to reduced delays on Runway 4L during IMC. Additionally, the RNAV (GPS) RWY 4L 
procedure is anticipated to serve those flights that currently use the ILS RWY 15R approach to 
transition to a left downwind for Runway 4L in marginal weather conditions. These 594 annual 
flights already use Runway 4L but are anticipated to use the RNAV (GPS) RWY 4L procedure in 
the future during marginal weather conditions. None of these changes are expected to cause a 
significant noise increase under the requirements given in FAA Order 1050.1F.  

The addition of dispersed arrivals was not an alternative that was considered as part of the 2020 
Draft EA, as the purpose of the Proposed Action is limited to addressing the specific needs 
addressed in chapter 1 of the Final EA and is not expected to be used often. However, 
recommendations of this nature are being discussed by the Massachusetts Port Authority 
(Massport) Community Advisory Committee (CAC) in their ongoing work with the Massachusetts 
Institute of Technology (MIT) International Center for Air Transportation. Your comment on 
exploring this concept may be useful as they work to develop proposed changes to the Airport’s 
airspace. 
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WEBSITE-2 
COMMENT 

RESPONSE 
WEBSITE-2-1 
As part of the Environmental Assessment (EA), the noise impact of the Proposed Action was 
analyzed and was found to not have a significant impact in accordance with the guidance spelled 
out in Federal Aviation Administration (FAA) Order 1050.1F. The noise impact was calculated per 
the requirement in the regulations at census block locations throughout the General Study Area 
(GSA).1 These calculated values for the No Action and Proposed Action Alternatives can be 
reviewed on the Noise Visualization tab of the project website at FAABostonWorkshops.com.  

1 FAA Order 1050.1F, B-1.4, Environmental Consequences, 
https://www.faa.gov/documentLibrary/media/Order/FAA_Order_1050_1F.pdf, 
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At all the points across the GSA there were no significant or reportable noise impacts as spelled 
out in FAA Order 1050.1F. For more details on the noise modeling process, please consult the 
Noise Modeling Technical Report in the Appendix the 2020 Draft EA. 

WEBSITE-3 
COMMENT 

RESPONSE 
WEBSITE-3-1 
As part of this environmental assessment, the noise impact of the Proposed Action was analyzed 
using the DNL metric and was found to not have a significant impact in accordance with the 
guidance spelled out in FAA Order 1050.1F.  For more details on the noise modeling process and 
detailed methodology, please consult the Noise Modeling Technical Report in the Appendix of the 
2020 Draft EA. 

WEBSITE-4 
COMMENT 

RESPONSE 
WEBSITE-4-1 
Day-Night Average Sound Level (DNL) is the noise metric required by the Federal Aviation 
Administration (FAA) for National Environmental Policy Act (NEPA) studies. This metric includes 
the cumulative noise generated by the average aircraft operations across an entire year with an 
additional weighting for operations occurring at night (10 pm to 6:59:59 am) to account for the 
increased sensitivity of communities to noise occurring at night. 

The results of the noise analysis completed for the Environmental Assessment (EA) indicate that 
there would be no significant noise impact as a result of implementing the Proposed Action. For 
more details on the noise modeling process and detailed methodology, please consult the Noise 
Modeling Technical Report in the Appendix of the 2020 Draft EA. 
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WEBSITE-5 
COMMENT 
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RESPONSE 
WEBSITE-5-1 
The Federal Aviation Administration (FAA) has committed to determine if there are significant 
environmental impacts associated with implementing the RNAV (GPS) RWY 4L procedure at 
Boston Logan International Airport (the Airport). To that end, an environmental assessment has 
been conducted in accordance with the guidance in FAA Order 1050.1F. The purpose of this 
environmental assessment is to evaluate environmental changes attributable to implementing the 
RNAV (GPS) RWY 4L procedure at an airport with a considerable amount of existing traffic. That 
existing traffic is used to establish a baseline scenario with which to compare the effects of 
implementing the new procedure. However, the FAA does not control scheduling at the Airport 
which is not currently constrained or slot-controlled based on sufficient runway capacity.  The 
airlines control scheduling and typically adjust it based on demand. Until the Airport is constrained 
in terms of runway capacity and ground infrastructure as demand continues to rise, airlines and 
other non-airline users will be able to freely add flights if desired.  

