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indicated that approximately 85 
percent of the aircraft arrive and depart 
on Runway 26. 

FLIGHT TRACKS 

Flight track data was derived from 
discussions with airport traffic 
controllers and airport users. These 
discussions were used to develop 
consolidated flight tracks which 
describe the average flight route 
corridors that lead to and from 
Camarillo Airport. 

Although the consolidated flight tracks 
appear as distinct paths, they actually 
represent average flight routes and 
illustrate the areas of the surrounding 
community where aircraft operations 
can be expected most often. At a highly 
utilized general aviation airport such as 
Camarillo Airport, aircraft traffic is 
expected over most areas around the 
airport. Air traffic density generally 
increases nearer the airport as it is 
funneled to and dispersed from the 
runway system. While the observed 
tracks indicated variances from track to 
track, there were readily discernable 
areas of common overflights. The 
consolidated tracks were developed to 
reflect these common patterns and to 
account for the inevitable flight track 
dispersions around the airport. 

Exhibit 2D illustrates the consolidated 
flight tracks used for modeling noise 
exposure generated by departing 
aircraft at Camarillo. The tracks 
indicated on the exhibit range in use by 
small to large general aviation aircraft. 
Typically, aircraft departing Camarillo 
Airport desire a north/northwest, 
east/northeast, or south/southeast 
departure route. 
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As depicted on the exhibit, aircraft 
departing Runway 8 with a 
north/northwest destination have 
various alternative routes. Some 
aircraft turn right after departure, gain 
altitude and maintain the airport traffic 

pattern through the downwind leg. 
Once the downwind leg is completed 
and the aircraft is traveling west past 
the Runway 8 threshold, the aircraft 
turns to the north/northwest. The 
exhibit also depicts a similar but 
expanded track · for use by larger 
business jet and turboprop aircraft. 
Small aircraft with a north/ 
northwesterly destination from Runway 
8 also turn left near Las Posas Road, 
circling back to the west then ultimately 
turning to the north/northwest. 
Aircraft departing Runway 8 with a 
east/northeast destination · depart 
straight out according to their 
instructed heading. Aircraft with south/ 
southeasterly destinations depart 
Runway 8 then turn to the south. 

Aircraft departing Runway 26 with a 
west, north, or westerly destination 
depart the runway and turn to their 
instructed heading. Aircraft with an 
easterly destination, especially larger 
aircraft, may elect to depart the 
runway, turn to the northwest, and turn 
back to the east in the vicinity of the 
Saticoy bridge. South, southeast, and 
easterly departures are generally 
accomplished with a left turn after 
departing Runway 26 and maintaining 
the airport traffic pattern. Aircraft then 
elect to depart from the airport traffic 
pattern at a desirable location. 

The consolidated arrival flight tracks for 
Camarillo Airport are presented on 
Exhibit 2E. Generally, the arrival 
tracks mirror the departing tracks with 
few exceptions. Aircraft arriving on 
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percentages were then used to assign 
the different aircraft types to the flight 
tracks. These assignments resulted in 
the majority of the traffic being 
assigned to the arrival east of the 
airport and departure tracks west of the 
airport. This is in keeping with the 
standard procedures at Camarillo. 
Helicopter traffic and touch-and-go 
traffic were also assigned to tracks 
based on the same methodology. 

To determine the specific number of air
craft assigned to any one flight track, a 
long series of calculations was 
performed. In general, the number of 
specific aircraft of one group was 
factored by runway utilization and 
flight track percentage. The process of 
track assignments continued until all 
operations, in all directions, by all types 
of aircraft using the airport had been 
evaluated. 

FLIGHT PROFILES 

The standard arrival profile used in the 
INM program is a three-degree 
approach. Conversations with air 
traffic controllers, the airport 
management, and the local FBO gave 
no indication that there was any 
variation on this standard procedure at 
Camarillo. Therefore, the standard 
approach included in the model was 
used as representative of local operating 
conditions. 

INM Version 5.1 which was used in this 
analysis actually computes the takeoff 
profiles based on the user-supplied 
airport elevation and the average 
annual temperature entries in the input 
batch. At Camarillo Airport, the 
elevation is 75 feet mean sea level 
(MSL) and the average annual 
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temperature is 65.8 degrees F. If other 
than standard conditions (temperature 
of 59 degrees F. and elevations of zero 
feet MSL) are specified by the user, the 
profile generator automatically 
computes the takeoff profiles using the 
airplane performance coefficients in the 
data base and the equations in the 
Society of Automotive Engineers 
Aerospace Information Report 1845 
(SAE/AIR 1845). 

The INM computes separate departure 
profiles (altitude at a specified distance 
from the airport with associated velocity 
and thrust settings) for each of the 
various types of aircraft using the 
airport 

INMOUTPUT 

Output data selected for calculation by 
the INM were annual average noise 
contours in CNEL. F.A.R. Part 150 
requires that 65, 70 and 75 CNEL 
contours must be mapped in the official 
Noise Exposure Maps. In addition, the 
60 CNEL noise contour is also mapped 
in this study as a guideline for future 
noise abatement and land use planning. 
This section .presents the results of the 
contour analysis for current and 
forecast noise exposure conditions, as 
developed from the Integrated Noise 
Model. 

1998NOISE 
EXPOSURE CONTOURS 

Exhibit 2G presents the plotted results 
of the INM contour analysis for 1998 
conditions using input data described in 
the preceding pages. The surface areas 
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