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PART I: THE PROCESS OF PREPARING MASTER PLAN STUDIES

Chapter 1 Introduction

101. PURPOSE AND APPLICATION

This Advisory Circular (AC) provides guidance for the preparation of master plans for all
airports. Its intenis to foster the development and adoption of a flexible approach to master
planning that devotes resources and attention to critical issues. Planners should tailor an
individual master plan to the unique conditions at the study airport. As a resuér piass for
individual airports will vary in what elements they include and in the level of detalil.

An airport master plan is a comprehensive study of an airport and usually describes the short
medium, and longterm development plans to meet futuveation demand. The category of
study that includes master plans and master plan updates can therefore be thought of as a
continuum that varies by level of detail and associated effort.

The elements of a master planning process will vary in complexitieaatiof detail, depending

on the size, function, issues, and problems of the individual airport. The technical steps

described in this AC are generally applicable, although each step should be undertaken only to
the extent necessary to produce a meduimqpyoduct for a specific airport. However, study

elements for large and/or complex airports may involve unique technical analyses beyond those
detailed in this AC. The sponsor, the spons
carefully prepare acope of work that reflects the circumstances of the individual airport.

102. INTENDED USERS

This publication is intended primarily for use by members of the aviation community, especially
those directly involved in preparing master plans: airport spenawport staff, airport

consultants, FAA representatives, and state aviation officials. It will also be useful to airport
board members; municipal officials; state, regional, and local planning personnel; and the
general public.

103. NEED FOR NEW GUIDANCE

Methods and techniques associated with airport master plan studies have evolved since the last
version of this AC was published in 1985. This update incorporates current industry methods
and procedures commonly employed in the preparation and do@tmerdf master plan

studies.

104. FUNCTION OF MASTER P LAN STUDIES

a. Airport master plans are prepared to support the modernization or expansion of existing
airports or the creation of a new airport
devebpment of the airport.
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b. The goal of a master plan is to provide the framework needed to guide future airport
development that will cosgffectively satisfy aviation demand, while considering

potential environmental and socioeconomic impacts. The FAA dyrengourages that
planners consider the possible environmental and socioeconomic costs associated with
alternative development concepts, and the possible means of avoiding, minimizing, or
mitigating impacts to sensitive resources at the appropriatedeudetail for facilities
planning.

105.

Each master plan should meet the following objectives:

1)
2)

3)

4)

5)
6)

7)

8)

9)

Document the issues that the proposed development will address.

Justify the proposed development through the technical, economic, and
environmental investigation abncepts and alternatives.

Provide an effective graphic presentation of the development of the airport and
anticipated land uses in the vicinity of the airport.

Establish a realistic schedule for the implementation of the development proposed in
the planparticularly the shofterm capital improvement program.

Propose an achievable financial plan to support the implementation schedule.

Provide sufficient project definition and detail for subsequent environmental
evaluations that may be required beforeghmect is approved.

Present a plan that adequately addresses the issues and satisfies local, state, and
Federal regulations.

Document policies and future aeronautical demand to support municipal or local
deliberations on spending, debt, land use otgtand other policies necessary to
preserve the integrity of the airport and its surroundings.

Set the stage and establish the framework for a continuing planning process. Such a
process should monitor key conditions and permit changes in plan recdatioas
as required.

ORGANIZATION AND USE OF THE ADVISORY CIRC ULAR

Structure of the Advisory Circular — The Advisory Circular is presented in two parts:

1)

2)

Part | i The Process of Preparing Master Plan Studig®vides an introduction to
the Advisory Cicular, an overview of master plan studies, and a summary of the pre
planning process.

Part Il 7 Elements of Master Plan Studigzovides a detailed discussion of the
various elements of master plan studies, including the components of master plan
technicalreports and the plan drawings that accompany them.
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b. As noted above, Part Il of the AC details the individual elements of a master plan study.
Although they are presented in the order found in a typical master plan report, issues in
some chapters may haaealirect bearing on those in other chapters. Environmental and
financial feasibility considerations, for example, must be considered throughout the
process. These crebskages are explicitly identified in the relevant chapters of Part Il.

c. The AC ircludes several appendices of supplemental materials. Appendix A presents a
glossary of terms that are commonly used in airport master planning. Appendix B
provides a list of useful reference materials, including other advisory circulars, FAA
orders, apppriate Code of Federal Regulations, Transportation Security Regulations,
securityrelated publications, FAA reports, and general airport publications. Appendix C
provides a listing of potential stakeholders in the public involvement program of the
masterplanning process. Appendix D provides a discussion of environmental factors in
airport master planning. Appendix E provides guidance on the site selection process.
AppendixF shows the general guidelines in preparing the airport layout plan drawing set
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Chapter 2 Content of Master Planning Studies

201. TAILORING STUDIES TO THE NEEDS OF INDIVID UAL AIRPORTS

The guidance in this AC covers planning requirements for all airports, regardless of size,
complexty, or role. However, each master plan study must focus on the specific needs of the
airport for which a plan is being prepared and the scope of a study must be tailored to the
individual airport. Therefore, in a given study certain master planningeatsrmay be
emphasized while others may not be considered at all. Although the FAA does not require
airports to prepare master plans, it strongly recommends that they do so.

The intent of this AC is to foster a flexible approach in the preparation ofraimaster plans,

enabling planners to focus their resources and effort on critical issues. As a scope of work is
developed, the planners and airport sponsors must make decisions regarding two key questions:
(1) what type of study should be conducted, @)dvhat level of detail should be assigned to the
individual elements of the study?

202. TYPES OF MASTER PLANNING STUDIES

a. The master planning process will vary with the size, complexity, and role of the study
airport and may include a variety of suppogtstudies. However, all master planning
studies will fall within one of two basic types: Airport Master Plans or Airport Layout
Plan (ALP) Updates.

b. Airport Master Plans — An airport master plan is a comprehensive study of the airport
and typically descbes short medium, and longterm plans for airport development.
Master planning studigkata d dr ess maj or revi sions are ¢
Pl ans,” while those that change only part
relatively lowlevé of effort tend to be known as *
usage, however, the distinction refers to the relative levels of effort and detail of master
planning studies. In most cases, the master plan will include the following elements:

1) Pre-planning — The preplanning process includes an Initial Needs Determination,
Request for Proposal and Consultant Selection, Development of Study Design,
Negotiation of Consultant Contract, and Application for Study Funding.

2) Public Involvement- Once the consulid team is under contract and has been issued
a noticeto-proceed, establish a public involvement program and identify and
document the key issues of various stakeholders.

3) Environmental Considerations- A clear understanding of the environmental
requiremats needed to move forward with each project in the recommended
development program.

4) Existing Conditions— An inventory of pertinent data for use in subsequent plan
elements.
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5) Auviation Forecasts- Forecasts of aeronautical demand for sharedium, and
long-term time frames.

6) Facility Requirements- Assess the ability of the existing airport, both airside and
landside, to support the forecast demand. Identify the demand levels that will trigger
the need for facility additions or improvements and eggérttze extent of new
facilities that may be required to meet that demand.

7) Alternatives Development and Evaluatienldentify options to meet projected
facility requirements and alternative configurations for each major component.
Assess the expected fmmmance of each alternative against a wide range of
evaluation criteria, including its operational, environmental, and financial impacts.
A recommended development alternative will emerge from this process and will be
further refined in subsequent taskehis element should aid in developing the
purpose and need for subsequent environmental documents.

8) Airport Layout Plans— One of the key products of a master plan is a set of drawings
that provides a graphic representation of the {mmm developmerlan for an
airport. The primary drawing in this set is the Airport Layout Plan. Other drawings
may also be included, depending on the size and complexity of the individual airport.

9) Facilities Implementation Plan- Provides a summary description of the
recommended improvements and associated costs. The schedule of improvements
depends, in large part, on the levels of demand that trigger the need for expansion of
existing facilities.

10)Financial Feasibility Analysis— Identify the financial plan for theraort, describe
how the sponsor will finance the projects recommended in the master plan, and
demonstrate the financial feasibility of the program.

Airport Layout Plan Updates — An update of the airport layout plan (ALP) drawing set
should be an element any master plan study. In fact, keeping the ALP currentis a
legal requirement for airports that receive Federal assistance. An update of the ALP
drawing set will reflect actual or planned modifications to the airport and significant off
airport devebpment. An accompanying ALP Narrative Report should explain and
document those changes and contain at least the following elements:

1) Basic aeronautical forecasts.
2) Basis for the proposed items of development.

3) Rationale for unusual design features and/orifrcadions to FAA Airport Design
Standards.

4) Summary of the various stages of airport development and layout sketches of the
major items of development in each stage.
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An ALP drawing set update is an appropriate alternative to a full master plan whenever
thefundamental assumptions of the previous master plan have not changed. If there have
not been any major changes in airport activity or improvements that have had
unanticipated consequences, a master plan update is not necessary. Another situation
where mly an ALP update would be appropriate is the examination of a single
development item, such as runway safety area improvements. As indicated above, an
ALP update will typically involve fewer elements than a full master plan study, including
only the aviion demand forecasts, an assessment of facility requirements, a facility
implementation and financing plan, and an airport layout plan drawing set. If additional
steps are required to complete the ALP update, a full master plan study is probably a
betterchoice.

203. LEVEL OF STUDY DETAI L

Although almost every master plan includes the full list of elements discussed above, the
complexity of the individual el ements will
particular issues and problems. cBa&lement should be analyzed only to the extent required to
produce a meaningful product for that particular airport. The planning process should consider
the facility planning needed to enable a seamless transition to subsequent projects.

Thescopig process used by the airport sponsor,
develop a work program for the planning study should determine the appropriate level of detalil
for each study element. The availability of planning information from Fed&atd,and local
organizations may eliminate the ndedievelop similar information in a study effort. Chapter 3
contains additional information on the scoping process, while Part Il provides greater detail on
the various elements of an airport master plan.

204. PRODUCTS OF THE MASTER PLANNING PROCESS

a. The products of the master planning process will vary with the complexity of the effort.
Master plans can include the following deliverables:

1) A Technical Reportontains the results of the analyses condudteihg the
development of the master plan. For complex studies, interim reports may be
produced to facilitate coordination with various government agencies, tenants, users,
the general public, and other interested parties. At the conclusion of theteidy
interim reports are assembled into the final technical report.

2) A Summary Reporis useful in bringing together pertinent facts, conclusions and
recommendations for public review.

3) An Airport Layout Plan Drawing Setontains a graphical representation of the
proposed development in the master plan and is typically produced as a separate set
of full-sized drawings. In adiiton, the ALP drawing set is typically included in the
Technical Report in reduced form.

4) A Web Page- Many airport sponsors maintain a public access web page with general
information about the governmental unit involved and specific information regardin
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205.

the airport or airports operated by the sponsor. The Internet provides an excellent
forum for the distribution of information on the progress of the study and its final
findings and recommendations.

5) Public Information Kit — Throughout the master platudy, airport sponsor
representatives may be asked to speak to community associations, civic clubs, and
other organizations with an active interest in the airport. Visual aids such as models,
summary brochures, or computer presentations are excell&tdacse at these
events to maintain support for the airport development program.

The master plan technical report, summary report, and airport layout plan may be
produced as paper versions and/or in an electronic format, as determined by the airport
sponsor andhe FAA. The electronic format will ease distribution of the final reports

after the initial printing is exhausted.

It is again emphasized here that the level of complexity of each of these products should
be determined during the developmehthe study design. The airport sponsor and the
FAA have the flexibility to assess the level of detail that is appropriate for the individual
airport and may identify other deliverables that should be produced to support the study
effort.

MASTER PLAN REVIEWS BY THE FA A

The recommendations contained in an airport master plan represent the views, policies
and development plans of the airport sponsor and do not necessarily represent the views
of the FAA. Acceptance of the master plan by the FAA dotsonstitute a

commitment on the part of the United States to participate in any development depicted
in the plan, nor does it indicate that the proposed development is environmentally
acceptable in accordance with appropriate public law. The FAA reakkwiements of

the master plan to ensure that sound planning techniques have been applied. However,
the FAA only approves the following elements of airport master plans:

1) Forecasts of Demand The master plan forecast should be reviewed to ensure that
the underlying assumptions and forecast methodologies are appropriate. Paragraph
704.h of this guidance should be used to determine consistency of the master plan
forecast levels and the Terminal Area Forecast (TAF). Inconsistencies between the
master plariorecast and TAF must be resolved, and the forecast approved, before
proceeding with subsequent planning work.

2) Airport Layout Plan— All airport development at Federalbbligated airports must
be done in accordance with an FAZnd sponseapproved ALP.Furthermore,
proposed development must be shown on an approved ALP to be eligible for Airport
Improvement Program (AIP) funding. FAA approval of the ALP indicates that the
existing facilities and proposed development depicted on the ALP conforms to the
FAA airport design standards in effect at the time of the approval or that an approved
modification to standard has been issued. Such approval also indicates that the FAA
finds the proposed development to be safe and efficient.
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Chapter 3 Pre-planning

Plamers, along with airport sponsors, must make two major decisions in tailoring a study to the
needs of an individual airport: what type of study to conduct and what level of detail to use for
the individual elements of the study. This chapter outline® thed other steps of the pre

planning process.

301. INITIAL NEEDS DETERM INATION

a. ldentifying General Need for Study— The airport sponsor usually identifies the need
for a planning study, based on existing or potential shortcomings in the existing plan or
airport. These deficiencies may be the result of demand exceeding capacity, the
introduction of new aircraft types, or the emergence of a critical environmental problem.
The airport sponsor’'s strategic vengddon or
for a planning study. In addition, national, state, or regional planners may have identified
i ssues requiring the airport sponsor’s at
scheduled airlines and general aviation pilots, may havefiédmeeds that prompted
the airport sponsor to undertake a study. The airport sponsor should formulate priorities
to establish which issues are most important. Periodic meetings between the airport
sponsor and FAA representatives offer an excellenbippity to review these issues.

b. Determining Type of Study— Deciding whether the study in question will lead to a
master plan or to an ALP update largely determines the elements to be included and the
required level of effort. Even at this early staféhe process, the airport sponsor and
the FAA should be able jointly to determine what type of study is appropriate. The
sponsor usually will not make decisions regarding specific variations on the basic study
type until the consultant has come on boakithough a master plan study will always
include a technical report and an airport layout plan drawing set, supplemental products,
which may often be related to public outreach efforts, will usually be determined during
the scoping process.

302. REQUEST FOR QUALIFICATIONS A ND CONSULTANT SELECT ION

a. The current version of AC 150/5140@ Architectural, Engineering and Planning
Consultant Services for Airport Grant Projegiovides important guidance for
consultant selection, and its use is recommended. h&naseful reference is
“Guidelines to Selecting Airport Consulta
Council, an aviation industry trade association.

b. As a general rule, airport sponsors hire a consultant to prepare planning studies. Before
soliciting statements of qualifications (SOQs) from consultants, the airport sponsor
should have a clear understanding of the issues that have defined the need for the study.
This information should be provided in the Request for Qualifications (RFQ) that the
airport sponsor will issue.

c. The sponsor should assemble an unbiased and technically qualified selection panel to
conduct the consultant selection. The qualifications of a firm should be judged on its
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303.

10

experience i n similar wdentikls. &meglannihgsearst af f ' s
that is proposed by the consultant should include firms with relevant experience that can
commit to complete the study in the amount of time specified. It is not uncommon for

several firms to join together in a master planreffgrt for the purpose of providing

specialized skills or local knowledge and expertise.

The sponsor should avoid the use of elaborate submittal requirements or interviews,
which add substantially to the cost of the selection process for both the spiotsbe
prospective consultants. If the sponsor determines that interviews or requests for
additional information are necessary, the sponsor should limit this activity to a short list
of three to five firms selected by the evaluation panel.

If sponsorsanticipate an Environmental Assessment (EA) or Environmental Impact
Statement (EIS), they should consult with the local FAA Airports office to determine the
appropriate time to begin the consultant selection process. If a sponsor or the local FAA
Airports office anticipates the need for an Environmental Assessment, the sponsor should
select a qualified environmental contractor to prepare the EA. Sometimes, it may be
appropriate for the sponsor to expand the
respondilities to include the EA. When the sponsor or the FAA have substantial

concerns that the EA may suggest that an action may cause significant impacts, the
appropriate FAA Airports office should select the contractor to prepare the EA. This is
because ithe EA shows that significant impacts would occur, the FAA must select the
contractor to prepare its EIS. FAA' s sel e
time by eliminating the need for later contractor selection to prepare the EIS.

DEVELOPMENT OF STUDY DESIGN

The second decision in designing an effective planning study is to determine the level of
detail or depth of analysis for each element. The airport sponsor and the selected
consultant should negotiate these basic decisions as theragram is established.

The airport sponsor, the consultant, the FAA, and others (as appropriate) begin this

process by (1) identifying the airport development issues to be addressed in the master

plan and (2) determining the types of analyses and td\effort needed to address each

i ssue individually. Known as “scoping,” t
planning study.

The sponsor and the selected consultant should address a broad range of topics during the
scoping process. As the scapiprocess proceeds, the planners must remember that each
master plan study is unique and the appropriate scope of work will vary from airport to
airport. The airport sponsor is encouraged to develop a scope of work that is appropriate
to the circumstances the individual airport. Some of the specific topics that should be
addressed at this time include:

1) Goals and Objectives Discuss key airport development issues that the master plan

will attempt to resolve. This discussion should answer questiobgsis a s : “Why |
this master plan study being conducted?,”
addressed in the future development of th
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2) Data Availability— Review the availability of activity forecasts and capacity
assessmés produced by state and regional system plans and FAA Terminal Area
Forecasts and decide how to use them. If these data are not used, the reasons should
be discussed with and accepted by all parties, including the FAA. This is especially
true for low ativity airports where demand/capacity relationships are usually not a
critical consideration. Current inventory data may also be available to the consultant
as a result of continuous planning efforts by the airport sponsor. Use of these data
may reducelte need for new data collection efforts or surveys by the consultant.