Consistent with the FAA’s mission to provide the safest, most efficient aerospace system in the 
world, as well as to satisfy the need to provide vertical and horizontal guidance to the runway, 
another purpose of this project is to enhance safety. The implementation of the RNAV (GPS) 
RWY 4L procedure will enhance safety by providing vertical and lateral guidance to the runway 
and is not intended to change the distribution of aircraft arriving to Runway 4L. 

WEBSITE-6 
COMMENT 

RESPONSE 
WEBSITE-6-1 
The Federal Aviation Administration (FAA) has committed to determine if there are significant 
environmental impacts associated with implementing the RNAV (GPS) RWY 4L procedure at 
Boston Logan International Airport (the Airport). The purpose of this environmental assessment 
is to evaluate the implementation of the RNAV (GPS) RWY 4L approach at the Airport and 
compare noise exposure with this procedure active to noise exposure as it exists today. As 
described in the Purpose and Need chapter, this procedure is needed to enhance the safety of 
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operations at the Airport. This environmental assessment is of limited scope – the evaluation of 
noise impacts is limited to those that would not be there in the absence of the proposed procedure. 
Noise and air quality evaluations show that there are not any impacts associated with this 
procedure reaching (or even approaching) thresholds of significance or reportability as defined in 
FAA Order 1050.1F. 

WEBSITE-7 
COMMENT 

RESPONSE 
WEBSITE-7-1 
The Federal Aviation Administration (FAA) has committed to determine if there are significant 
environmental impacts associated with implementing the RNAV (GPS) RWY 4L procedure at 
Boston Logan International Airport (the Airport).  Consistent with the FAA’s mission to provide the 
safest, most efficient aerospace system in the world, as well as to satisfy the need to provide 
vertical and horizontal guidance to the runway, another purpose of this project is to enhance 
safety. The implementation of the RNAV (GPS) RWY 4L procedure will enhance safety by 
providing vertical and lateral guidance to the runway and is not intended to change the distribution 
of aircraft arriving to Runway 4L nor will it appreciably change the availability of Runway 4L for 
landings, except during periods of Instrument Meteorological Conditions (IMC) when the Airport 
is in the Northeast configuration. 
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WEBSITE-8 
COMMENT 
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RESPONSE 
WEBSITE-8-1 
The Federal Aviation Administration (FAA) has committed to determine if there are significant 
environmental impacts associated with implementing the RNAV (GPS) RWY 4L procedure at 
Boston Logan International Airport (the Airport) The implementation of the RNAV (GPS) RWY 4L 
procedure will allow a small number of additional arrivals to Runway 4L as it will now be able to 
handle aircraft during Instrument Meteorological Conditions (IMC), which it cannot today. 
However, the Airport only experiences IMC a small percentage of the time - when the airport is 
experiencing Visual Meteorological Conditions (VMC) the operational regime will remain identical 
to today. It is anticipated that only a small number of aircraft will shift to Runway 4L from Runway 
4R.  
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The Runway 4L left downwind approach during VMC is only assigned when required 
operationally. The implementation of the RNAV (GPS) RWY 4L procedure is not expected to 
appreciably change this operational regime. The Proposed Action is anticipated to result in a net 
increase in arrivals, as approximately 255 fewer scheduled arrivals will need to be cancelled when 
the 4L RNAV procedure is implemented. Please see Appendix B of the 2020 Draft EA for 
additional information regarding expected operational changes associated with the Proposed 
Action.  

WEBSITE-9 
COMMENT 

RESPONSE 
WEBSITE-9-1 
The purpose of this environmental assessment is to evaluate the implementation of the RNAV 
(GPS) RWY 4L procedure at Boston Logan International Airport (the Airport) and compare noise 
exposure with this procedure active to noise exposure as it exists today. As described in the 
Purpose and Need chapter of 2020 Draft EA this procedure is needed to enhance the safety of 
operations at the Airport. 