3) Forecast Horizons- Although 5, 10, and 20year time frames are typical for short
medium, and longterm forecasts, some studies may want to use different time
frames. For any fecast horizon, the shetérm forecast should support a capital
improvement program, the intermediiéem a realistic assessment of needs, and the
long-term a conceporiented statement of needs. Schedules for airport development
that are directly reled to demand levels should be tied to those demand levels, rather
than dates, since the actual demand will often vary from that forecast, particularly as
the time frame increases. At some airports, it may be necessary to look beyond the
20-year time frameo protect the airport from incompatible land use development.
The need to do longer range planning must clearly be justified during the scoping
process.

4) Environmental Considerations- Identify the level of environmental documentation
that is likely tomove forward with the recommendations of the completed master
pl an study. Sponsors, in consultation
environmental specialist, should identify whether an Environmental Assessment (EA)
or Environmental Impact Statement §imay be required or whether categorical
exclusions may apply. As noted previously, if sponsors anticipate an EA or EIS, they
should consult with the local FAA Airports office to determine the appropriate time
to begin the consultant selection proceSsnsideration should also be given to the
appropriate state environmental regulations and the need to develop applicable
documentation.

5) Schedules- Agree upon schedules showing milestones for the completion of
technical products and for coordination andew. The schedule should clearly
indicate decision points beyond which work should not proceed without FAA or
airport sponsor approval, such as FAA review and approval of the master plan
forecast.

Realistic schedule development is important. From etiped standpoint, adhering to

the schedule for a complex study, such as a-tange plan for a high activity airport,

is very difficult. Less complex studies should not have such a problem. In any case,
the schedule for a master plan study shouldrbe $p that all reviewers are aware of
their responsibilities with respect to it. The airport sponsor should emphasize the
importance of meeting planning process deadlines.

6) Deliverables- The specific draft and final products of the planning processhaend t
general level of detail, should be listed in the scope of work and include the number,
type, and format of paper reports, drawings, and electronic files.

11
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7) Coordination and Public Involvement Program For less complex studies, the
FAA, the airport spor and the consultant may be the only participants as long as
they coordinate with appropriate local officials, stakeholders, and ensure citizen
participation through public information sessions. These sessions may be conducted
separately or in conjunctiowith other public meetings. Often written updates for
regional or state aviation, transportation and comprehensive planning agencies will be
sufficient.

For complex studies, it may be necessary to organize formal policy, technical, and
review committes that meet regularly and use structured communications systems,
including public hearings, public information workshops, and-tv@bed information
sharing tools. The committee membership may consist of representatives of local,
state, and Federal goverant agencies as well as airport tenants, user groups,
community associations, and business organizations. In addition, the active
participation of the FAA concerning airspace management, navigational aid and
approach aid installation, designation of instent runways, potential financing of
planning and development, and safety and security matters is essential.

The local FAA Airports office can coordinate the involvement of the FAA
organizations that are interested in the development of the airporicefdym the
airlines concerning aircraft types they plan to use and other operational and financial
matters will also be essential to the development of an effective plan.

The airport sponsors staff probably will participate in the-tdegay activitiesof the
planning study. A large airport sponsor will likely have a more extensive
management and staff structure than the sponsors of smaller airports.

8) Budget— Development of the work scope and the associated fees is usually an
iterative process. The woscope contemplated in early draft narratives may require
fees that exceed a sponsor’s budget. Pl a
proposed fees, or the available budget until all three components have been balanced
to the satisfaction of the gpsor, the consultant, and the FAA.

d. Careful attention to the development of the scope of work for the master plan study sets
the stage for a successful study. Establishing a sound scope of work will also allow the
sponsor, consultant, and the FAA to dieyp a budget that meets the goals and objectives
of the study. Failure to do so may result in a study that is lacking vital details that affect
the decision making process. It is important to note that Federal planning grants cannot
be amended to covercreased costs. If additional work is needed beyond the original
scope of work, an additional grant would probably be required. Many of the decisions
made at this point will have an impact on the degree of difficulty that is encountered as
the developmat program moves from planning to implementation.

304. NEGOTIATING CONSULTA NT CONTRACTS

After scoping the study and negotiating a price for the consulting services, a contractual
arrangement must be negotiated.

12
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a. The recommended type of agreement betwikerairport sponsor and the consultant is a

305.

firm, fixed price contract. This is advisable whenever the level of effort can be fairly
well predicted and where reasonable fees can be established at the outset. This type of
contract imposes a minimum adnstrative burden and provides incentives for effective
cost control and contract performance.

Where the level of effort or duration of the study is uncertain, a cost plusféged

contract or a time and materials contract may be required. Also, Some SIPASOrs,
recognizing that master planning often uncovers unanticipated issues that need study, add
an oncall component to their consultant contract, which allows the scope and fees to be
developed as new tasks are identified. These contract pravigiinally provide for

payment on a time and materials basis, but not to exceed a specified amount. The use of
such contracts must be well justified if Federal financial assistance will be provided. The
FAA does not recommend contracts based on aptastpercentage of cost and they are

not permitted if Federal financial assistance will be provided for the study.

Advisory Circular 150/51004, Architectural, Engineering and Planning Consultant
Services for Airport Grant Projectss also a good referea for guidance on the options
for a contract format. The procedures in this AC must be followed if Federal funds are
involved.

APPLICATION FOR FEDE RAL FUNDING

The point at which a sponsor submits a grant application to the FAA varies with the individual
study. For large and complex master plans, the sponsor should divide the total grant funding into
two phases. The initial phase can fund early tasks such as the definition of issues, inventory of
existing conditions, preparation of forecasts, and determination of facility requirements. The
second phase grant application could be prepared after the stndhas gained a better grasp

of the key issues and a more precise cost estimate of the effort needed to complete the master
plan. The FAA should be involved in the overall process as early as possible. The FAA can
advise the sponsor on the best strafegybtaining funding and on questions of the eligibility of

the elements of the proposed scope of work.

13
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PART Il: ELEMENTS OF MASTER PLAN STUDIES

Part Il of this Advisory Circular provides detailed discoss of the elements of a typical master
plan study. As noted in Chapter 1, the elements to be included in a particular study will vary
depending on the size, function, and challenges facing the study airport. The following key
elements of master plaruslies are discussed in Part Il of this Advisory Circular:

Chapter 4: Public Involvement Program

Chapter 5: Environmental Considerations in Airport Master Planning
Chapter 6: Existing Conditions

Chapter 7: Aviation Forecasts

Chapter 8: Facility Requements

Chapter 9: Alternatives Development and Evaluation

Chapter 10: Airport Layout Plans

Chapter 11: Facilities Implementation Plan

Chapter 12: Financial Feasibility Analysis

I I I D T D D

Each chapter in Part Il ends wedsh” a Bredse oqu
are not mandatory, and planners should use their discretion in adopting only the guidelines that
are consistent with their negotiated scope of work. Planners also have the flexibility to adopt

other documentation guidelines that tliegl are better suited to the particular circumstances of a
study. Appendix B contains a comprehensive listing of other planning documents and guidelines
that may be helpful.

15
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Chapter 4 Public Involvement Program

The first task in a master plan study, after the consultant receives atogiiceeed, is the
creation of a public involvement program. The level of public involvement in airport planning
should be proportional to the complexity of the plagrstudy and to the degree of public
interest. Most planning studies will fall between the minimal requirements of a small airport
study and extensive public involvement required of a large and complex study. Particularly
complex studies may merit the usiea consultant experienced in the public involvement
process.

Figure 4-1: Public Meeting

-

—

Source: Portland Airport Project Advisory Committee

Over the course of the study, the public involvement program will encourage information
sharing and collabation among the airport sponsor, users and tenants, resource agencies,
elected and appointed public officials, residents, travelers, and the general public. Collectively,
these various groups form the stakeholders who have an interest in the outcoenstuadyh An
effective public involvement program should provide these stakeholders with an early
opportunity to comment, before major decisions are made; provide adequate notice of
opportunities for their involvement; and should provide for regular fothnesighout the study.

401. TIMING

Public involvement has its greatest impact during the early stages of the planning process, before
irreversible decisions have been made and while many alternatives can be considered. When the
stakeholders become invel¢ before major decisions or commitments are made, the planners

can better deal with issues of community concern and improve the chances of reaching a
consensus on controversial matters. If stakeholders become aware that the important decisions
were maddefore they were invited to participate, they may distrust the planners. In addition,
when public involvement opportunities are not provided until late in the planning process, there
may not be enough time to make significant changes. The tendencyd,ingtebe for planners

to merely defend previously determined courses of action, rather than exploring any new
alternatives. An effective public involvement program will usually avoid such an undesirable
outcome.

17
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402. TOOLS AND TECHNIQUES

The study tem may use a variety of forums, such as committees, public information meetings,
small group meetings, and public awareness campaigns in a public involvement program. The
selection of a specific platform depends on the particular complexities associhitdoewi

airport, the expected public interest in the master plan, the practices and policies of the airport
sponsor, and budget considerations. In addition, it may be necessary to consider the special
needs and sensitivities of low income and minority pefpans, consistent with the provisions in
Executive Order 1289&ederal Actions to Address Environmental Justice in Minority
Populations and Lovincome Populations Although the public involvement program is

important to the master plan effort, plannensst balance the need for stakeholder involvement
with the costs of such a process. Complex, large, or unfocused stakeholder groups can impede
meaningful input, unnecessarily raise study costs, and frustrate participants as they struggle to
communicate wh the study group.

a. Committees— Committees that facilitate the public involvement program often include a
Technical Advisory Committee (TAC) and a C
TAC is responsible for providing input and insight on technesues. Committee
members typically have a high level of technical competency associated with some aspect
of aviation or airport operations and are
The CAC serves as a sounding board and information exclyamgye for stakeholders,
reviews the planning team’ s plans and prop
members during the review, makes consensus recommendations to the planning team,
and finally gives its recommendations on the finished plan to therasponsor. The
membership of the CAC should be representative of all stakeholders.

In reviewing the master plan, the TAC will evaluate its technical merit, while the CAC
will weigh the recommendations against community goals, values, and needs. The
committees are advisory, however, and have no decision making power of their own. In
establishing these committees, the airport sponsor does not delegate its authority and
responsibilities to them. The specific roles of such committees should be diefansd

at the outset and carefully explained at the initial meeting to prevent later
misunderstandings. The size of both the TAC and CAC should be kept manageable. In
some cases, it may be appropriate to combine the committees into a single group.

Thepublic involvement program should also include a management/policy/oversight
committee to advise the planning team on policy decisions that will likely need to be
made throughout the study. Committee members would typically include senior airport
or airpat sponsor staff that have the responsibility for decision making for the airport.

b. Public Information Meetings — Traditional public hearings, where stakeholders are
given the opportunity to make public statements about the study, are not a good forum in
which to conduct a continuing discussion of issues and alternatives because of the formal
and inflexible nature of such hearings. A
information stations staffed by knowledgeable staff or consultants is more inforiral, ye
very effective method by which to engage the public and stakeholders in soliciting their
opinions on development options. A public information meeting using the open house
format will permit stakeholders to visit a meeting site at their convenienrkceigsihwith

18
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planners on an informal or@tone basis. A short slideshow or videotape, which all

attendees can view upon arrival at the epeunse site, may be a useful introduction to
the study process. If a more formal meeting is desired, startingawibipen house and

moving into a more formal forum can be effective.

The number of public information meetings to be held over the course of the study can
vary depending on the complexity of the study. It may also be necessary to hold
meetings in more thaone location to provide adequate geographic coverage for
communities affected by the planning proposals. Public information meetings are
typically held in the evening to provide most people the opportunity to attend. In some
unique conditions, such astiva large elderly population, a day meeting may be needed.
Complex projects may require that these meetings be scheduled throughout the day.

c. Small Group Meetings and Briefings— Small group meetings may be held throughout
the study to provide opportuigs for detailed discussions of plan alternatives. These
informal sessions allow study team members to learn about local concerns. Such
meetings may be scheduled with community boards, elected officials, civic organizations,
and other interested orgaations.

d. Public Awareness Campaign- An effective public awareness campaign is an essential
part of the public involvement program. It is instrumental in generating initial
stakeholder involvement, in maintaining stakeholder interest throughout thamprcagrd
in keeping the general public informed of the progress of the study.

1) Informational and Educational Materials- Informational materials designed to
educate a broad audience about all aspects of the study may be distributed to
stakeholders. These raaials might include fact sheets, flyers, press releases,
newspaper ads, and general information packets. Planners should provide translations
of this material if the airport is located in an area where English is not the first
language for a large perdege of the residents. A mechanism should be provided
for individuals or organizations to add their names to a mailing list to receive these
materials.

2) Web Pages- Web pages, with interactive or sejfiided presentations, as well as
electronic copies astudy documents, are increasingly used as part of a public
awareness campaign. Pl anners often | ink
web site.

e. Public involvement programs can place special requirements on an airport planning team.
The team mustdsensitive to the interests of stakeholders and have a positive attitude
toward their participation in the planning process. The members of the team must also be
aware of the extra time and personal effort that will be required, since they will have to
meet regularly with the stakeholders at committee and public information meetings.

The same planners who work with the stakeholders at the various stakeholder forums
should do the actual planning. Experience shows that planners must gain the confidence
of the stakeholders and overcome their initial concerns before any real progress can be
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achieved. Extensive public involvement from start to finish in the planning process
enhances all plans and proposals and satisfies the goals ohtogeyplanning.

403. IDENTIFY THE STAKEHO LDERS

The types of stakeholders will vary at each airport, depending on the size of the airport and the
complexity of the planning issues. The following is a list of the general categories of potential
stakeholders, from which atief appropriate participants can be developed:

A Users and tenants

A Groups and individuals from within the sp
A FAA personnel from the appropriate Regional and Field offices

A Resource agencies and other governmental units with regulat@yiew authority

A Other interested groups

The individuals from a particular stakeholder group must be able to effectively represent their
interests in discussions with the master plan preparation team. Furthermore, they should present
the consensus view the stakeholder group and not a special interest minority opinion.

Although planners should make every effort to identify and communicate with all appropriate
stakeholders early in the master plan process, it may also be necessary to add staketi@ders as
study progresses. They must also be able to take study information back to their group to keep
them informed throughout the planning process. Appendix C contains a more detailed list of
potential stakeholders.

404. IDENTIFY KEY ISSUES

a. The identifcation of key issues is an early product of a weligned public involvement
program. Recall that the ppdanning activities identified in Chapter 3 included
establishing which issues are of greatest concern to the airport. The results of that effort
are essential in determining the type of study to be completed and in developing the
scope of work. These will probably not include all issues that are of concern to each of
the stakeholders. Discussions with the stakeholders (through use of the ¢lools an
techniques described earlier in this chapter) will help identify a broader set of problems,
challenges, and opportunities that should be examined. These key issues will shape
policy decisions, influence technical criteria and standards, and helpydentif
development alternatives.

b. Once the key issues are identified, the sponsor may want to modify the study approach to
address any important issues that had not been previously included in the proposed study.
Some issues may be raised during this prottegsare not appropriate to include in the
master plan study; these should be addressed outside of the master plan effort. The
airport sponsor may establish a separate forum to handle such issues.

405. DOCUMENTATION GUIDEL INES

a. Document Key Issues- Accurate documentation of the key issues is essential, because
stakeholders will track how the planning team addresses them throughout the study.
Grouping the critical issues into major functional categories, such as facilities, business,
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operational, propertg and environmental issues, will help planners understand the
stakehol ders’ concerns. The documentati o
addressed by the master plan study and those that will be addressed in a different forum.

b. Document Pubic Involvement Program— Documentation of the public involvement
program should appear in an appendix to the Master Plan. Copies of committee rosters,
meeting minutes, advertisements, newsletters, and other elements of the Public
Awareness Campaign can jplaced in an appendix as the official record of the public
involvement program. This documentation should be revised regularly over the course of
the study rather than being prepared at the end of the process.
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Chapter 5 Environmental Considerations

501.

GENERAL

The purpose of considering environmental factors in airport master planning is to help the
sponsor thoroughly evaluate airport development alternatives and to provide information
that will help eyedite subsequent environmental processing. By using existing maps of
the airport area, prior environmental documents, and the Internet, planners and
environmental specialists can get an excellent overview of sensitive environmental
resources in and arodihe airport. The planner should understand that the consideration

of environmental factors in the evaluation of alternatives should be tailored to each
airport’s size, unique setting, and oper a
detailed ashat in subsequent environmental reviews. The consideration of

environmental factors in the planning process will typically result in an inventory
(overview) of the airport’s environment al
environmental impacts ofraort development alternatives, and the identification of
environmentally related permits that may be required for recommended development
projects.

The FAA recommends that the planning process consider the needs of subsequent
environmental review prosses. The master plan should include thoroughly supported
project justifications and thorough documentation of alternatives that meet the planning
need and are reasonable and feasible (environmentally as well as technically); and should
note anyeffects d the airport development alternatives on sensitive environmental
resources. Considering environmental factors in master planning provides useful
information and planning principles that will help expedite the environmental review of
projects.

Plannershould develop each chapter of the master plan with environmental
considerations in mind. Normally the environmental considerations should not be in a
standalone chapter, but should be incorporated into the appropriate chapters, such as
existing conditims and alternatives development and evaluation.

When considering environmental factors in master planning, the planner and
environmental specialist do not need to follow the specific impact categories outlined in
FAA Order 5050.4NEPA Implementing Instruonsfor Airport Projects.Rather, FAA

Order 5050.4 should be consulted as a guide to help planners identify potential
environmental impacts specific to the study airport that should be considered as planning
continues.

During the master plan scoping pess, planners and environmental specialists should
attempt to identify key environmental issues that will be involved in analyzing airport
development alternatives to ensure that the master plan budget provides enough resources
to analyze them. If suclady identification is not possible, planners should propose an

initial budget for the issues that may be identified during the master planning inventory

and data collection process. If additional environmental issues are uncovered later in the
planning pocess, the planner can prepare a separate scope and budget for a more detailed
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analysis. However, sponsors and planners should be aware that Federal planning grants
cannot be amended and the more detailed analysis would need to be accomplished in a
sepaate study.

f. Planners, in consultation with environmental specialists, should consider appropriate
Federal environmental laws and regulations when analyzing proposed airport
development alternatives. There are approximately 40 Federal laws, executive orders
and regulations protecting particular parts of the environment, such as the Clean Air,
Clean WaterandEndangered Species Acts, and an Executive Order on Protection of
Wetlands. There are also many state and local environmental laws and regulations tha
should be considered in the master planning process.

g. During the master plan scoping process, planners should try to identify any potential
shortterm capital development projects that might be recommended in the master plan
that are known to trigger aditinal environmental processing, such as safety related
projects. For such projects, the airport sponsor should consider beginning the
environmental processing before the master planning process is completed. Otherwise,
the various agencies and publigaived may perceive that the NEPA analysis is biased
because a recommended alternative was selected in the master plan before the NEPA
process began. This guidance can be extended to {targeprojects in the case of new
airports or major reconfiguratg of existing airports.

h. Planners should recognize the need to achieve a balance between the manmade and the
natural environment. Although every proposed development project will have some
impact on the natural environment, the use of prudent planntegi@rialong with sound
environmental data and analysis, will help minimize unavoidable environmental impacts
and the delay of project design and construction.

502. ENVIRONMENTAL CONSID ERATIONS IN MASTER P LANNING
ALTERNATIVES ANALYSI S

a. Inthe airport naster planning process, the planner, along with an environmental
specialist, should identify potential key environmental impacts of the various airport
development alternatives so that those alternatives that avoid or minimize impacts on
sensitive resourseare considered. The planner should understand that the consideration
of environmental factors in the evaluation of alternatives should be tailored to each
airport’s size, unique setting, and operat
detailed a that in subsequent environmental reviews. The evaluation of potential
environmental impacts should only be done to the level necessary to evaluate and
compare how each alternative would involve sensitive environmental resources

b. Project justificationsrad the analysis and selection of alternatives, including an
explanation of why certain alternatives were not carried forward, should be completed
and documented in the master plan before the NEPA process is started. Only those
alternatives that could savhe identified problems and have aeronautical utility should
be forwarded for NEPA anal ysi s. (See Appe
Factors in Airport Master Planning,” for a
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c. Environmental factors should lensidered during the development and analysis of
airport project alternatives. Thewvaluationcan help an airport sponsdentify a
recommended alternatitkatthe FAA may eventually select as its preferred alternative
during the NEPAeviewprocess It alsofacilitates the decision making proce¢se FAA
must complete as part of its project approval pracess

1) The facility requirements and alternatives analysis chapters of the master plan should
provide sufficient documentation regarding the justtf@afor each project so that
these chapters may serve as the basis for the purpose and need section of any
environmental document.

2) Planners and environmental specialists should identify the potential key
environmental impacts of each development prasqgtart of the master plan
alternatives analysis. Categories of potential impacts are defined in FAA Order
1050.1,Environmental Impacts: Policies and Proceduaesl FAA Order 5050.4,
FAA Airports guidance for complying with NEPA. A matrix showingleac
alternative and its potential environmental impacts may be useful for subsequent
environmental processing.

3) For some airports, only a few of the environmental impact categories will need to be
discussed in the alternatives analysis (such as noise, wetiarisocial impacts),
based on locatiespecific environmental issues identified in the environmental
overview. Planners do not need to list each specific impact category mentioned in
FAA Order 5050.4, but only those resources the alternatives wkaly &ffect. In
many cases, a simple environmental screening will be sufficient to identify those
impacts. Detailed impact analyses will be conducted in any Environmental
Assessment or Environmental Impact Statement that follow the master plan.

d. Permitsthat may be needed for each proposed project should be identified in the
alternatives analysis. Although such requirements can vary greatly from state to state and
within each locality, some of the permits that are usually necessary include:

Clean WateAct, Section 404 Dredge and Fill Permit

Air Quality Permit for orsite batch plants or other constructi@hated activities

Local government construction permits

Growth Management Permits

United States Fish and Wildlife Service, National Marine FisseBervice opinions,

or State Wildlife and Game Commission Permits, if protected and endangered species
could be impacted

Clean Water Act, National Pollution Discharge Elimination System Permits

I I I D

>
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503. FURTHER GUIDANCE ON CONSIDERATION OF ENV IRONMENTAL
FACTORS IN AIRPORT MASTE R PLANNING

Appendi x D, “Consideration of Environment al F
recommendations on how to evaluate environmental factors for large or complex projects in

airport master planning. It contains a dission of the interaction of the airport planning and
environmental processes and recommendations on how to effectively integrate these processes.
The appropriate treatment of environmental factors in airport master planning can make

subsequent detailed\@ronmental processing more efficient and speed the completion of airport
development. Although Appendix D is primarily intended for large and complex projects, many

of the techniques in the guide can be applied to all levels of master planning.

504. DOCUMENTATION GUIDEL INES

a. The existing conditions chapter should doc
The alternatives analysis chapter should document the potential environmental impacts
associated with each development project alternativaddition, the master plan should
identify potential Federal, State, and local permits that may be required for each project
alternative. Planners, with the help of environmental specialists, should include a matrix
in the alternatives analysis chaptettog master plan that lists each development project
alternative and its associated potential environmental impacts and required permits. This
will be beneficial in subsequent environmental processing.

b. Planners should use appendices for the majorityeofabhnical documentation, such as
noise analysis, wetland mapping, and threatened and endangered species reports to
improve the readability and organizational flow of the alternatives analysis chapter.

c. The potential environmental impacts of the proposgube development alternatives

should be addressed in a candid manner and written so that the public easily understands
them.
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Chapter 6 Existing Conditions

601. GENERAL

a. Most data gathering for a master plan study takes place when planners evastiate e
conditions. Typical broad categories of information to be collected include: the history of
the airport;description and condition ghysical facilities on the airpomcluding
buildings andairfield pavementthe regional setting of the airfg@nd surrounding land
uses; the environmental setting of the airport; socioeconomic and demographic data for
the airport service area; historical aviation activity; and airport business affairs.

b. To initiate data collection, planners should carefully renilee scope of work and verify
the type and quantity of data needed for subsequent analyses. It is easy to collect
information that is not really necessary or to fail to gather critical information needed for
later analyses. Planners can avoid theseak@stby carefully reviewing the scope of the
study.

c. To avoid unnecessary data gathering, planners should use existing data as much as
possible. Previous master plans, other recent planning studies, and regional planning
agencies can provide useful immation that should be reviewed before any data
gathering begins. However, planners should ensure the validity of the existing data
before using them for the master plan study.

602. BACKGROUND SECTION

a. The background section should provide a brief ovenagéthe history of the airport,
describe its aeronautical role in the national aviation system, and identify its role in the
community’'s infrastructure. Many sponsor
economic benefits of their airport, suchemsployment, direct salaries, and air service,
which can be summarized in the background section.

b. Major milestone events in the history of the airport, such as ownership changes,
construction of significant facilities, and the introduction of air servarebe identified.
A timeline, like that shown in Figure B, may be used to present this information.

603. INVENTORY AND DESCRI PTION OF EXISTING FA CILITIES

a. A significant portion of the inventory will be devoted to identifying the existing physical
facilities at the airport. Drawings and other documents in FAA databases and on file with
airport management are a good source of data and should be reviewed early in the
inventory effort. These data may need to be supplemented with field observations,
persoml interviews with tenants and users, Internet searches, and surveys of passengers
and employees.
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Figure 6-1: Timeline of Events

1937 — First commercial
airline flight

1941 — Additional
40 acres donated

1953 — Dedication of new
terminal building and ATCT

1975 — New ATCT
constructed

1975

1987 — Airport
Authority established
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1928 — Original
land donation

1934 — Airport
officially opened

1934

1960 — VORTAC installed

1970 — Passenger
terminal expanded

1990 — Airport master
plan updated

1998 — Terminal
expansion began

1998
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b. Classifications that are commonly used to organize this information include the
following:

1) Airfield/Airspace— The funcional use and geometry of runways, taxiways, and
holding aprons; lighting, marking, and signing of runways and taxiways; navigational
aids; visual approach aids, and instrument approach procedures. Information on the
use of the airspace and how air tr@f§ managed should also be collected, including
operational limitations resulting from traffic interaction with other airports or
reserved airspace, obstructions to air navigation, noise abatement procedures, and
airfield or navigational aid shortcomingRlanners should also compile historical
data on weather conditions, such as prevailing wind direction and speed, as well as
the occurrence of critical combinations of ceiling and visibility. The existence of, and
the need for, Remai®vernightParking RON) should also be determined.

2) Commercial Passenger Terminal FacilitiesInventory of terminal building space
by functional use and sizeheckin hallticketlobby, number of gates, lineal feet of
gate frontage, aircraft parking apron area, restausartt®ther concession space, and
passenger security screening procedures. Surveys conducted in hold rooms are often
used to gather information about passenger characteristics that can be useful in
determining future facility requirements.

3) General Aviatio Facilities — The quantity and type of hangars; transient aircraft
parking apron areas, t#own positions; general aviation terminal facilities; aircraft
parking aprons; fixed base operators; flight schools; pilot shops; and the number and
mix of based icraft.

4) Cargo Facilities— The quantity and area of air cargo buildings and aircraft parking
aprons. At airports with significant air cargo activity, freight forwarders and other
support functions are often located in areas adjacent to the airpose Jinauld be
identified on the airport layout plan.

5) Support Facilities— The quantity and type of support facilities at an airport that
encompass a broad set of functions that ensure smooth and efficient airport operation,
include Aircraft Rescue and EifFighting stations, airport administrative areas,
airport maintenance facilities, airline maintenance hangars, flight kitchens, aircraft
fuel storage, heating and cooling systems, FAA facilities. For airport towers,
determine their hours of operation.

6) Access, Circulation and Parking The quantity and type of ground access systems
and commercial areas that serve the airport, or are served by it, suchigsoan
access roads, circulation and service roads, parking and curb space, including
information o their alignment, condition and capacity. Also include information on
public transportation services, such as bus, rail, taxi and limousine, and the split
between personal and public transportation. Consultation with state and local
transportation ageras responsible for planning and operating surface transportation
systems should produce data on proposed highway and transit plans, as well as traffic
density statistics relative to surface systems leading to and from the airport.
Furthermore, include formation on rental car facilities and activity. It may difficult
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to obtain information from rental car companies, but rental car facility planning is
typically a critical element of planning for the terminal area and parking facilities,
even at smallerigoorts.

7) Utilites—Descri ption of major el ements of the
utility demands for water, sanitary sewer, communications, heating and cooling, and
power. Historical consumption data may be necessary to quantify @utiitseloads.
Stormwater drainage, deicing and industrial waste disposal systems should also be
included.

8) Other— Non-aeronautical uses such as recreational facilities and parks, industrial
parks, agricultural or grazing leases, and retail businesses.

c. The inventory of existing facilities need not include all the classifications described
above. That list is a general outline that should be modified to conform to the specific
circumstances of an individual airport. For example, a general aviatistempéan does
not need a section on commercial passenger terminal facilities. Similarly, a plan for a
large commercial service airport with little general aviation or air cargo activity could
include the inventory of those facilities in a subsectionri@ag support facilities.

d. Whatever format is used to describe existing conditions should be followed in subsequent
chapters, using a parallel structure, to describe demand/capacity and determination of
facility requirements, identification and evaluwatiof alternatives, presentations of
estimated capital costs, and the airport plans chapter.

e. The inventory of existing conditions at an airport is a critical task in a master plan study
andmust be closely managed. Data should be collected only wlenitha clear
understanding of the need for the information to support the demand/capacity analyses
and determination of facility requirements.

604. DESCRIBE REGIONAL SETTING AND LAND USE

a. A master plan study should examine the regional setting of antaanubthe land use
patterns around it. This is a critical task, because the impact of airport planning decisions
can extend well beyond the airport property line.

b. Collect information on the political boundaries of the airport and the political entities
with jurisdiction over the operation of the airport and adjacent land uses. Identify the
airport service area and the presence and role of airports that might compete with the
study airport.

c. Collect all applicable documents, such as official maps atlestl areavide
comprehensive land use and transportation plan, applicable municipal zoning ordinances
and other land use controls and unusual building code provisions, including height zoning
ordinances, noise overlay zones, and airport overlay distiitts.development of
practical land use strategies requires an understanding of the political context and local
preferences regarding land use.
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d. Identify the land uses in areas that will be exposed to airport operations. Land use is a
continuously changmprocess, particularly in urban environments, so the land use
inventory should collect information on planned and proposed land uses, as well as on
existing uses. Note if there are any governmental programs designed to direct land use
patterns in the aeeunder review. For example, if the airport sponsor has completed a
noise compatibilityplanning program, it should contain valuable information on land use.

e. ldentify land uses that may affect the safe operation of the airport or influence its
expansion.Structures that could obstruct air navigation, or the presence of other airports
that may interfere with the study airport, are the principal safety concern. Also identify
areas located near the airport that may represent a potential hazard to sircinedis
flood control areas, stockyards, and sanitary landfills.

f. Use geographic information systems (GIS), aerial photographs, topographical maps,
obstruction charts, aeronautical charts, approach plates and other mapping tools to
examine and display langse details. Many local governments have comprehensive GIS
systems that contain electronic files for land use analysis and zoning.

g. Consider offairport drainage and flood control issues, which may be affected by airport
development.

605. ENVIRONMENTAL OV ERVIEW

a. The principal objective of an environmental overview is to document environmental
conditions that should be considered in the identification and analysis of airport
development alternatives. In the past, master plan studies often focused orly on th
environmental consequences of the recommended development plan. In those cases,
much of the environmental overview would be conducted while other technical analyses
were already underway and the environmental data would not be considered in the
formulaion of alternative development concepts. Current practice is to develop the
alternatives with the subsequent environmental processes in mind and to consider
environmental data in the evaluation of the alternatives. As a result, the master plan may
aid inthe formation of the purpose and need statements in subsequent environmental
documents.

b. Noise levels and air and water quality are the most common environmental concerns.
However, other environmental conditions in and around the airport should also be
exanined, including: solid waste generation and disposal; toxic material disposal;
floodplains and wetlands; endangered and threatened species of flora and fauna; biotic
communities; parklands and recreational areas; historic, architectural, archaeolayical an
cultural resources; and prime and unique farmland. Planners should refer to the current
version of FAA Order 1050.Environmental Impacts: Policies and Procedurfes,a
complete list of environmental impact categories that may need to be examined. In
addition to NEPA requirements, planners should consider appropriate state environmental
regulations. Past and current uses of airport property should be examined to identify
areas that may be contaminated, including fuel farms, chemical or agricuéiahl a
application refilling stations, and hangar areas used for various industrial processes such
as aircraft maintenance and plating.
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c. Planners should ask local resource agencies to provide any information they think should

606.

607.

32

be considered in the processagntifying and evaluating alternative development
options.

Any existing airport noise or environmental programs should be discussed in the
environmental overview.

When cost effective, data collected in the environmental inventory can be placed in a GIS
database for better data visualization, communication, and analysis.

DEVELOP SOCIOECONOMI C DATA

Socioeconomic data serve two purposes in a master plan study: to ascertain the nature of
the community and market the airport seraed/or impactandto provide specific

inputs for the preparation of aviation demand forecasts, particularly econometric demand
models.

An effective understanding of the community is helpful in ensuring that the planning is
responsive to its lonterm needs. Planners shotddus on those socioeconomic factors

t hat affect the community’s need for air t
on tourism would have air transportation needs that would be quite different from those

of an agricultural region.

A vast arrayof socioeconomic data are available from many different sources, including

a number of commercial vendors; the U.S. Bureau of the Census; metropolitan planning
commissions; and state, county, or local agencies. Planners should be careful when using
different sources of socioeconomic data to ensure compatibility.

ASSEMBLE HISTORICAL AVIATION ACTIVITY

The historical data necessary for forecasting aviation demand are generally available in

the records maintained by the airport. At airports WtA airport traffic control towers,

FAA records of operations by commercial service, air taxi, military, and general aviation
aircraft and revenue passenger enplanements are available in the Air Traffic Activity

Data System (ATADS) on dystemwebsitdaatPol i cy Of f i
http://www.apo.data.faa.gav/At airports without control towers, airport records, FAA

Form 5010Airport Master Recordand airport system plan siedare good sourcof

information.

For cmommercial service activity, planners should collect data that identify the air carriers;
the proportion of operations and enplanements by each; markets served; the number of
originating, terminating, and connecting passengers; the proportions of domdstic a
international passengers; and air cargo activity. It will also be useful to have a
breakdown of the fleet mix of aircraft using the airport.

For general aviation activity, planners should collect data that identify the category and
class of aircraft,yippes of fuels those aircraft use, the type of airport services used, and the
availability of hangars for tenant and transient aircraft.
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b. Master plans for large airports often involve the use of computer simulation models. For
an airfield simulation, plarers will need a detailed schedule of arrival and departure
times for all commercial operations. Records for average or peak days can often be
obtained from airport tower records, radar tapes, or noise monitoring systems.
Commercial vendors such as t@#icial Airline Guidecan also be helpful. For terminal
and landside simulations, planners will need the passenger flow volumes in each terminal
associated with the aircraft schedules.

608. FINANCIAL DATA

Airport master planners must examine an aifpat f i nanci al resources,
business model, operating revenues and expenses, and sources and uses of capital funds.

a. Airport Business Model-Su mmar i ze the airport’s basic
planners organize the vast amount of finahdata available at most airports. The
business model summary should describe the financial operations of the airport, including
how its costs and revenues are charged or credited to airport users and how any
operational surplus or deficit is handleah addition, the business model summary should
outline how the airport typically funds capital projects (i.e., with AIP and other grants,
Passenger Facility Charges, airport revenue bonds, and so forth). If the airport sponsor
owns and operates a megiirport system, the business model summary should discuss
how the financials for the study airport are addressed in relation to the whole airport
system.

b. Operating Revenues and ExpensesSummarize broad categories of operating
revenues and expenses. The FAA requires all commercial service airports to submit
financial information to the FAA annually on FAA Form 127 and these rep@ays
provide a good starting point. Airport managers often divide operating revenues into
airline revenues and neairline revenues. Naoairline revenues are often subdivided into
categories such as terminal concessions; rental car; parking; hangaancuother
rentals; other; and tax revenues. Operating expenses are often divided into broad
categories such as personnel, maintenance, utilities and supplies, other, and debt service.

c. Capital Funding—Summari ze the airport’ progmmgndi ng cC
how it funds its capital development program. The capital improvement program can be
funded from many sources, including revenues from the airlines, concessionaires, other
airport tenants, tax levies (if applicable), passenger facility ckafde grants, other
federal and state granAts-aid, and airport revenue bond proceeds.