WEBSITE-10 
COMMENT 
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RESPONSE 
WEBSITE-10-1 
The purpose of the Federal Aviation Administration (FAA) developing this procedure at Boston 
Logan International Airport (the Airport) is to meet the need of providing vertical and horizontal 
guidance to aircraft arriving on Runway 4L, as it is one of the few runways at a major hub airport 
in the United States that does not have this safety-enhancing capability. Implementing the RNAV 
(GPS) RWY 4L procedure will not result in a large number of arrivals moving from Runway 4R to 
Runway 4L--the only difference that is planned with respect to today's operations is that during 
times of poor weather, Runway 4L will not be closed to traffic as it is today. As a result, an 
additional 359 aircraft per year are anticipated to use Runway 4L for arrivals when compared with 
today, 104 of which would have previously used Runway 4R after a delay or would have 
previously been canceled outright.  

During good weather, the left downwind approach to Runway 4L is regularly used, but to use it 
for all aircraft arriving from the north would be unnecessarily complex operationally particularly 
during gusty conditions.  

Regarding utilizing a 15-degree offset angle, FAA Order 8260.58B, United States Standard for 
Performance Based Navigation (PBN) Instrument Procedure Design, allows for an approach 
course to be offset between a Precision Final Approach Fix (PFAF) and the Landing Threshold 
Point (LTP)/Fictitious Threshold Point (FTP). 

A 15-degree offset is allowed for an approach that has Lateral Navigation with Vertical Guidance 
(LNAV/VNAV) approach minimums. The limits to this are that the approach course does not line 
up with the centerline of the runway causing increased weather minimums. The approach course 
must cross the runway centerline at least 3,000 feet and no more than 5,200 feet prior to the LTP.  

Additionally, the Obstacle Evaluation Area (OEA) for this segment of the approach would 
encroach closer to city buildings, potentially causing higher weather minimums. The OEA inside 
of the PFAF is 1.8 nautical miles wide. 

The FAA intends to create the most effective approach possible with the lowest weather 
minimums allowed by criteria that all pilots are capable of flying. In this case it is an Area 
Navigation (RNAV) (GPS) approach that has Localizer Performance with Vertical Guidance 
(LPV). An approach course with LPV minimums is allowed to have a course offset of up to 3.0 
degrees. 

To be more effective, the ability to use the RNAV (GPS) RWY 4L procedure while conducting ILS 
RWY 4R approaches has been explored. Up until 2008, centerlines of parallel runways were 
required to be separated by at least 2,500 feet for aircraft to conduct simultaneous approaches to 
those runways. Runway 4R and Runway 4L are separated by only 1,500 feet at the Airport.  

In 2008, the FAA implemented procedures for conducting simultaneous approaches to closely 
spaced parallel runways (CSPR), defined as runways with centerlines that are separated by less 
than 2,500 feet. Since then, procedures have been written to conduct Simultaneous Offset 
Instrument Approaches (SOIA) to reduce the potential for wake turbulence encounters with 
aircraft conducting approaches to the parallel runway. The allowed offset for SOIA is up to 3.0 
degrees. 
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While studying all the requirements for conducting approaches to CSPR and SOIA, it was 
determined that using 2.0 degrees would allow for wake turbulence avoidance and limit the 
amount of compression that would be experienced when the aircraft conducting the approach to 
Runway 4L at the Airport was making up the extra distance to the runway caused by the offset 
angle. Thus, 2.0 degrees was chosen as the offset angle for the RNAV (GPS) RWY 4L approach. 

WEBSITE-11 
COMMENT 

RESPONSE 
WEBSITE-11-1 
The operational regime of Boston Logan International Airport (the Airport) is not expected to 
change at all when there is good weather at the Airport. The only change will happen when 
weather is marginal or poor (and the Airport is in the Northeast configuration) and the availability 
of the RNAV (GPS) RWY 4L procedure will enable arrivals to that runway. This does not happen 
particularly often, and the Federal Aviation Administration (FAA) has estimated that this will result 
in an additional 359 arrivals per year to Runway 4L, or an average of less than one per day. 