The financial feasibility of the capital improvement program will be determined largely
by the magnitude and reasonableness of the charges, rents, and taxes ppdadtby ai
users, tenants, and others. The information collected in this inventory will be used to
prepare a financial plan for the recommended development program.

Much of the information discussed in the preceding paragraphs relates primarily to the
financial data for commercial service airports and larger general aviation airports. Many
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smaller general aviation airports will not have such data readily available; however, such
information may be part of the finaial records of the sponsor.

DOCUMENT ATION GUIDELINES

The documentation of existing airport conditions should make liberal use of drawings,
tables, aerial photographs, and exhibits produced from geographic information system
databases. Presented in this manner, such information is easletstand, interpret,

and locate for later reference.

Planners do not need to include all collected information in the report. Some should
simply remain in work files until needed to support the technical analyses.
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Chapter 7 Aviation Forecasts

701.

GENERAL

Purpose ofAviation Forecasts— Forecasts of future levels of aviation activity are the

basis for effective decisions in airport planning. These projections are used to determine
the need for new or expanded facilities. In general, forecastkidbmuealistic, based

upon the latest available data, be supported by information in the study, and provide an
adequate justification for airport planning and development. Any activity that could
potentially create a facility need should be includedhénforecast.

Planners should prepare a reliable activity baseline, select an appropriate forecast
methodology, develop a forecast, compare it to other forecasts for reasonableness, and
submit the forecasts to the FAA for approval. The planning agencidshee

appropriate statistical techniques to estimate activity where actual operations counts are
not available.

Figure 7-1. Sample of FAA Forecast Graphs
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Source: FAA Aerospace Forecasts, Fiscal Years 2005-2016, U.S. Department of
Transportation, Federal Aviation Administration, Office of Aviation Policy & Plans, March 2005
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b. Level of ForecastEffort — The level of effort required to produce a planning forecast

702.

36

will vary significantly from airport to airport. Considerable effort, including the use of
elaborate forecasting tools and techniques, may be warranted in the case of more complex
projects. An existing forecast, on the other hand, may be all that is required for simpler
projects. Planners should determine the appropriate level of forecastingrefie

course of prgplanning and scoping the study.

A number of forecasts are readily available for use in developing and evaluating the
master plan forecast. These include the Terminal Area Forecast (TAF), state aviation
system plans, and other pfang efforts.

Use of theForecasts— Prior to use in the master plan, the proposed forecasts must be
submitted to the FAA for review and approval. Once approved, the forecasts may be
used to provide an initial timetable for facility improvements, as & basthe
development of alternatives to meet the projected demand, and as a basis for
environmental analyses and economic and financial plans

FORECAST ELEMENTS

Types ofAviation Activity — To establish the demands likely to be placed on airport
facilities, forecasts should include all relevant aviation demand elements, including both
the type and level of aviation activity expected at the airport over the planning horizon.
The specific activity elements to be forecast will vary depending on tharsizeategory

of an airport and the objectives of the master plan study. Planners should note if the
forecast projects the introduction of jet aircraft at the study airport, since this will be
important to the future environmental review process.

Aviation demand forecasts typically include aircraft operations and identify the critical
aircraft. Forecasts for commercial service airports will also include, at a minimum,
passenger enplanements, while forecasts for general aviation airports will include the
number and type of based aircraft. The aviation demand elements to be forecast are
shown below in Figure-2.
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Figure 7-2: Aviation Demand Elements

Required Included Where Appropriate
Operations (annual)
Itinerant Domestic vs. International
Air Carrier Annual Instrument Approaches
Air Taxi and Commuter IFR vs. VFR Operations
(Regional) Air Cargo Aircraft Operations
General Aviation Touch and Go Operations (Training)
Military Helicopter Operations
Local Average Load Factor
General Aviation Fuel Use
Military
Passengers (annual)
Enplanements Passenger and Cargo Data
Air Carrier Domestic vs. International
Commuter General Aviation Passengers
Enplanements Helicopter
Originating Air Taxi
Connecting Other
Number of Student Pilots
Number of Hours Flown
Aircraft
Based Aircraft Average Seats/Aircraft
Aircraft Mix
Critical Aircraft

b. Term of Aviation Forecasts- Prepare forecasts for shomnedium and longterm
periods and specify the existing and future critical aircr&ftortterm forecasts, for up to
five years, are used to justify ngarm development and support operational planning
and environmental improvement programs. Mediemm forecasts (a-@o 10year time
frame) are typically used in planning capital noypements and lonrterm forecasts
(beyond 10 years) are helpful in general planning.

c. PeakPeriod Forecasts— Forecasts of annual aircraft operations or passenger activity
may not adequately describe the needs of individual airport facilities. Becayse the
average demand levels over the course of an entire year, annual metrics are only useful
when activity tends to be evenly distributed over the hours, days, and months of a
particular airport facility’s opewhad i on.
demand far surpasses those averages. Stresses arising from activity peaks are critical at
commercial service airports serving as hubs or that have substantial international traffic.
Master plan forecasts must include appropriately defined pealdpassiivity levels for
facilities planning, such as terminal buildings and ground access systems.

703. FACTORS AFFECTING AV IATION ACTIVITY
Planners preparing forecasts of demand or updating existing forecasts should consider

socioeconomic data, demogragidisposable income, geographic attributes, and external
factors such as fuel costs and local attitudes towards aviation.
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a. Economic Characteristics— The economic characteristics of a community will affect
the demand for air traffic. In addition to natad and regional economic activity, these
include specific, identifiable, local activities that distinguish the geographic area served
by the airport. The type of industry in a
demand, with manufacturingnd service industries tending to generate more aviation
activity than resource industries such as mining.

b. Demographic CharacteristcsscThe demographic characteristi
also affect the demand for aviation services. Demographiaceaistics influence the
level, composition, and growth of both local traffic and traffic from other areas. Factors
such as leisure time and recreational activity are important in estimating activity, but can
be difficult to measure. Another importar@ndographic characteristic is the level of
disposable income, usually measured on a per capita basis, which is a good indicator of
the propensity to travel and general aviation aircraft purchases and use.

c. Geographic Attributes — The geographic distances Wween populations and centers of
commerce within the airport’s service area
level of transportation demand. The existence of populations and centers of commerce
beyond an airport’ s s afovaddtienal airpatathatserye i ndi c
transportation demand. The physical characteristics of the area and the local climate may
also be important, since they may stimulate holiday traffic and tourism. The role of the
airport within the airport system aiitd relationship to other airports may also have an
effect on the services that are demanded at the airport.

d. Aviation-related Factors— Business activity, changes in the aviation industry, and local
aviation actions can markedly affect the demand foodigervices. Business
developments in the airline industry, such as consolidations, mergers, and new marketing
agreements, can affect airline operations at a particular airport, while fractional
ownership can affect others. Wider industry trends, ss¢heintroduction of new low
fare service, the introduction of new classes of aircraft, and the growth or curtailment of
airline hubbing, may also alter the level and pattern of demand. To the extent that such
actions affect all aviation activity in agen or the country, their effects will be captured
in the FAA' s forecasts. | f, however, onl vy
appropriate adjustments should be made in
airport authorities,i&ch as changes in user charges, ground access policies or their
support services can also stimulate or hinder the demand for airport services. Investment
decisions made as a result of the planning process itself can also produce change by
removing physiclconstraints to airport growth, which should be reflected in the
forecasts.

e. Other Factors— External factors may also influence the demand for airport services.
These include economic actions such as fuel price changes, availability of aviation fuels,
currency restrictions, and changes in the level and type of aviation taxes. Political
developments, including rising international tensions, changes in the regulatory
environment, and shifting attitudes toward the environmental impacts of aviation, may
alsoimpact future demand and should be considered in developing or updating airport
forecasts.
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704.

STEPS IN THE FORECAST PROCESS

The forecast process for airport master plan studies consists of a series of basic steps that may
vary from airport to airpdy depending on the issues to be addressed and the level of effort
required to develop the forecast. Steps in this process include the identification of parameters
and measures to forecast, review of previous forecasts, determination of data needs,
identification of data sources, collection of the data, selection of the forecast methods,
preparation of the forecasts, and evaluation and documentation of the results.

Pl anners should refer to a report prepared
(APO-110),Forecasting Aviation Activity by Airpgrtiated July 2001, to help them determine
what approach to use. That report can be accessed at
http://www.faa.gov/data_researchi@ion_data_statistics/The APO data systems web site, at

http://www.apo.data.faa.gpprovides historical traffic counts, forecasts of aviation activity, and

delay statistics. The forecast process can bersuined as follows:

a.

Identify Aviation Activity Measures — The aviation activity measures that planners

need to forecast are the level and type of activities that are likely to affect facility needs.
For airfield planning, the most important activities aireraft operations and the fleet

mix, since these define the runway and taxiway requirements. As a general rule, plans
for general aviation airports require forecasts of aircraft operations and based aircratft.
Airports with commercial service requirerécasts of aircraft operations, fleet mix, and
passenger enplanements. Passenger levels are particularly important, since they
determine the size of the terminal building and other important elements of airport
infrastructure such as parking facilitiesdeaccess roads. Planners should forecast
instrument operations and instrument approaches, since these data will be needed if they
expect to add or upgrade navigational aids and instrument landing systems. For some
airports, additional forecast elememnay be required, including peak hour operations

and peak hour passenger flows.

Review Previous Airport Forecasts- Planners should review the latest published FAA
Terminal Area Forecast for the study airport and any forecasts from an earlier master
plan. Contact regional planning bodies and state aviation agencies to determine whether
they have conducted airport system planning studies that included forecasts of demand
for the study airport.

Gather Data — Determine what data are required to preparedhecésts, identify the

data sources, and collect historical and forecast data. What data to gather, and for what
time period, will depend not only on the parameters to be forecast but also on what data
are available from previous airport forecasts. Ims@ases, it may be necessary to
conduct additional activity counts.

. Select Forecast Methods There are several appropriate methodologies and techniques

for forecasting aviation activity at a specific airport. The selection and application of
approprige methodologies and techniques requires professional judgment. A forecast
effort may involve a number of different techniques. The FAA report referenced above
provides a detailed discussion of several forecasting techniques. The most common
techniquesnclude the following:
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1) RegressiorAnalysis— A statistical technique that ties aviation demand (dependent
variables), such as enplanements, to economic measures (independent variables), such
as population and income. Regression analysis should be esstdatlatively
simple models with independent variables for which reliable forecasts are available.

2) Trend Analysis andExtrapolation— Typically uses the historical pattern of an
activity and projects this trend into the future. This approach is ushére unusual
local conditions differentiate the study airport from other airports in the region.

3) Market Share Analysis orRatio Analysis— This technique assumes a-dpwn
relationship between national, regional, and local forecasts. Local forecasts are
market share (percentage) of regional forecasts, which are a market share
(percentage) of national forecasts. Historical market shares are calculated and used as
a basis for projecting future market shares. This type of forecast is useful when the
actvity to be forecast has a constant share of a larger aggregate forecast.

4) Smoothing— A statistical technique applied to historical data, giving greater weight
to the latest trend and conditions at the airport; it can be effective in generating short
termforecasts.

. Apply Forecast Methods and Evaluate Results After the list of activities to forecast

has been identified, the appropriate forecast methods have been selected, and necessary
data have been assembled, the actual forecasts can be prepaeséralf methods are

used to project specific aviation activities, they will probably produce different estimates.
Therefore, an evaluation of the reasonableness of the results and their consistency with
other forecasts should be conducted.

A useful procdure in such an evaluation is to prepare a time line showing both forecast
results and historical trends. Similarly, one might compare the history and forecast for
the airport with the FAA national history and forecast for the same activity parameter. |If
the comparison of the growth rates shows a significant difference, the planners must be
able to explain it. Forecast results may also be evaluated by comparing them with other
forecasts prepared for the airport, such as those contained in state calragiation

system plans. One might also review the operational factors and events implicit in the
forecast to determine if differing assumptions regarding those factors have affected the
forecast results. For example, a constraint on operations asdgowittt runway and

apron limitations at the airport could affect the results. Therefore, it is useful to evaluate
forecasts both with these constraints and with the constraints removed, i.e., a constrained
and an unconstrained forecast.

If demand levelsre likely to be particularly sensitive to one or more factors, the planner
should estimate the impact of reasonable changes in the underlying assumptions about
those factors. For example, if expected growth in aircraft operations is highly dependent
on the continued operation of a fixed base operator (FBO) and there is a reasonable
possibility that the FBO will close, the planner should estimate how much that closing
would change the predicted demand. The planner should also examine general aviation
hangar activity, including the airport hangar waiting list, and estimate how much
increased hangar space would change predicted demand.
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If the timing of important demangenerating factors (specific local or national events or
activities resulting in an incesed demand for aviation services) is uncertain, the
forecaster can construct a time line showing the period of uncertainty, during which
demand constraints or the diversion of traffic to another airport may be needed. In this
respect, the actual numbédraperations or enplanements in any specific future year is
less important than the certainty that a particular threshold will be reached during the
planning period. This approach acknowledges that demand is expected to exceed the
airport’ s thattngreaisai range of tirneu(with a range of forecast error costs,
i.e., costs in terms of delays and reduced service levels as a result of airport capacity not
keeping up with aviation demand because of forecast inaccuracy) during which this
problem neds to be considered.

When preparing forecasts for airports with declining activity, the forecast should identify
the underlying cause for the decline, including a review of national and local trends. A
sudden decrease in activity may be temporary, péatiguf local income and population
are steady or advancing. If the drop in activity takes place more gradually and is
sustained, the decline is more likely to continue during the forecast period.

To document an expected upward trend in activity, plansieould get letters of support
from airlines, fixed base operators, or other users; information fro@ftlegal Airline
Guide general aviation associations, news articles that document changes at nearby
airports, survey data for aircraft activity, anend data for based aircraft. Such letters
should state that the writers plan changes in their operations at the study airport.

Most forecasts should include a sensitivity analysis to measure likely variations in
activity if the factors influencing actity change. One method of measuring the
uncertainty in the forecast is to use a number of alternative assumptions in preparing it.
The use of alternative scenarios should be discussed with FAA staff during master plan
study scoping.

It is often usefuto provide a range of activity forecasts, that is, to forecast a high level of
activity as well as a lower level and to try to determine where within this range the most
likely forecast will be found. If a plan uses scenario forecasting and other tezhthig
develop alternative projections, the airport sponsor can then provide the most likely
forecast projections to the FAA for its approval. Having a range of forecast activity
allows airport planners to develop flexibility in facilities to accommodéterent

activity levels.

It may also be useful to develop Planning Activity Levels (PALs) based on the forecast.
PALs are selected activity levels that the planner believes may trigger the need for
additional airport capacity or other development aray be used for analyzing the
benefits of proposed development alternatives. They may also be used to establish
thresholds for the implementation of airport development projects. The use of PALs
focuses the airport sponsor and the public on the neddrtdqr aviation activity levels
rather than specific timelines.

f. CompareFor ecast Res ulstTeminaliAted Fotedasis- FHahned
should compare their forecast results with those contained in the most recent Terminal
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Area Forecast. To facilitatthis comparison, the FAA recommends completing the
template in Appendix C of the document titleorecasting Aviation Activity by Airport
(July 2001)

g. Approval of the Forecasts- The general requirement for FAA approval of the master
pl an st agsys’'that thkyoare supported by an acceptable forecasting analysis and
are consistent with the TAF. Master plan forecasts for operations, based aircraft, and
enplanements are considered to be consistent with the TAF if they meet the following
criteria:

1) Large, Medium, and Small Hub Airports

a) Forecasts differ by less than 10 percent in tye&r forecast and 15 percent in
the 10year period, or

b) Forecasts do not affect the timing or scale of an airport project.
2) Other Commercial Service Airports

a) Forecastsiffer by less than 10 percent in the/&ar forecast and 15 percent in
the 10year period, or

b) Forecasts do not affect the timing or scale of an airport project, or

c) Forecasts do not affect the role of the airport as defined in the current version of
FAA Order 5090.3Field Formulation of the National Plan of Integrated Airport
Systems

3) General Aviation and Reliever Airports

Where the 5or 10-year forecasts exceed 100,000 total annual operations or 100
based aircraft:

a) Forecasts differ by less than 10 petdarthe 5year forecast and 15 percent in
the 10year period, or

b) Forecasts do not affect the timing or scale of an airport project, or

c) Forecasts do not affect the role of the airport as defined in the current version of
FAA Order 5090.3Field Formulationof the National Plan of Integrated Airport
Systems

When the 50r 10year forecast is for less than 100,000 total annual operations or 100
based aircraft, the forecast does not need to be reviewed at FAA Headquarters, but the
data should be provided toet FAA for the annual update of the TAF.

Further guidance on FAA review and approval of aviation forecasts is defined in a memorandum
datedJune 200&hat can be found &ttp//www.faa.gov/airports/planning_capacity/
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Any substantial differences between the master plan forecasts and the TAF must be resolved
before moving onto subsequent parts of the master plan. If the planner expects the master plan
forecaststo be inconsise nt wi th the TAF for any reason,
contacted early in the forecast development process to discuss the implications of the variance.

Locally prepared forecasts may contain a more detailed analysis of local economionsruditi
development that is not considered in preparing the TAF. Therefore, airport sponsors should
review the FAA’s TAF for their airport on a
Program Manager when they believe local conditions meeitigion to the TAF. When

requesting a change to the TAF, the airport sponsor should provide reliable historical data and
letters from individuals with the authority to affect operations, which document planned changes
in operations.

705. DOCUMENTATION

Present the results of the forecast process and a description of the process itself as a separate
chapter in the master plan report. The forecast chapter should contain extensive documentation.
The level of detail provided should be sufficient to enabtb bthe FAA to analyze the results,

for planners to use them later in the planning and environmental process, and so the forecast can
be adapted for future planning efforts.

The master plan report should summarize each forecast element, explaindhst imethods

used, highlight significant assumptions, clearly and concisely present the forecast results, and
provide an evaluation of the forecast. Tabulations of historical and forecast data should be
included for each forecast element; graphical ptasiens of key time series and forecasts are
usually helpful. FAA recommends completing the template of the reportRidietasting

Aviation Activity by Airportlated July 2001 Explanations should be provided if major

variances from historic trendseaforecast. For complicated forecasts, an appendix to the
technical report should provide detailed documentation of the methodology.

706. SOURCE DATA

The following sources may provide assistance for planners in preparing forecasts for master plan
studies

a. Terminal Area Forecastss=The FAA’'s Ter minal Area Forec
historical data for at least the past 10 years and forecast data for the next 15 years. The
TAF summary report for each airport includes, as appropriate: aircraft operations
(landings and takeoffs, local and itinerant; total operations; and air carrier, commuter/air
taxi, general aviation, and military operations), enplanements (total, air carrier and
commuter), and total instrument operations. The TAF presumes an unconstrained
demand for aviation services.

b. National ForecastssThe FAA’' s Of fice of Aviation Pol
other major forecasts, the FAA Aerospace Forecasts and the FAARamge
Aerospace Forecasts. The FAA Aerospace Forecasts are estimatisnai asiation
demand for the next 12 years.
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Figure 7-3: Sample Table from Terminal Area Forecast Summary Report

Summary of Enplanements and

Airport Operations at FAA Towers and Contract Towers

Enplanements at Towered Airports

Annual Compound
Growth Rate

2003 2010 2020 2003-2010 2010-2020
Large Hubs 460,486,763 623,735,048 832,432,922 4.43 2.93
Medium Hubs 113,930,143 146,148,406 191,273,310 3.62 2.73
Small Hubs 43,914,690 63,050,236 80,139,022 3.69 2.43
Non Hub Towers 17,122,217 19,602,930 23,380,002 1.95 1.78
Total 635,453,813 852,536,620 1,127,225,256 4.17 2.83

Operations at Towered Airports

Annual Compound
Growth Rate

2003 2010 2020 2003-2010 2010-2020
Large Hubs 14,356,535 17,766,287 22,010,896 3.09 2.17
Medium Hubs 6,972,068 7,846,402 9,413,334 1.70 1.84
Small Hubs 8,217,052 8,788,618 9,838,151 0.97 1.13
Non Hub Towers 33,230,486 35,369,207 40,008,626 0.90 1.24
Total 62,776,141 69,770,514 81,271,007 1.52 1.54

Source: Terminal Area Forecast Summary Report, Fiscal Years 2004 — 2020,
Prepared March 2005, U.S. Department of Transportation, Federal Aviation
Administration, FAA-APO-05-1

c. Historical Data—T h e

FAA’

S

Al

r

Traffic

Activity

Dat a

historical aviation operations data for operations at Air Route Traffic Control Centers and
FAA- and contractowered airports. Monthlyral annual counts of aircraft operations
and instrument operations by user group are available at the facility, state, regional, and
national level. These data can also be accessed at the APO website.

d. Historical Data at Non-towered Airports — Estimating curent activity at noftowered

airports can be difficult. The traditional method of using operations data from a similar

towered airport to estimate the activity at a4tawered airport has been found to be
unreliable. Records of fuel sales at the-tmwered airport may be a more reliable

indicator. However, the most reliable method has been found to be using a relatively
inexpensive acoustical aircraft activity counter to obtain a series of cluster samples

systematically drawn throughout the year astiheating the annual activity from these
samples. The samples not only provide information on total annual operations, but also
on the seasonal variability and peaking characteristics of the activity. For further

information on this subject, see Trandp@ t i o n

Resear cibhiRckcor d

St u dEstimdting Aircraft Activity at Notowered Airports: Results of the Aircraft
Activity Counter Demonstration Project

The characteristics of operations at a-tmnered airport, such as whether the opereti
are local or itinerant and what type of aircraft are using the airport, are as important as the
number of operations. Visual surveys to determine these and other observable
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characteristics can be expensive. A statistical sample can greatly redoostthim

1987, the Oregon Department of Transportation published the results of a study in which
the characteristics of operations at +iowered airports were determined through

statistical sampling. Se#tatistical Sampling and Estimating ProcedurneAacraft

Activity CharacteristicsOregon Aeronautics Division, Oregon Department of
Transportation, April 1987.

e. State and Regional Airport System Planning Data- State and regional airport system
plans can provide information, direction, and policy guick for airport master planners.
An airport system plan (at least for all NPIAS airports) provides forecasts and describes
the roles of the various airports in the area and the distribution of traffic among them.

f. Socioeconomic Data- Planners should usecognized sources of socioeconomic data
available from local, regional, state, and federal planning organizations. Key data
elements include population, employment, income, and other measures. If possible, data
should be presented on an historical bast projected into the future.

g. Other Data Sources- Additional sources of data that should be reviewed ar®theaal
Airline Guide (OAG,)FAA Form 5010, Airport Master Record, and other existing studies
or reports.

The local FAA Airports office caprovide additional guidance on using forecasting tools,
techniques, and methods. Whether the aviation forecasts are being prepared by the airport
planning staff or by consultants, early consultation and periodic discussion with FAA airports
and forecastig staff are encouraged. Such discussions are particularly important when planners
are considering using significantly different forecast assumptions and methods in developing the
basis for a specific airport master plan or where there are differeneesehetxisting forecasts.
These early discussions will be especially useful when the forecasts indicate that federal grants
for airport improvements at the study airport would be justified sooner than called for in the
existing TAF.
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Chapter 8 Facility Requirements

801. GENERAL

a. Planners should determine what, if any, additional facilities will be required to
accommodate forecast activity. This task begins with an assessment of the ability of
existing facilties to meet current and future demand

I n some cases, the airport sponsor may de
for the airport not to continue to grow to accommodate forecast activity, or to
accommodate forecast activity only up to anpoiln these cases, the master plan should
document this decision and indicate the probable consequences of the decision (e.g.,
demand will be capped, the demand will go unmet, or the demand will be diverted to
another airport).

This analysis needs tdéearly define the aviation problems and why the airport needs to
resolve them. Findings supporting a problem, and the potential solutions to that problem,
must be clearly documented. Planners should ensure that this needs analysis provides
information sdficient to provide a basis for describing the purpose and need for proposed
Federal actions. Care should be taken that the facility requirements are not so narrowly
defined that they point to a single solution.

b. Although this AC provides guidance on tlaeifities commonly found at airports of all
sizes, planners should limit their efforts to those elements that are applicable to the study
airport. Preparation of an appropriate scope of work in th@lprening process will
ensure that both the airportssor and the planners understand what elements should be
studied.

c. The requirements for new or expanded facilities reflect the unique circumstances of each
airport, such as, but not limited, the following:

1) Capacity shortfalls, which are commonly anivbygrowing demand.

2) Enhanced security requirements mandated by the Transportation Security
Administration, including the flexibility to respond to changes in threat levels.

3) Updated standards developed and adopted by the FAA or other regulatory agencies,
to correct existing nestandard conditions and eliminate existing modifications to
standards. If there are approved modifications to standards, planners should review
the reasoning that led to those adjustments. The facility requirements chapter should
indicate if those deviations will continue or will be eliminated in the new master plan.

4) The airport sponsor’'s strataretpically vi si on
associated with a sponsor’s strategic b
plans that will require modification of the airport.
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5) The outdated condition, arrangement, or functionality of existing facilities.

d. At some airports, planners can use simulation models to help determine facility
requirements. For large airports, siafidns can model major components of an airport,
including the airfield system, airspace environment, passenger and baggage flows in the
terminal, and ground access networks. For smaller airports, simulations can model usage
projections, passenger flonamd other support requirements including fixed base
operator, maintenance, flight school, and fuel support requirements.

e. Many of the significant improvements needed at an airport are actually driven by the
demand level, not a time frame or a specific yeknerefore, planners should identify
what demand levels will trigger the need for the expansion or improvement of a specific
facility. In this way, the sponsor can monitor growth trends and expand the airport as
demand warrants. (For a discussion ofubke of Planning Activity Levels, see
Section704.e.)

f. The findingsfrom capacity analyses and facility requirement determinatiefs develop
alternatives that can best meet future demaidce critical investment decisions will be
based on these anadygs the planner, airport sponsor, and FAA should consider the cost
of inadequate analysis in determining the level of effort and sophistication of the capacity
and delay analyses. If the analyses are not sophisticated enough, development funds
could be wated on alternatives that do not meet future demand. On the other hand,
planning funds can be wasted by capacity and delay analyses that are more sophisticated
than they need to be. Future facility neadd investmendre to be based on these
analysesiad it is critical that these analyses be adequate, supportable, and defendable.
Thereforethe need for more refined analyssn important consideratioturing master
plan scope of work development.

802. EMERGING TRENDS

a. The aviation industry ialwaysevolving and theechangesffectthe size, quantity, and
type ofairportfacilities needed to accommodditeure demand The FAA, airport
managemengnd planning professionals mustmainaware of changes that impact
airport planningand develpment some of which currently include:

1) Airline industryconsolidationchanges in air service fparns and aircraft fleet
decisionmaking

2) The continued introduction o generation aircraftvhich maypresent airport
aircraft compatibility challenge®r airports as someay need t@dapt heir airside
and terminafacilities to accommodatenger and wider aircrafvith greater seating
capacitythan the aircraft they replaced

3) Transformation of the National Airspace System (NAS) by Next Generation Air
Transportation System (NextGen) initiatiyv
modernizing the national air transgation systemAirspaceoptimizationand
performancebased navigation are kepmponent®f NextGen. NextGeninitiatives
may affectairspace andirfield capatty, airfield and terminal area operations,
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b. Planrersshould examinemergingndustry trends and identify those tmaayinfluence

803.

aircraft equipageequirementsandon- and offairportobstruction management
requirementsAirport master planshould consider thgpecific NextGennitiatives
and related technologies and fligitbocedureshat may be implemented over the
planning horizon.

U
o

4) Enhancements imformation technologyhatareenabling more data to be transferrg
faster influencingeverything from airline schedulirend weather planninig
advances iselfservicepassenger processing suchiasetingandcheckin.
Terminal automation systemsll affect both functional space requirements in the
terminal building as well as space allocation among tenant airlines and others.

5) Greater focus omustinability. In the master plan, the planner should identify or

consider practices that will enhance the aifp@t over al |l sustaijnabi

includeinitiatives that maximize linkages with public transportat@meduce private
vehicle trips to the airpgrpromote recycling andasteminimization increase
energy efficiency (including the use of altetima energy sources), reduce airport
relatedemissionsfacilitate airportrelatedcommunity andeconomic development,
and increaseommunity engagement theairport planning and development
proces. Specific sustainabilitgoals and objectives and strategiesn@asures may
be identified during the planning process

airportcapacityand facilityneeds bearing in mind that not all trends will affexdt
airporsin the same mannéand some may not be affected at.allfhere considerable
uncertainty about future demandtberole of the airport existplansthatcan be
implemented in phases adapted tmewindustryrequirementanddemandwwill allow
the airport to meet future needs in a timatyl sustainablmanner

DESIGN HOUR DEMAND

For master plag estimates of annuaind peakhourdemand for alme passengers
aircraft operations, cargandvehicle tripsshouldbe usedto identify future facility
needs. Peaking characteristicmnprovide insight orseasonal antime-of-day
variations in demandailureto consider theseharacteristicean result in high
congestion and low levels of service during peak hours.

In the U.S., the evaluation of pebkur demand is often based on the peak hour of the
average dwpof the peak month. This approach provides sufficient facility capacity for
most days of the year, but recognizes there will be some very busy days that experience
congestion, queues, and delaysd that it is important that facilities are neither unaer
overbuilt. However, for some critical airport systems, the peak hour of the average day
of the peak month can substantially understate the demand at peak times, resulting in
unacceptable levels of service or overloading of systems to a point thapprayach

gridlock. Some components of the passenger terminal complex, such as baggage
handling systems and securitgreeningheckpoints, are particularly sensitive to this |
issue.
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c. To address these problems, planners may wish to consider alternatel otales for
determining peakour demand, such as the percentile of busy hours throughout the year
(for example, 90th or 95th percentile). A facility sized to meet such demands should
have sufficient capacity and service levels during 90 percent cerébng of the hours
throughout the year. The specific percentile will depend on the facility being evaluated,
the desired level of service, and the uniqgue demand characteristics of the study airport.
Methodologies for calculating peak hour demand arééurtescripted in ACRReport
82, Preparing Peak Period and Operational Profile§&suidebook

804. SECURITY CONSIDERATI ONS

Security requirements have become very important in planning airport facilities. Planning for
security early in the development pess can produce designs that accommodate security
requirements in a more efficient, less costly, and less intrusive manner. However, specific
measures for implementing security requirements will vary in response to shifting threats,
evolving technologyand the physical and operational circumstances of individual airports.
Planners should meet with representatives of the Transportation Security Administration (TSA)
early in the process and be familiar with the current versions of applicable docuncatsngn

T S AResommended Security Guidelines for Airport Planning, Design, and Constraction
relevant sections of the Transportation Security Regulations (TSRs). Appendix B, Useful
Reference Materials, hadlist of applicable TSRs and other securéiated publications.

Security requirements will vary depending on the role and service provided at the airport. The
information contained in 49 CFR Part 1542 port Security describes the security rules and
requirements for commercial service airgorOperators of general aviation airports are
encouraged to use the recommended guidelines in appropriate TSA publications discussing
security at general aviation airpottsenhance the security of their facilities. Both commercial
service and generaviation airports are extremely diverse and appropriate security measures can
be determined only after careful examination of an individual airport.

Terminal facilities also have extensive security requirements, particularly with regard to the
location of @ssenger and baggage screening. Ground access facilities, such as roadways and
parking structures, may be subject to sectydaged siting considerations, including terminal
proximity limitations. Security requirements are also becoming an increasimgbytant

element in planning air cargo and general aviation facilities.

805. AIRFIELD AND AIRSPAC E REQUIREMENTS

The determination of airfield and airspace re
ability to handle forecast activity levels, ays of its compliance with design and safety

standards, and a determination of design standards for new facilities or the improvement of

existing facilities.

FAA Advisory Circular 150/530@.3, Airport Design is a key resource for the planner in
virtually all analyses to determine airfield requirements and is frequently referenced in this
chapter.
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a. Airfield Capacity Analysis — Airfield capacity is expressed in terms of the number of
aircraft operations that can be conducted in a given period of tinaciBais most
often expressed as annual capacity (or annual service volume) and hourly capacity (or
throughput capacity) for a particular runway and taxiway configuration.

At low activity airports, airfield capacity often exceeds the anticipated |éwviEroand

and only a minimal analysis is necessary. For airports with higher activity levels, several
techniques for determining airfield capacity are available to airport planners. The
methodology in FAA Advisory Circular 150/5068) Airport Capacity andDelay,
commonly referred to as the “handbook met
service volumes (ASV) and permits the estimation of aircraft delay levels as demand
approaches and exceeds the throughput capacity of each airfield configuragion. T
handbook methods are typically used for long range planning and the results should be
discussed with FAA representatives.

Although the handbook methodology is adequate for many master plans, congested
airports may incur higher levels of delay thantgpacally used in the ASV definitions.

ASVs may not be appropriate to use at airports with-bd2# operation, such as late

night cargo operations. For such airports, computer simulation modeling may be
necessary to provide the depth of analysis negessaupport major airfield investment
decisions. There is no universally adopted simulation tool that must be used in airfield
capacity anal yses. The FAA's Technical C
most current version of the FAA Airponhd Airspace Simulation Model, which is

available to the public free of charge. Both public domain software and proprietary
software developed by the private sector are also available for modeling. If simulation
modeling is employed, planners must be adref explain modeling capabilities and
limitations, and review key assumptions, inputs, operating configurations and results with
appropriate representatives of the FAA.

Aircraft operational delay costs or savings are often used as the measure faircpmpa
various airfield development alternatives. Delay is typically expressed in minutes per
aircraft operation, which can be translated into hours of annual delay and easily converted
into dollar estimates to be used as a basis for comparison. Trattiémar to six

minutes of average delay per aircraft operation is used in ASV calculation. This can be
considered as an acceptable level of delay. When the average annual delays per aircraft
operation reaches four to six minutes, the airport is appiogds practical capacity and

is generally considered congested.

The selection of a particular airfield capacity analysis technique should be made in the
pre-planning phase of the master plan study. The selected technique should be clearly
defined in tke negotiated scope of work. At the conclusion of the airfield capacity
analysis, planners will have a sense of whether an additional runway or taxiway should
be included in the alternatives analysis.

b. Runway Requirements— Existing and future runways stld be examined with respect
to dimensional criteria, orientation, length, width, and pavement design strength:
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1) Dimensional Criteria— FAA guidance on dimensional standards is based on a coding
system known as tHeunway DesigrCode RDC). This system is used to relate
critical design criteria to the operational and physical characteristics of the aircraft
that will utilize arunway Existing and futur&DC classifications are determined
fromareview f t he aviation demand forecasts an
existing and future role in the air transportation system. VddrDCclassification
is assigned ta specific runwayit is appropriatdo apply a less demandifiPC to
other runwayshat will not be used by the primary critical aircraft. See FAA AC
150/530013, Airport Design for more information on appropria®DC codes and
dimensional criteria guirements.

2) Orientation— Runway orientation is primarily a function of wind coverage
requirements for the existing and projected aircraft fleet mix. Historical wind and
weather data can be obtained from the National Oceanic and Atmospheric
Administration(NOAA). This analysis is used to determine if additional runways are
needed to provide the necessary wind coverage. See FAA AC 150/338i@port
Design,for guidance on wind coverage analysis techniques.

Planners should also review runway desigmatPeriodic changes in magnetic
declination may necessitate renumbering the runways. A declination calculator can
be found ahttp://www.ngdc.noaa.gov/seg/geomag/jsp/Declination.j&pe

existence of obstructions and environmental and physical features, eitheradan

or natural, in approach and departure routes should also be considered in determining
runway orientation.

3) Length—The length of a runway is a function of many facttne most notable of
which are the selection of an appropriate design aircraft and the longest nonstop
distance to be flown by the design aircraft from the airport. Airsqdtific runway
length requirements are a function of aircraft physical charsiits at time of flight,
weather conditions, and runway conditions. See FAA AC 150/83Rbinway
Length Requirements for Airport Desjdar guidance on this analysis. Other
common resources for runway length assessments are the aircraft chacteristi
information published by aircraft manufacturers, consultation with aircraft operators
at the airport, and the FAA documeBgst Practices: Planning Airports for Business
Jets Aircraft manufacturers may be able to provide airgp#cific runway lendt
requirements for their aircraft, especially at airports with severe conditions such as
high temperatures or high airport elevations.