The purpose of the FAA developing this procedure is to meet the need of providing vertical and 
horizontal guidance to aircraft arriving on Runway 4L, as it is one of the few runways at a major 
hub airport in the United States that does not have this safety-enhancing capability. Attempting to 
route additional flights over water, particularly in the area surrounding Boston Harbor to the south 
of Runway 4L and Runway 4R, has multiple potential safety issues including the lack of vertical 
and horizontal guidance to the runways, the presence of tall vessels in the harbor, additional Air 
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Traffic Control (ATC) complexity, and the increased low-altitude maneuvering required for large 
commercial aircraft.  

This procedure will not result in changes to traffic patterns to and from other runways at the 
Airport, including arrivals to Runway 4L and departures from Runway 27 and Runway 33. 

WEBSITE-12 
COMMENT 

RESPONSE 
WEBSITE-12-1 
The implementation of the proposed RNAV (GPS) RWY 4L procedure is anticipated to result in 
359 additional arrivals per year to Runway 4L, or an average of less than one per 
day. Additionally, the FAA is not adding another distinct flight path. Consistent with the FAA’s 
mission to provide the safest, most efficient aerospace system in the world, as well as to satisfy 
the need to provide vertical and horizontal guidance to the runway, the purpose of this project is 
to enhance safety. The implementation of the RNAV (GPS) RWY 4L procedure will enhance 
safety by providing predictable instrument guidance to the runway. Areas near the Airport that 
underlie the Runway 4L approach path are already being heavily overflown by both arrivals and 
departures, and other than the additional 255 arrival operations that are estimated to use Runway 
4L annually (as well as their corresponding departures), the Airport is expected to operate largely 
as it does today. 
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WEBSITE-14 
COMMENT 

Website-14-1 
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Website-14-4 

Website-14-2 

Website-14-3 
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RESPONSE 
WEBSITE-14-1 
The activity on Runways 4L and 4R was considered and simulated as part of the noise analysis 
in this environmental assessment. When considering the environmental impact of the Proposed 
Action, two alternatives were prepared: a No-Action Alternative and a Proposed Action 
Alternative. Both alternatives include the activity on all runways at the Airport with the Proposed 
Action Alternative only adding activity resulting from the Proposed Action to the environmental 
analysis. The Proposed Action Alternative considers the impact of the Proposed Action in addition 
to the already existing activity at the Airport. 
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The cumulative impacts section was written to identify and analyze projects that would possibly 
have a collectively significant impact when considered together with the Proposed Action. An 
analysis of the noise generated by aircraft since the implementation of RNAV procedures 
implemented in 2012 was not within the scope of this environmental assessment. 

DNL is the noise metric required by the FAA for NEPA studies. DNL includes the cumulative noise 
generated by multiple aircraft operations, with an additional weighting for operations occurring at 
night (10:00:00 pm to 6:59:59 am) to account for the increased sensitivity of communities to noise 
occurring at night. DNL analysis may also be supplemented on a case-by-case basis to better 
characterize specific noise impacts, but the analysis showed that the Proposed Action does not 
have an appreciable effect in the noise exposure ranges associated with local communities. The 
data supporting this statement can be found in Table 4.6-3 of the 2020 Draft EA. 

WEBSITE-14-2 
Noise modeling allows the FAA to estimate noise levels over a wide geographic area. Modeling 
also allows the FAA to estimate noise levels of future aircraft operations. The FAA is required to 
use noise modeling, rather than noise measurements, per FAA Order 1050.1F. To simulate the 
same fidelity of modeling using noise monitors, one would need thousands of noise monitors 
across the GSA. Further information about the complete noise analysis can be found in the Noise 
Modeling Technical Report contained in the 2020 Draft EA Appendix. 