4) Width —The required width of a runway is a function of the approach minimums,
airplane approach category, and airpldasign group for the design aircraft using the
runway and is discussed in FAA AC 150/530®) Airport Design

5) Pavement Design StrengthWhat aircraft types and the critical aircraft expected to
use the airport should be used to determine the requiretdnean design strength, or
weight bearing capacity, of airfield surfaces. The required pavement design strength
is an estimate based on average levels of activity, and is expressed in terms of aircraft
landing gear type and geometry (i.e., load distrim)tioThe pavement design
strength is not the maximum allowable weight. Limited operations by heavier aircraft
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than the critical aircraft may be permissible. Pavement design and load distribution
assumptions can be found in FAA AC 150/532®.irport Pavenent Design and
Evaluation

c. Taxiway Requirements— The taxiway system must provide safe and efficient aircrag
movemenbetweerthe runways and the aprons that serve passenger terminals, cargo, and
general aviation facilitiesPlanners must esider' c o cdvgra ént er | i ne’'| as
taxiway method for safe and efficient taxiing throughoutdingort.

1) TheTaxiway Design GroupTDG) relates to the undercarriage dimensions of the
aircraft. Taxiway width and fillestandardsnayrequirea specific runway to taxiway
andtaxiway to taxiwajtaxilane separationAircraft Design Group (ADG) separation
criteria arebased on aircraft wingspans and tail heigitB.G separation criteria is
the minimum separation criteriar avoidarce of collisionshowever greater
separation may be recommended based on TDG for efficiency in ground
maneuvering. Planners should consider upgrading intersections designed using
slower judgmental oversteer taxi method to accommodate cemkgrtenter ine
taxi. AdvisoryCircular AC 150/530013, Airport Designprovides specific fillet
geometry taaccommodateockpit over centerlinenaneuveringt existingrunway to
taxiway and taxiway to taxiway/taxilane separatioftss appropriate for a series of
taxiways on an airport to be planned to a different TDG than another based on
expected usés traffic increases, the taxiway system can become the limiting
operationafactor, especially if the airfield configuration results in frequent runway
crossings by taxiing aircraft, or does not provide sufficient access or bypass
capability. The location of taxiway exits may also reduce runway occupancy time,
thereby increasupcapacity.

2) Planners shoulte-examineintersections with more thahree possible turithree
nod€ intersectionsee Taxiway Design, AC 150/530@3), the location and type of
runway exitentranceaxiways as well as the location of parallel taxiwaysssover
taxiways, bypass taxiways, perimeter taxiways, and holding pads. At congested
airports, computer simulation can aid this analysis.

d. Electronic, Visual, and Satellite Aids to Navigation- Aids to navigation provide pilots
with information to asstehem in locating the airport and provide horizontal and/or
vertical guidance during landing. Navigational aids also permit access to the airport
during poor weather conditions. The need for new or additional navigational aids is a
function of the fleetnix, the percentage of time that paegather conditions are present,
and the cost to users of not being able to use the airport when it is not accessible.
Important navigational aids include instrument landing systems (ILS), approach lighting
systems (AIS), Precision Approach Path Indicators (PAPI) or other visual approach
slope indicators, and global positioning systems (GPS), such as the Wide Area
Augmentation System (WAAS). Airport users can assist planners in identifying the need
for navigational aid and the development of WAAS approaches. The installation of new
navigational aids may require airspace coordination.

e. Air traffic control facilities include air surveillance radars, airport surface detection
equipment, remote transmitters and receiwemsg shear detectors, weather observing
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equipment, and others. The general siting of future air traffic control facilities should

take place during the master plan process so that adequate space is reserved for them and
their critical areas are protecttkdm development that would interfere with their

operation.

f. Airspace Requirements— For complex master plans, particularly for a commercial
service airport located near another commercial service airport, determining airspace
requirements may require a didtd investigation, often using computer simulations.
Such efforts need to be carefully coordinated with FAA air traffic representatives so as to
reach agreement regarding key modeling assumptions. In addition, if the airfield capacity
analyses call fonew runways or major airfield reconfigurations, significant airspace
changes or redesign may be required and FAA air traffic representatives should
participate in the discussions.

In most master plan studies, however, the focus will be on reviewing theppo r t * s
existing airspace classifications and determining if growth at the study airport or at

neighboring airports could require an upgrade to a higher airspace classification.

At nonrtowered airports, the master plan should determine if the growttcrafa

operations will exceed threshold values for the establishment of an airport traffic control
tower. For towered airports, line of sight investigations may reveal that the airport traffic
control tower should be relocated. See FAA Order 6420rport Traffic Control Tower
Siting Criteria for help in making such a determination.

Planners should identify penetrations of imaginary surfaces (as defined in 14 CFR
Part77,Objects Affecting Navigable Airspade)determine their disposition. Obscl
clearance surfaces associated Withted States Standard for Terminal Instrument
Procedures (TERPSand obstacle clearance requirements found in FAALB@5300
13, Airport Design should be evaluated as appropriate. In some cases, the TERPS
surface my be the controlling airspace surface.

With the ongoingmplementation of NextGetechnologies antlight procedures
includingnew approachessing Wde AreaAugmentatiorbystemsg(WAAS), Localizer
Performance with VerticabuidancgLPV), andarea navigagon (RNAV) andRequired
NavigationPerformancgRNP), the master plan shouklaluate existing and potential
future approach capabilities amatludeairspacenbstruction analysis to ensure
appropriate planning faxisting and futur@pproachprocedures.

806. COMMERCIAL SERVICE P ASSENGER TERMINAL CO MPLEX

a. The commercial service passenger terminal complex extends from the aircraft parking
positions on the airside interface to the vehotldsideon the landside interfac&he
role ofanairport in thenational stateand regionadir transportation systeswvill
influencepassengeterminalfacility requirements A major connecting hub, for
example, will need terminals that dumctionallydifferent from thosetan origin and
destination airport. Similarly, airports serving major tourist destinabobsisness
centeramayhave special needs.

54



1/27/2015

Thescope of analysiwill be based ora number of factors, including but not limited to,
the size and type of airpogyailable land, state of existing facilitiestivity levels
(passengerand aircraft operationsjlemographisof the passengerserved airport goals
andobjectives andfundingconsiderationsPlanners should also consider the level of
detailneededor themaster plan It may be appropriate to provide only the general
location and footprint of a future terminal complaxhe master plan, and complete a
more extensive terminaéquirementsanalysis in a sepaastudy, especially if existing
facilities will not accommodate future demand or industry requirements

1) Airside Requirements-

a)

b)

AC 150/507066B Change 2

Planners should identify the numizerd typeof airaraft gates angbarking
positions that will be needed &@mcommodatéuture activity. The mix of aircraft
expectedo operate at the airpatturing the design hour will determine the linea
feet of apron frontage and tgatedimensions The locdion of aircraft parking
positionsrelative to air traffic movement areas should be considered to avoid
limit the effectsof aircraft pushbacks on aircraft tang flows. Aircraft gate
requirementshould include consideration of thenctionalityof jet bridgego
serve the current and forecast aircraft fleet.

The availabilityof and need foremairrovernight (RON) aircraft parking should
be evaluatedRON aircraft parking may be providedl aircraft gates an
proximity to the passenger termirialilding or in remote locationgemote
hardstands)

For airports that experience cold winter weather, deifanijties should be
evaluated.

The parking and storage of grousetvie equipment should also be considered
determining apron frontagequirements Planners shouldtrive to separate
ground vehicle movement areas from aircraft movement areas as much as
possible teensuresafety

Some airports operators are exploring the possibility of accommodating
commercial space actiass, includingthe possibility of either horizontal or
vertical launch capabilitiems well as reentry activities.

In such cases, it is important for the airport planning process to consider a b
range of associated issues, particularly in order tegpiteor minimize any
potential impacts to the safety, efficiency or utility of the airport, includindg

not limited tg airside facilities. The FAA will address associated issues in futu
guidance and policy documenggldressingiot only airport planing but also
environmenth financial, safety and compliance issues.

or

n
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2) Passenger Terminal BuildindgRequirements-

a) Within the terminal building, requirements are commonly expressed in terms of
squargootagefor major functional elementsuch as ticketounterkiosk area,
securityscreeningheckpointsaircraft gates and holdrood@parture lounges
concessions, airline operatiomsggage makeupaggage claim, circulation
public spacetestrooms, airport officegandmechanical spaceAirportsthatserve
international flightsalso requirdacilities for customs andnmigration Planners
should evaluatéhe special requirements for thdaeilities by referencing the
latest guidance from U.S. Customs and Border Protection (CBP) aGetibers
for Disease Control and Preventi@@DC).

b) Understanding the space requirements of these elements will assist planners in
configuring the terminal complexXn master plans where terminal building
expansioror reconfiguration may beecommendedbr the longterm, it may be
appropriate to provide only a general location and footprint of the future terminal
building, rather than specific functional area requiremelmsustryplanning,
design and level of service standaags often used to devgl@eneralized gross
terminal space requirements necessary to properly size the terminal footprint
(refer to Section 806.c for relevant reference materials).

3) Landside Requirements

a) The length oturbside areeequired is a function of the modal splifs
originatingandterminatingpassengergedestrian circulatiordwell time
assumptiongand occupancie®r the vehicles at theurbside and the assignment
of different types of vehicles to tleirrbside Airport sponsoipolicies regarding
dwell timeand otherairport roadway management practicesl(idinguse of
inner and outeand upper and lower levedadways and curlfer specific
roadway users such as arriving and departing passengers, taxi/limousine, shared
ride, hotel/parking/rentatar shuttls, etc) will influence curbside requirements.
The availability of convenienshortterm parkingwithin walking distance of the
passenger terminal buildintipe availability ofpublic transitthe extent of
consolidatiormmongthe variousdoorto-door shuttlesand the use of cefihone
waiting areas or parking lotsill reduce the amount afurbside aresaequired.

b) To facilitate the flow of traffic in front of the terminal, the number of lanes should
beassessed

b. Passenger Convelenceand Access to Airport Facilities— Section 131 of the FAA
Modernization and Reform Act of 20129 U.S.C. § 47101(g)(2yequires airport master
plans to consider passenger convenience, access to airport facilities, and ground access.
In accordancevith this provision, the following sections identify some of the
considerations that an airport master plan may evaluate in order to improve the overall
passenger experienee nhancing the passenger’s sense O
access to anddm and through the airport compleSection 810.e provides specific
information on passenger convenience as it relates to ground.access
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1)

1)
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Passenger ConvenienceKey measures gifassengeconvenience focus on
passengearbeingprocessed in an efficient amduwof time and with minimal
imposition Passenger convenience also may be evaluated in terms of comfort.

will be perceived differently by every passenger at every phase of travel, and is a

function of a passenger ' sfreasidemedripaphi
purpose, and travel habits. Passengers with mobility and sensory impairments,
language barriers, elderly travelers, families traveling with small children, and
nursing mothers traveling on business may face more hurdles when traeaigg|
to negative perceptions about convenience.

Many aspects of the traveler's experiedce n ’ t f al |  wlihea tohtiyl ofw
the airport spnsor, andare influenced to a greater or lesser degreaiftijes and
other service providers at the airpoin. 2009 and 2011in response ta series of
significant delaysn which passengers weheld on board aircraft for lengthy periodg
(and also in response to the high incidence of flight delays and other consumer
problems, the U.S. Department of Transportatissued two final rulesntitled
Enhancing Airline PassengBrotections{4 FR 68983 and6 FR 23109), which
became effective oApril 29, 201Q andAugust 23, 201 1respectively. These two
rulesput in place a number of consumer protection measufestonpr ov e t

travel environment for consumérseé Federal Register Notice dated April 25, 201

announcing the Final Rul@ttps://federalreqister.gov/a/E3615and
https://www.federalreqister.gov/articles/2011/04/25/207B6/enhancinairline-
passengeprotections.

Even with thes@mew consumer protectianlesfor air travelerswithin the terminal
complex,passengersftencontinue to experiendeng wait timesor delaysdue to
problems wih facilities or staffingatkey points in their journeysgich asluring the
checkin andbr baggage dropff processat TSA or CBP checkpoints, at baggage
claim, and at rental car facilities) other inconveniences due to facility design (sud
as long massisted walking distanceghich often contribute to passengemgaints
regarding their travel experierce

Airports dg howeverhave a lot of influence over other aspects of the passenger
experience includinthe overall balance between airside, landside and terminal
facilities; airport signage and messaging systecurbside managememarious
aspects of the airport concessions programl decision making related to other
facilities and amenities within the

a) As appropriate to the level of detail included in the overall terminal plan, plan
should considethebasic types o$ervices provided to travelers at various point
within the terminal building, as well as the degree of congesiiaiting and
processing times during each phase of the journey from airport curb to aircrg
gate. Shorter wait ties and walking distances, intuitivey finding accessible
and reliable flight information displayandsufficientand accessible restrooms,

t

it hi

h
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and reasonable distribution of space for a variegoofessions, among other
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b)

d)

considerations, may enhance the passeng
contribute to a sense of convenience.

Providing amenities to make passenger siaie more productivecomfortableor

more entertaining may improve the pasger experience and perceptions of
convenienceAmenitiesshouldbe showrasappropriate t@level of detailto

determine rough blockedut areas for these functionExamples include

comfortable holdroom seating, dedicated work areas, accessible power
connections, Wi, full-ser vi ce restaurants, children’
nursing mothers (such as lounges or-bathroom spacgs family restrooms,

gym/fitness centers with shower facilities, dby/reading rooms, public art and

museum exhibits or displays, and entertainment options. The types of amenities
offered by an airport in or in close proximity to their passenger terminal complex
will wvary greatl y depe n dacterigticspanling he ai r p
composition facility layout, and other factors.

Plannershouldalsoconsideran appropriate balance pife-securityscreening
facilities andamenities for airport eployees, airport visitors, and ntess and
greeters.At a minimum, restroom requiremerasdat leastimited concessions
(such as coffee kioskandnews and gift storeghould besvaluated The type
and quantity of thesgre-securityscreeningamenities will depend on the
characteristics of the airpahd the local market.

Many publications describe common metrics and accepted standards for

evaluating the passenger experience at an airport. Some of these publications are
listed in Appendix B of tle AC. Planners should consult the appropriate

publications depending on the size and scope of the project. Airport surveys or
comment kiosks can also be useful i n de
functionality and convenience of the terminalifigdy. Airport customer service
representatives, airpgoassengers, i@ort duty managers and airline station
managersTravelers Aid agencies and the United Service Organization (USO)

also provide valuable insight to improvements neededininal facilities.

2) Access to Airport Facilities- Access to airport facilities refers to the ease with which
passengers can navigate and travel through the airport complex. Passengers should
be able to access the ai thoulingtandtradelandsi de
between each, in a seamless flow.

a)

Planners shdd evaluatgarking anccurbsidecapacityand designated areas for
travelers waiting for their next mode of transportatidtcess tshuttles, buses,
trains, and automated people moséAPM) where warrantedhould be
evaluatedas well aghefrequenyg of service relative to aircraft arrival and
departure times

! In addition to facilities for passengers, in accordance with Section 4207 of the Affordable Care Act (the Health
Care Reform Act), many airports and airport employers are required to provide reasoeabléme and a private,
non-bathroom place for nursing mothers to express breast milk during the workday. These requirements became
effective on March 23, 2010.
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b) Inside the terminabuilding, planners should evalugb@assenger pathways
vertical transitios, clarity of signagyeand wayfindingspace angueudengths at
checkin andsecurity,space anavait times abaggage claimmaccess to airport
information and airline schedulemdconvenience ofestroomsconcessions,
and departure lounges

c) Planners at international airports should evaluate CBP facilities where
immigration and infectious diseasare addressed. This evaluation should
include an assessmentpEssenger processing times to ensuretitieatacilities
and associatestaffing levelgprovide acceptablievels of service throughout the
day. Coordination with CBP is important durirfgtplanning study anah an on
going basis to ensure that the faciliteesl staffing continue to meet the needs @
the traveling public.

—

d) Access to airport facilities for people with diddles, impairments, and limited
mobility can be particularly challenging. Planners should evaluate whether
airport facilities meet the Americans with Disabilities Act (ADek)d other
building coderequiremerd. Existing facilities that ar@ noncompliancevith
these requiremenghould be remedied as required by law. New facilities shou
be planned and designed to improve accessibility and convenience for all
passengers while meeting the special needs of disabled passé@hgemsaster
plan shoulddentify requirements foserviceanimalrelief areas within the
terminal complex.AC 150/536014, Access to Airportby Individuals will
Disabilities should be consulted for additional guidance

d

e) Planners should be cognizant of #pecific needs opassengers using
wheelchairs oother types of mobility assistan@dthosewith specificmedical
requirements Plannersshouldidentify any specifigerminallayoutrequirements,
amenities (including concessions, information boatheical clinicsand
restroom facilitis) andstaffing considerationsecessary tbestaccommodate
these passengessd improve their travel experience

c. Methodologies— Information on methodologies that can be used to determine passenger
terminal facility requirenents isprovided inseveral sources, including:

1) FAA Advisory Circulars 150/536Q3, Planning and Design Guidelines for Airport |
Terminal Facilitiesand 150/536@®, Planning and Design of Airport Terminal
Facilities at NonHub Locations

2) Airport DevelopmenReference Manuapublished by the International Air Transpott
Association

3) ACRP Report 2%Airport Passenger @rminal Planning and Desigivolume 1
Guidebook (http://www.trb.orgPublications/Blurbs/163252.aspx

ACRP Report 25, Airport Passenger Terminal Planning and DeSigilnme 2
Spreadshet Model s and Userds Gui de
(http://www.trb.org/Publiations/Blurbs/163171.aspx
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4) Recommended Security Guidelines for Airport Planning, Design and Construction
published by the Transportati@ecurity Administration
(http://www.tsa.gov/sites/default/files/assets/pdf/airport_security design_quidelihes.pdf

5) Proprietary computer simulation modeling tools can also be used to evaluate passenger
and baggage flows through airptatminals.