WEBSITE-14-3 
Fine particulate matter (PM2.5), consists of fine inhalable particles with diameters that are 
generally 2.5 microns and smaller. Exposure to such particles can affect human cardiovascular 
and respiratory systems. The counties within the GSA are found to be in Attainment with the 
current PM2.5 standard. (Environmental Protection Agency Greenbook, 2020). The Air Quality 
section of the 2020 Draft EA identifies the emissions for the No Action Alternative and Proposed 
Action Alternative up to the mixing height in accordance with FAA regulations--mixing height is 
the top of the vertical region of the atmosphere in which pollutant mixing occurs and affects 
ground level concentrations. The net change in PM2.5 emissions between the No Action and 
Proposed Action Alternatives is due to the small increase in net annual operations modeled as 
part of the Proposed Action. 

WEBSITE-14-4 
The purpose of the environmental assessment is to evaluate the impacts of implementing the 
RNAV (GPS) RWY 4L procedure at Boston Logan International Airport (the Airport). Based on 
reasonable assumptions to how this implementation would affect existing air traffic at the Airport, 
it was found that a comparatively low number of flights will be newly using this procedure because 
it will only be assigned during times of marginal Visual Meteorological Conditions (marginal VMC) 
or Instrument Meteorological Conditions (IMC). The only other aircraft that will be using this 
procedure are those that currently use the ILS RWY 15R procedure and then transition to a left-
downwind approach to Runway 4L. Everything else will be using the current procedures - the 
operations will not change during VMC that occur at the Airport the most time.  

Modeling associated with this procedure showed very little change in Day-Night Average Sound 
Level (DNL) exposure at any of the population centroids within the General Study Area (GSA). If 
the model had showed significant or reportable impacts, or if any centroids had even approached 
the thresholds of significance or reportability, a case for an Environmental Impact Statement (EIS) 
might be considered. This study did not meet either of those criteria.  
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Aerodynamic improvements that could reduce noise exposure have other impacts which must be 
considered before FAA would take action and are beyond the scope of this environmental 
assessment.  

Aircraft that fly the RNAV (GPS) RWY 4L procedure will usually approach the Airport at a higher 
altitude than those that use the visual approach to Runway 4L as the former approach has a 
higher glide path angle (GPA) than the latter. The RNAV (GPS) RWY 4L approach will use a 3.1-
degree GPA while visual approach aids to the runway assume a 3.0-degree GPA. While flying a 
higher approach at times is feasible in VMC, the ability to do so is primarily dictated by individual 
aircraft performance, weather, and air traffic considerations. Passenger comfort is another factor. 
Maintaining a stabilized approach to the runway is critical to a safe landing and asking aircraft to 
fly higher reduces pilot response time and has the potential to introduce additional risk. 

The Federal Aviation Administration (FAA) is consistently examining and identifying regulatory 
and operational changes (i.e. the requirement for vortex generators, altitude changes, etc.) that 
can be made to promote reductions in aircraft noise and other environmental impacts.  However, 
these regulatory changes are beyond the scope of this EA, which intends to evaluate the 
environmental effects of implementing the RNAV (GPS) RWY 4L procedure at the Airport.  

WEBSITE-15 
COMMENT 

RESPONSE 
WEBSITE-15-1 
The Federal Aviation Administration (FAA) expects the RNAV (GPS) RWY 4L procedure to have 
a limited role, as its primary use will be during Instrument Meteorological Conditions (IMC) and 
only when Boston Logan International Airport (the Airport) is in a Northeast configuration. In these 
conditions, the procedure will greatly benefit arrival flow at the Airport and reduce delays. While it 
is not anticipated that the new procedure will reduce noise or emissions, they are not expected to 
significantly increase due to its implementation. 
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WEBSITE-16 
COMMENT 