Additional references are provided in Appendix B.

807.

60

a.

GENERAL AVIATION REQ UIREMENTS

Generabviation (GA) encompasses variety of users and activities, such as corporate
flight departments, cargo operators, recreatiflgats, businescommutersflight

training, agricultural applications, law enforcememergencynedicalservices
firefighting, and fixed base operatofiSBOs) As a result othe variety ofGA aircraft
activity, GA need includeaircraft storage facilities, transient parking aprons, terminal
facilities, autanobile parkingareas and vehicle access from adjacent rodélsinners
should consult appropriate publications for specific information regaf@lgirport
facilities planningsuch as FAA AC 150/53003, Airport Designand applicabl&ACRP
reports

1) Aircraft Storage Facilities— Physicalrequirement®f GA usersvary fromtie-down
aprons to large conventional hangars with major maintenanceesandransient
aircraft aprons. Conventional hangars artEfngargrotectaircraftfrom the
weather angbrovidesecurity against vandalism or theRlanners should evaluatee
demand fooutdooraircraftparking versugoveredaircraft parking andtorage
facilitiesin t-hangars or enclosdthngars The demand foenclosechangarsnaybe
higher inareas of the country that experiercgreme winter and summer weather
conditions.

2) Transient Aircraft Parking Aprons— Temporary parking for visiting aircraft may be
provided on a transient apron adjacent taténnind building, or on aprons managed
or leased by an FB®arking apron requirements should be based on the regular use
needs of the airport.

3) Terminal Facilities— Terminalbuildingsat GA airportgange from very modest
structures with little more than a waiting room and a telephoneitvstory buildings
with extensive amenitiesuch as pilot briefinggpomsand loungesrestaurants, gift
shopsconference and training rooms, and rental car counter&AAdirports, the
terminal building may also house administrative offices. At commercial service
airports, general aviation terminal fi#ees are often provided by one or more F8O
In such cases, the facilities are provided principally for customers of the FBO and
access for the general public is limited.

Plannes shouldanalyzeexisting and forecastctivity, including baed aircraft activity
and transient aircraft operatior@d the types of usevghen assessingture facility
requirements at GA airports. Thae of theGA airport in the regiomswell as thealso
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808.

mayinfluence facility requirementsMore informationon evaluating airports as part of §
systemis providedin FAA AC 150/50707, The Airport Sgtem Planning Process.

1=

Planners shoullde aware of factors that may influeredasting demand foGA facilities.
For example, ifacilities are in disrepair comparedth facilities atnearbyairports with
overlgping service areas, demand may dhifin the study airpotto the nearby airpart
The airport sponsor’ s demand Aosgful pacometes of e|s
facility needs, particularly sheterm needs, is the existence of waitirggs for hangars,
T-hangarsandaircrafttiedownpositions.

Planners should carefully evalualte existing and future GAircraftfleet mix. Business
jets havdalifferentfacility and serviceequirements than singengine aircratft.

Additionally, in accordancwith (49 U.S.C8 47101(g)(2), passenger convenience
consideration$or GA facilities at commerciaserviceairportsandat GA airports include
automobileparking,rental carfacilities, aircraft parking (transient driong term),
signagecomfort and cleanliness of FBfacilities, servicessuch as aircraft maintenance
and cateringand dedicated work areas for pilots.

AIR CARGO REQUIREMEN TS

For commercial service airports aladgerGA airports, air cargo activitis generated by |
a diverse collection of companies with differing business strategies and market roles,
including the following:

1) Integrated Carriers whichtransportreight from doofto-door using their ow fleet
of trucks and aircratft.

2) Freight Forwarders whichact as brokers that link shippers with freight carriers; they
coordinate the shipment of freighiut do not transport it.

3) All-Cargo Operatorswhichsell space to freight forwarders or individeaimpanies
and ship the air cargo on their aircraft.

4) Combination Carriers which carry both passengers and freight on a single aircraft,
typically with a reconfigured cabin.

5) Belly Freight Carriers which carry cargo in the baggage compartment or belly of a
passenger aircraft.

ma

Airport planners should assess the capacity of existing cargo processing facilities and determine
future requirements for buildings, aircraft parking aprons, and ground access facilities. Each
type of cargo operation has somewhafeddnt site requirements, so a range of spaces will need
to be provided for cargo development. In planning for future air cargo facilities, planners should
consider: (1}he existing air cargo market addmandat the airporincluding existingleet mix
and activity (operations and tonnage) éadllities (on- and offairportoffice, warehousingand
sorting facilities truck/loading doclareasairside apron andircraft parkingareasand
employee parking (2) the typeand numbeof cargo companies egpted to expand or initiate
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operatiors; (3) annual air cargo operations projected focaligooperators;4) the number of
existing apron parking spaceS) projected growth in annual enplanegrgotonnage; §) the
availability of groundaccess for the heavy commercial trucks associated with cargo agiyity;
theavailability ofground access and parking for employees in air cargo facianelsg) any
security needs and requirements. Planners should consider providing aofresgregating
cargo trucks from other airport traffic for security purposes.

b. At mostGA airports, air cargo facilities are included in the broad category of general
aviation facilities. Aircargorelated activities are accommodated in the hangar, apron,
and ground access facilities of the general aviation tenants and operatsushdases,
an independent analysis of air cargo needs is unnecessary.

809. SUPPORT FACILITIES

a. Support facilities at an airpoencompasa broadrangeof functions that ensurt@e
smooth, efficient, and safe operation of the airport. As applicable, the future
requirementgor the following support facilities should lassessed

1) Aircraft Rescue and Firefighting- For airports that require4 CFRPart139
certification, plannes should review the aircraft operatidnsecasto determine if
the airport’s Aircraft Rescue and Firefig
planning period. 1.4 CFRPart 139 certification is not currently provided at the
study airport, but wilbe required during the planning period, the applicable ARFF
building and equipment requirements should be defined in the master plan. See 14
CFR Part 139Certification of Airports particularly sections 139.31brough
139.319, for ARFRndexdefinitions, and FAA AC 150/52145, Aircraft Rescue and
Firefighting Station Building Desigrior standards and guidance in planning an
ARFF station. Planners should also consider if multiple ARFF stations will be
required to meet response time requirements asedkin14 CFRPart 139. For
airports that do not requifed CFRPart 139 certification, planners should identify
any existingmutual aidagreements with local authorities for emergency response
services, or the lack thereof.

2) Airport Maintenance— Airports provide a wide variety of services to ensueesafe,
efficient, and reliable environmefdr airport tenants and users. The facilities needed
to support these services include administrative offimei#dings for storage and
maintenance of airport agpment shop spaceand buildings for supply storage.
Northern airports need equipment for snow removal operatiefes to
FAA AC 150/522018A, Buildings for Storage and Maintenance of Airport Snow and
Ice Control Equipment and Materigls

3) Fuel Storage—FBOs often provide fuel storage and supply at general aviation
airports. At some airports, unattendesdf-senice facilities may be provided when
activity doesnot warrant fulitime attendantsAt commercial servicairports fuel
storage facilitieprovidejet fuelif the supplythrough pipelines or tanker truclss
interrupted. To support general aviation, planners should address the types of
approved aviation fuegleeded to meet awnt and future public demand
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4) Aircraft Maintenance— For the general aviation community, aircraft maintenance is
typically provided by an FBO. The typessarvices provided include, but are not
limited to, airframe and power plant repair by an Fégktified repair station. The
facilities required to sustain these services include: (1) an aircraft maintenance
hangar with sufficient work space for any aaftrupon which maintenance is being
performed; (2) suitable storage and shop space for equipment and tools; (3) office
space, customer lounge, restrooms, and telephone; (4) apron area with pavement type
and strength adequate to support the expected aifledtf (5) adequateutanobile
parking and ground accessd (6) proximity to the engine rwup area to limit
taxiing times and fuetoss. At larger airports, a tenant airline may have dsthbd
a maintenance base for the periodic inspection and maintenaitgaiadraft. To
determine the space requirements for such a maintenance facility, planners should ask
airline representativesbout thetypes of aircraft they plan to sereiat the airport and
their expected facility needs.

5) Deicing — Airportsin locationswith winter weather conditions that can cause |
accumulation of frost, snow, slush, or ice on aircraft surfaces must have aircraft
deicing facilities. These airports shoultbnsiderdeicingpads to maintain departure
flow rates and avoid unacceptablecraftdelays. Any new aircraft deicing facility
must have runoff mitigating structures to colldetcingfluid runoff, and must
complywith U.S.Environmental Protection Agency (EPA) requiremer@se FAA
AC 150/530014B, Designof Aircraft Deicing Facilities for standards and guidance
in planning deicing facilities.

Guidance for assessing the future needsv@ftion support facilities iprovided inthe
referenced ACs. In many caspannes mayrely on interviews withairport management and
airporttenants and usets better understand existing and future facility requirgse

810. GROUND ACCESS, CIRCULATION, AND PARKING REQUIREMENTS

One of the keglemens in choosing a mode of trautel the airporis the total trip timéoetween
thep a s s e pomt®frorigs andthar destination. Travelers are particularly sensitive to the
duration of the ground access portion of an air travel trip. The regional roadwanyk)eimw
airport circulation roadways, and parking facilities are the principal components of the ground
access system. The capacity and reliability of this system will determine theofesetvice
and conveniencprovided to air travelersduringtheground access segment of theips.

a. Regional Transportation Network and Public Transportation — Coordination with
local transportation plannirggenciesluring the review of exisig conditions should
produce enough information émablean assessment gfoundaccess capability, and to
confirm whetheor notthe existing and planned netwsidan accommodate projected
aviation demand.

At airports wherehe capacity bthe airportground accesgr regional roadwagystem
may be a conceraiscussion®etween the airport aridcal transportation plammg
agenciesnay help in identifying roadway capacity needs poténtial rodway
improvements or management techniques to improve roadway level of service and feduce
congestion.At busy and complex airportslanners can benefit frothe use bavariety
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of analytical computer models and simulation motieksvaluate existing conditions,
analyze future scenarios, and consider alternative strategies to managaifparte
roadwayand curbsidelemand.

. Largea commercialserviceairportsmay implemenstrategie®r policiesto reduce the

number of singleccupanprivate vehiclerips and to encourage greater use of high
occupancy vehicles. In major urban areas, the Metropolitan Planning Organization
(MPO) or other regional planning aggnmay be abléo provide assistance to airport
planners.Where roadway congestion is deteraudrto be a constraird, separate ground
access studgay be required to identify netgrm and longerm improvements or traffic
management techniquesmanage demand

Public transportation has the potent@teduce roadday congestion anthe amount of
land required foautanobile parkingwhile reducing total aipollutantemissionsand
other environmentampacts. Public transportationesvices, including scheduled basd
passengerail, or other alternate modes of transportateme often examineds part ofin
airport masteplan

Airport plans(for new raadways, transit/rail corridors, and other transportation
improvenents)should be integrated into regional and state transportation plans to ensure
that thesdong-range plans reflect future airpoglated transportation improvements.

On-Airport Circulatio n Roadways— Thisroadwayaccess system is shared by a wide
range of users having different trip purposes, which include:

1) Originating and terminating aitine travelerswho mostoften arrive at the airport in
a private vehicle, but may also ustasicah limousine, courtesy bus, mass transit,
charter bus, doeto-doorshuttle rental cay or bicycle

2) Employeesvhotravel to and from the airport each day using private vehigiddic
transportationshuttles from remote parking facilisieor bicycles

3) Delivery vehicleghatsupply the goods and materials consumed or purchased at the
airport.

4) Other vehicleghatmay require access to air cargo facilities, general aviation
facilities, support facilities, and other activity centers.

. Eachuser group has a different pattern of arrival and departure timis &mport trips.

Analytical methods and computer models may be used to evaluate roadway capacities
and the levels of service they provide. Such aealgbould also identifgotentid

capacity increases in the form of additional lanes or operational modifications. Security
provisions for vehicle screening mhgrequired Other users of the roadway facilities

that should be evaluated may include:

1) Taxicab/Limousine/CourtesyShuttle Staging Areas- Locations where vehicles can
be parked and dispatched as needed to pick up passengensiadlcurbsides A
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staging area is a critical resource at busy airports where tdmnimsidespacds |
scarce.

2) Rental Car Facilities— At smaller airports, theental caready and return parking
spacesre often located in loedjacent to the terminal building or in the public
parking garage. A@kger airports, ready and return spaces may be provided in a
consolidated rental car facility or at remote locations thahecessedia courtesy
shuttlesor buses. Rental car operations also require space for cleaning, fueling,
maintaining andstoringvehicles.

3) CourtesyShuttlesand Buses- Courtesy buses arather types of shuttleserving on
and offairport rental cafacilities, hotels, and parking facilities are major users ef pn
airport roadways. Athe larger commerciaerviceairports,courtesy vehicleare
oftenallocateddedicatecturbsidespaceo pick up and drop off passengers.

4) Charter Bus Operations- Airports that argyateways tanajor tourist destinations
may accommodat@igh volumes otharter bus operations. Cruise ships, for
examplemayimpose extraordinargassengesurges orairportfacilities when they
usecharter buses to transfer passengers between pogtarminal and the nrane
port.

e. Public Parking Facilities — Public parking facilities at general aviatiamports are
generally small surface lots located next to the terminal building, while parking facilities
at commercial service airports range frearface lots next to the passenger terminal tg
combination ofstructured parking facilitieand surface lotkor shortterm hourly, daily,
and longterm parkers Closein parkingoftenincludes sefarate areas for hourly and
daily parking. At larger airports, remote parkiagilities with shuttle buservicemay
need to beonsidered.

f. Cell PhoneWaiting Lotsi At many airportscell phone lotdor meeters and greetess
arriving passengergduce the amount of recirculating traffic on airport waygs These
lots mayinclude amenities such #gyht information displaystestrooms and concessions
depending on the volume of traffic to support such facilities

g. Employee Parking— At small commercial service airports, parking for employees whose
worksite is inside the commercial passenger terminal building can usually be
accommodted in small surface lots near the terminal. At larger airports, however, public
parking in surface lots or garage®ftengivenhigher priorityoverterminal area
employee parking. In these caggiannes shouldevaluae existing and futuremployee
parking requirements to determine ttlee need foterminal area employee parking and
remoteemployee parkingand associateemployeeparking facilityshuttle bus service
requirements Employeeparkingandground transportation surveys provide useful dat
to aid in establishg future facility requiremes.

j*

h. Bicycle Lanes and Racks/Storage Plannes should evaluate thextent of bicycle use
by passengers and employees within theoairpomplex to determine requirements for
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bicycle lanes anblicycle storage (racks argtorage lockeds Consider o-locating
bicycle storagevithin transit and parking facilities.

I. Ground AccessPassenger Convenienc€onsiderations—Per49 U.S.C8 471A(g)(2),
planners should examineh e vari ous components of the ai
(including roadways, curbside, ground transportation services, signage, and parking
facilities) in terms of passenger convenienBassengers that need to traeednd from
an airport musselecta mode of transportatidior that traveltaking into accountnode
efficiency and comfort, cost of trip, duration of tryghiculartraffic, complexity of
routing, and potential impacts of road closures and accidents.

On the airport, ginage should be simpleoncise and uniform to aid in wayfindinght
airports with multiple terminal facilitiesoadway and curbside signage identifyaidine
locations iscritical. Poor signagean reduce theelel of service provided tairport
pations andesult inincreasedecirculatingtraffic (refer toFAA AC 150/536012E,
Airport Signing and Graphigs Passengers traveling laytomobilewill be most
concerned with how easy it is to find parkipgrking options and costsjgnage and
wayfinding to/from rental car facilities if renting a vehicéand signage denoting airline
terminal assignment¥ ariableor dynamicmessage signs may provide réaie
information to passengers in the event of roadway obssualetours, athanges in airline
terminal assignments other facility locationshat are not yet capturddy t he ai r por
signagesystem

Good connectivity between an airport terminal and the various modes of transportation is
essential. Publitransportation options should be examined for frequency, travel time,
cost, anchumberof segments (additional time required for connections), as well as type

of intermodal facilities available on the airport to provégamless and convenient
connectiongor passengersnthe next leg of their journsyWalking distances to parking
garages, frequency of shuttles to rental car facilities and nearby totaial off airport

and amount of curbside for vehicle staging should be examined for passengeinsgnot us
public transportation.

811. UTILITIES

The master plashouldaddressexisting anduture utility needs such agor water, sanitary

sewer, drainage and deicing, industrial waste, communicapongr supplyand backup

power and water in case of emergenciggisting systems should be evaluated and their

capacity verified at the airport boundary. Historical ratios of utility demand to the level of
enplanements or aircraft operations can form the basgjecting future demand. Since an

airport can be a large consumer of utility services, planners should discuss their projections with

| ocal utility providers to ensur etermdewite t he ai
plans Plannerstsould also consult local building casl® ensureany specifidocal

requirements are identified during the planning phase
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812. OTHER REQUIREMENTS

Many airports have significant acreage devoted tea®onautical uses, such as industrial

parks, recreatinal uses, agricultural or grazing leases, or retail businesses. Some uses are
considered temporary, to remain only until a higher aviation use materializes, while others are
expected to remain as surplus to anticipated aviation needs. In either eaiseetiue from

these activities provides suppl emental reven
financial position. The planner should review the infrastructure needs of such activities and
identify improvements that preserve the revegaegerating performance of a valuable asset.

813. DOCUMENTATION GUIDEL INES

a. A standalone chapter of the technical report should describe the analyses and techniques
used to determine future facility requirements. A summary at the beginning or end of the
chpter and in the report’s executive summ
components.

b. Planners should use appendices to improve the readability and organizational flow of the
documentation. However, they should avoid making the appendices a degository
unnecessary information, which can resuleimgthyreports that may confuse and |
discourage the reader.

c. ltis not necessary for the chapter documentation to mirror the outline of major sections
provided in this chapter of the AC. Howewviéshould follow the structure of the chapter
of the technical report that describes existing conditions.
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Chapter 9 Alternatives Development and Evaluation

901. GENERAL

a. This chapter brings together manjyfelient elements of the planning process to identify
and evaluate alternatives for meeting the needs of airport users as well as the strategic
vision of the airport sponsor. Airports have a wide variety of development options, so an
organized approach tdentifying and evaluating alternative development options is
essential for effective planning. The key elements of this process are:

1) Identification of alternative ways to address previously identified facility
requirements.