RESPONSE 
WEBSITE-16-1 
The Federal Aviation Administration (FAA) does not control the scheduling of flights at Boston 
Logan International Airport (the Airport), as the Airport is not currently constrained in terms of 
airspace or runway capacity during normal operations. The implementation of the RNAV (GPS) 
RWY 4L procedure will reduce delays at the Airport during times of poor weather conditions and 
when wind conditions dictate a Northeast configuration. In the FAA’s Proposed Action Alternative, 
the noise impact of 359 additional annual arrivals to Runway 4L is modeled. The additional arrivals 
are as a result of reduced delay in Instrument Meteorological (IMC) conditions as well as 594 
arrivals that will utilize the RNAV (GPS) RWY 4L procedure instead of the ILS RWY 15R transition 
to Runway 4L during marginal Visual Meteorological Conditions (marginal VMC). The 359 annual 
arrivals include an estimated 255 new arrivals that would have otherwise been canceled as well 
as 104 arrivals that would shift from Runway 4R due to reduced delays on Runway 4L during 
IMC. Other than 255 additional departures (to offset additional arrivals), all other traffic is assumed 
to fly as it does today, as the implementation of this procedure is not anticipated to change 
anything about the operational regime of the Airport during any other conditions, including VMC 
and when the Airport is in another airfield (runway use) configuration. In addition, this procedure 
overlies an area of existing arrivals to Runway 4L and is not expected to result in the overflight of 
new areas on approach. 

WEBSITE-17 
COMMENTS 
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RESPONSE 
WEBSITE-17-1 
At Boston Logan International Airport (the Airport), the area over which the RNAV (GPS) RWY 4L 
procedure is proposed to be implemented is currently heavily overflown by traffic landing on 
Runway 4L, and 359 additional annual arrivals to Runway 4L (104 of which are anticipated to 
consist of aircraft that would currently arrive to Runway 4R but can now use Runway 4L due to a 
reduction in runway delay) are anticipated to use the new procedure. In the context of the total 
number of arrivals to Runway 4L and Runway 4R, it is a comparatively small amount, which is 
reflected by the small changes in total post-implementation noise exposure modeled in the 
General Study Area (GSA).  

Consistent with the Federal Aviation Administration (FAA)’s mission to provide the safest, most 
efficient aerospace system in the world, as well as to satisfy the need to provide vertical and 
horizontal guidance to the runway, the primary purpose of this project is to enhance safety. The 
implementation of the RNAV (GPS) RWY 4L procedure will enhance safety by providing aircraft 
lateral and vertical navigation to the runway during Instrument Meteorological Conditions (IMC). 
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WEBSITE-18 
COMMENT 
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RESPONSE 
WEBSITE-18-1 
As part of this environmental assessment, the Federal Aviation Administration (FAA) has 
committed to determine if there are significant environmental impacts associated with 
implementing the RNAV (GPS) RWY 4L procedure at Boston Logan International Airport (the 
Airport). Analysis has shown that there is very little change in noise exposure attributable to the 
implementation of the Proposed Action. Having the majority of aircraft landing over the ocean is 
not possible when the Airport is forced to be in the Northeast configuration due to weather and 
operational considerations, including taxiway geometry and airspace usage issues. 

Additionally, the FAA does not control airline scheduling – as the Airport is not slot-controlled, 
airlines can freely schedule flights based on demand.  
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WEBSITE-19 
COMMENT 

Boston Logan RNAV (GPS) RWY 4L 
Final Environmental Assessment 

Appendix I-205 RoVolus/ESA/Jacobsen Daniels 
           May 2022 



RESPONSE 
WEBSITE-19-1 
Operationally, it is not possible to route all traffic over water and avoid communities surrounding 
Boston Logan International Airport (the Airport). The purpose of this environmental assessment 
is to evaluate the implementation of the RNAV (GPS) RWY 4L procedure at the Airport and 
compare noise exposure with this procedure active to noise exposure as it exists today. As 
described in the Purpose and Need chapter, this procedure is needed to enhance the safety of 
operations at the Airport. Noise and air quality evaluations show that there are not any impacts 
associated with this procedure reaching (or even approaching) thresholds of significance or 
reportability as defined in Federal Aviation Administration (FAA) Order 1050.1F. Dismantling the 
precision departures and approaches at the Airport, rerouting aircraft, and adding night 
restrictions are beyond the scope of this environmental assessment. 
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