2) Evaluation of the alternat®s, individually and collectively, so that planners gain a
thorough understanding of the strengths, weaknesses, and other implications of each.

3) Selection of the recommended alternative.

Planners should carefully organize the analysis because it isoeamysider alternatives

t hat do not meet the air por-termdevelapmeahts, or
options, particularly if one highly visible issue seems to overshadow other planning
elements. Both of those outcomes can be avoided by tikelcaaview of the scope of

work, and by verifying that the facility requirements (including timing) are complete; that

ot her considerations, such as the sponsor
or environmental consideration and otherdastare documented and understood; and

that there has been sufficient stakeholder participation.

b. Planners should also review the scope of work to ensure that the alternatives process
conforms to the overall study design. In simple master plans, agitesdevelopment
may be limited. In these instances, facility improvements are simply an extension of
existing land use patterns and can be best addressed in the Airport Layout Plan.

c. Planners should meet the airpeth¢edirmrtasav el o
system, while remaining responsive to environmental, fiscal, and other objectives. To do
so, the planner must Dbalance competing ne
elements. Although the process varies by airport, plannersatiypconsider the airside
first; terminal, general aviation, and cargo facilities next; and then airport access. Since a
master plan covers a 3@ar time frame, planners should recognize that the
recommended alternative should be functional througlowsistages of the plan. For
example, it would not be a good idea to develop a new location for general aviation
operations early on if the airside improvements needed to support it would not be
provided until a later phase. A-3@ar plan should also havhe flexibility to meet
unforeseen future conditions.

In some cases where it is appropriate to identify major development alternatives, such as
a new runway, that meet demand beyond-ge&d time frame. For example, if an
airport is experiencing urbancroachment that would lead to land use incompatibility,
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planners should assess alternatives that would help protect aviation assets from that
encroachment, or to plan for logrm land acquisition. However, planning beyond the
20-year period should bgeneral in nature and in much less detail than that for the short
or even mieterm development. For example, if planning for a future runway, the master
plan might only indicate the general location and potential length of the runway. The
alternativesanalysis would only consider key evaluation criteria and would be at a low
level of detail.

. Effective facility planning must consider environmental issues in the alternatives

identification, evaluation, and selection effort. The early consideration pbtkatial
environmental impacts of alternatives can avoid later problems. Some master planning
efforts will produce shosterm recommendations that will require an Environmental
Assessment or Environmental Impact Statement. In these situations, the ptast

must provide a good technical foundation for the subsequent environmental process. In
some complex situations, it may be helpful to include an environmental consultant or
FAA Airports Environmental Specialist as an advisor to the master planeoythe
planner should carefully review the master plan scope of work to avoid undertaking tasks
better suited for the followan environmental analysis, such as wetland delineation or
cultural resources surveys. To better understand how a masternptaatales analysis

fits within the overall development process, planners should concurrently review the
following FAA guidance:

1) FAA Order 5050.4, FAA Airports guidance for complying with NEPA,
2) FAA Order 1050.1Environmental Impacts: Policies and Praltees
3) AC 150/530013, Airport Design

4) Chapter 5 of this ACConsideration of Environmental Factors in Airport Master
Planning

Master plans that address controversial undertakings, such as capacity projects at larger
airports, should pay particular attemtito environmental factors and the National
Environmental Policy Act (NEPA) process during alternatives identification, analysis,
and selection. The plan’s environment al
process. The planning and environmergalew will be less likely to experience delays

if the master plan supports the subsequent NEPA analysis.

Although master planning is not part of the NEPA process, the master plan alternatives
development and evaluation can provide an important compohantafficient NEPA
process. In complex cases, the careful scope of work preparation (with assistance from
an environmental consultant or FAA Airports Environmental Specialist) can ensure that
the master plan provides information useful to subsequernbanvental analyses under
NEPA. Items of particular interest during planning include the types of reasonable
alternatives that the sponsor and FAA can implement. The analysis of these alternatives
must be consistent and well documented.
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e. The alternative effort should also consider fiscal issues. Planners must be aware of the
practical fiscal limitations imposed on the airport by the availabilitgrahtfunds,
passenger facility charges (PFCs), user fees and other sources of developmertrdbllars
their development options should reflect the fiscal capabilities of the airport. Cost should
not be a factor in rejecting an alternativdessthe cost of the alternativeakes the |
alternative infeasible. A plan that is not realistic in termstwdit can be funded will not
provide much benefit to the sponsor or airport users. Note, however, that under NEPA,
cost alone is not necessarily a valid reason for rejecting an alternative.

f. The alternatives identification, evaluation, and selection geoskould be the most
collaborative portion of the master plan study as part of an effective public involvement
program. The foundation for a successful effort in the alternatives analysis process is
careful consideration of this task in the4ptanningactivities. The level of detail to be
undertaken in this task will greatly affect the cost of the master plan study.

902. ALTERNATIVES ANALYSI S PROCESS IN AIRPORTMASTER PLANNING

a. A general process of identifying, analyzing, and recommending alternetivesstrated
in Figure 91. The steps shown are an example of a comprehensive process that can be
used on large and complex projects. For many airport planning projects, some of the
steps may not be applicable. The process should be adapted todhefbe study
airport and the level of detail may vary considerably from study to study. The
alternatives analysis process may be adapted in several ways, but variations should be
clearly described in the studysuchasscope of

1) What airport elements are included in the process
2) How the elements are ranked in the planning hierarchy
3) What type and level of analysis will be used to differentiate among the alternatives

b. Where a particular functional element does not eitisgn be eliminated from the
alternatives analysis process; for example, planners need not consider an airline
passenger terminal at general aviation airports. In addition, if there are no facility needs
associated with a functional element, it is ngirapriate to consider alternatives for that
element. Thus, it is possible, if there are no facility improvements for primary elements
and those for secondary elements are simply extensions of existing land use patterns, that
the alternatives analysis pess can be materially reduced or even skipped altogether.

c. The alternatives analysis process planning hierarchy that addresses the primary analysis
first examines recommended alternatives for those elements that require large land areas
and must be consided as a functional whole. For most airports, this will include the
airside. For larger airports, airline passenger terminal and ground access elements may
be included. For smaller airports, general aviation facilities may be included in the
primary andysis.

The secondary analysis addresses elements that have greater planning flexibility,
however, not all airport planning will have secondary analysis. For example, the support
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facilities at some airports will include an Aircraft Rescue and Fire Rgi{ARFF)

building. While an ARFF building will have specific size, location, and functional
requirements, these requirements are significantly easier to satisfy than those for a new
runway or passenger terminal.

The order of the elements in the plammhierarchy may vary by airport. For example, at
an airport with particularly complex airside, airline passenger terminal, and cargo
situations, but a very simple ground access element, the alternatives analysis process
would be adapted to make the grdwatcess element a secondary analysis element while
making the cargo element a primary analysis element.

. Planners may also adapt the analysis to the unique circumstances of the study airport.

For example, an airport may have ample airfield capacitysignotficant terminal and

ground access congestion. In such a case, planners might conduct a relatively simple
airfield capacity analysis, or none at all, while the airline passenger terminal and ground
access elements would get a more intensive anailysisding computer simulation.

. The alternatives analysis process is an iterative process, intended to be flexible enough to

permit creative thinking about the future of the airport, but sufficiently structured to
ensure consideration of all pertinentttars. The planner, in following this process,

should focus on issues that shape how the airport will function as a system, as well as on
narrower technical analyses.

The alternatives analysis process should incorporate the public involvement program.
Although the appropriate level of public involvement will vary, a meaningful
involvement program is important and will provide a number of important benefits.

. As shown in Figure 4, the alternatives analysis process should start with a broad group

of altenatives for the primary elements and progressively screen them to produce
reasonable alternatives that meet the planning need. The sponsor may identify a
recommended single alternative.

1) Determine Primary and Secondary Elements (Step-Determine whichdnctional
elements (airside, airline passenger terminal complex, cargo, general aviation, ground
access, and support) should be considered in the primary analysis and which ones can
be in the secondary analysis. Primary elements require large, contignduseas.
Secondary elements have greater planning flexibility, can often be subdivided, and
fill -in around the primary elements.

2) Identify Preliminary Primary Element Alternatives (Step 2)After the principal
elements for primary and secondary analgsesidentified, select preliminary
alternatives for the primary elements.
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Figure 9-1: Alternatives Analysis Process Example

AC 150/50766B

Determine which airport functional elements (Airside, Airline Passenger Terminal Complex, Cargo, General Aviation,
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3) Screen Alternatives for Intermediate List of Primary Element Alternatives (Steps 3
and 4)- Screen the preliminary altermags, using a mostly subjective, qualitative
analysis, to make an intermediate list of alternatives. This screening will eliminate
some alternatives for each of the primary elements, and may introduce others. Any
subsequent environmental analysis willaiged by clear documentation of this
screening, focusing on why alternatives were eliminated.

4) Quantitative Analysis for Short List of Primary Element Alternatives (Steps 5
and 6) — As appropriate, subject the selected alternatives to a more rigorous, and
often quantitative, analysis to get a short list of alternatives by element. Again, clear
documentation of this analysis will help in any subsequent environmental analysis.

5) Combine and Analyze Primary Element Alternatives (Steps 7 and [8entify
combned alternatives, consisting of the logical matching of the individual primary
element alternatives, and subject them to a further analysis, based on previous work.

6) Select Preferred Primary Element Alternative (Step-9%elect and document the
recommende alternative for the primary elements. Note that subsequent
environmental processing will materially benefit from clear documentation of this
selection with a focus on why alternatives were eliminated.

7) ldentify Alternatives for the Secondary Elements ¢pt10)- Identify alternatives or
options for the secondary elements. In some cases, the simplicity of the situation may
eliminate the need for some or all of the secondary component alternatives.

8) Evaluate and Select Recommended Alternatives for SeconBiiements (Steps 11
and 12)— As appropriate, evaluate secondary elements alternatives, typically using a
mix of qualitative and quantitative analysis, and select and document reasonable
alternatives or options. Note that subsequent environmental pirngesl|
materially benefit from clear documentation of this analysis. It provides a focus on
why some alternatives were eliminated and why reasonable alternatives were retained
for consideration and environmental analyses.

9) Prepare Refined Recommendedtéinative (Step 13} The final step in the process
is the combination of the recommended alternatives for the primary and secondary
elements.

During the alternatives analysis process, planners will get new information and input that
will help refine thealternatives or result in the introduction of new alternatives.
Therefore, planners should view the alternatives analysis process as an iterative one.

IDENTIFICATION OF AL TERNATIVES

The alternatives identification (steps 2 and 10 in Figut¢ €houd consider only those
alternatives meeting the sponsor’s plannin
wi || be able to I mplement. Pl anners shoul
technical feasibility, economic and fiscal soundness, andhaetioal utility (i.e., build

and operated safely). Alternatives not meeting those criteria should be dismissed, while
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providing reasons for their respective dismissals. The master plan should include reasons
why planners rejected any alternative thatildaavoid environmentally sensitive

resources or that would require extensive mitigation. This planning information is

critically important to efficient project development. It is also critical to streamlining the
subsequent NEPA process, since thatgssanust consider the above master plan
alternatives and those outside the FAA’'Ss

b. To avoid an unnecessarily complex alternatives analysis process, the planner should
carefully select different ways of addressing the identifiextinbat are not simply
variations on the same basic approach. Alternatives should have discrete, measurable,
and materially different impacts on the established alternative evaluation criteria. Early
work should consider a number of ideas, but these dhlmmuteduced to a manageable
number of true alternative approaches through the initial steps of the process, taking care
to adequately document what concepts were examined and why certain ones were
dismissed. The need to work with a manageable numbéeniatives in the master
plan must be balanced with NEPA requirements to consider all reasonable planning
alternatives to avoid or minimize impacts to environmental resources.

Planners should understand the condition of the airport, the business shigiso

between the airport and tenants, the future vision of the airport sponsor, the
environmentally sensitive features of the airport, and other factors that make each airport
unique.

c. There should be a direct link between the facility requirements ardgktrelopment
alternatives. Not all facility requirements are related to capacity shortfalls, as some will
i mprove operations, comply with standards
However, the basis for all facility requirements shouldlbarty documented.

d. The alternatives should address those airport elements that are the focus of the particular
master plan (airside, airline passenger terminal, or ground access)ampllasize
functional el ements t hatovermlifenctbness | mport a

e. The process of identifying alternatives should be iterative. It should begin with the
identification of a broad range of possibilities, often generated by using a collaborative
brainstorming approach. The focus should be on the prielements. The elements
should be reviewed to ensure that necessary interrelationships are considered (i.e., make
sure there is a ground access option and airside option that supports each terminal
option). The elements may conflict (i.e., a terminalaptnay conflict with an airside
option). Initial screening should narrow the range of possibilities to those reasonable
alternatives that meet the planning need for each element, which will then undergo more
intensive development and evaluation.

f. As the dternatives are evaluated, planners may need to apply more specialized skills. In
some cases, they may need to conduct airs
aeronautical utility. In very complex cases, they may need to conduct preliminary
enginesring studies and prepare cost estimates.
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g. In many cases, the secondary element may not require the formulation and analysis of
alternatives, but may be integrated directly into the recommended primary element
alternative. This is particularly true wheretsecondary element can follow an extension
of an existing land use pattern and no environmental resources are affected.

904. EVALUATION OF ALTERN ATIVES

The evaluation of alternatives (steps 3, 5, 8 and 11 in FiglijesBould be adapted to each

airpot ' s unique situation. Sophisticated and ex
deemed necessary to differentiate among alternatives. In all cases, the analysis should follow
generally accepted planning practices, be replicable, consistently appliedell documented.

The alternatives analysis process uses increasing levels of detail as the evaluation of alternatives
proceeds. The initial rounds of evaluation should be qualitative and more subjective, based on a
combination of good planning judeent, relatively simpleo-use models and simplified

calculations. However, subsequent rounds of analysis should be more rigorous.

Evaluation criteria should be determined in advance, but may be adjusted based on information
uncovered as part of the ahatives analysis process. Since the selection of appropriate

evaluation criteria involves a significant degree of subjectivity, planners must be careful to
achieve a balanced evaluation, while stil!l be
points of view. The planner must carefully consider factors of particular importance at the study
airport, but make sure that the evaluation addresses all aspects of the alternatives. Therefore, the
planner should include a broad range of evaluation crii@easure the adequate consideration

of all aspects of the alternatives.

Evaluation criteria are divided into four broad categories: operational performance, best planning
tenets and other factors, environmental factors, and fiscal factors. For rpodsawith

relatively straightforward planning issues, a simple analysis across a broad range of evaluation
categories will be sufficient. The following evaluation criteria should be adapted for each airport
to achieve a balance between the need foomtigh evaluation and the inefficiency of over
analysis:

a. Operational Performance—How well the airport functions as a system can be evaluated
from several perspectives, including capacity, capability, and efficiency.

1) Capacity— Test for the capabiltof accommodating future activity levels. Various
capacity techniques can be applied to the airside, terminal, and ground access
elements. Consistent application of the technique to each alternative will permit the
planner to compare them.

2) Capability— Test for the capability of meeting specific functional objectives, such as
accommodating the design aircraft, providing the required number of aircraft parking
positions or gates, or allowing space for the runway length requirement.

3) Efficiency — Test howwell the alternatives work as a system by examining combined
alternative elements. For example, airfield taxiing efficiency can be evaluated by
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combining terminal and airside alternatives to measure which combination yields the
lowest weighted average aiaft taxiing time and the fewest runway crossings.

Several FAA offices have a role in assessing the aeronautical utility of various alternatives.
These include the FAA's Air Traffic Organi za
and planninginits), Flight Procedures, and Flight Standards. Questions to be addressed may
include the feasibility of approach procedures, navigational aid siting, and airspace interaction.

b. Best Planning Tenets and Other Factors- Planners should determine the risfat
strengths and weaknesses of the alternatives. The following best planning tenets will
apply to the evaluation of alternatives at most airports, but others may be applicable at a
specific airport:

1) Conforms to best practices for safety and security

2) Conforms to the intent of applicable FAA design standards and other appropriate
planning guidelines

3) Provides for the highest and best and offairport land use

4) Allows for forecast growth throughout the planning period

5) Provides for growth beyond the plangihorizon, as applicable
6) Provides balance (typically capacity) between elements

7) Provides the flexibility to adjust to unforeseen changes

8 Conforms to the airport sponsor’s strat

9) Conforms to appropriate local, regional, and state transportdéina and other
applicable plans

10)Technically feasible (limited site constraints)
11)Socially and politically feasible
12)Satisfies user needs

c. Environmental Factors — The potential environmental effects of the alternatives are an
important consideration. The imgt categories defined in FAA Order 1050.1,
Environmental Impacts: Policies and Proceduaesl FAA Order 5050.4, FAA Airports
guidance for complying with NEPA, offer significant insight about the likely impacts of
various alternatives. At some airpoxts)y a few of the items will be applicable, such as
noise, wetlands, or social impacts and a simple approach will be sufficient to differentiate
among the alternatives. Where an Environmental Assessment or Environmental Impact
Statement is likely to be ppared, a more detailed evaluation of environmental factors
will be useful. An environmental consultant may provide significant insight in such
cases.
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Early consideration of the environmental effects of the alternatives can help ensure that
they remain esponsive to the overall environmental objectives of the airport sponsor. If
early examination indicates that the principal alternatives are likely to have extensive
environmental effects, it may be appropriate to develop additional alternatives.elf ther
are no additional alternatives, the decision to move forward with the existing alternatives
should be made only after careful consideration by the airport sponsor.

Fiscal Factors— Preparing rough cost estimates is a very effective way to compare
alterndives and should be done in all alternatives analyses. Cost estimates should
account for any special differences among alternatives. For example, in comparing a
greenfield site versus the redevelopment of an existing site, the evaluation should
considerthe respective cost advantages and disadvantages. Afgldesite might have

cost premiums associated with site work, installation of support infrastructure, and access
roadways. Atthe same time, redevelopment might have cost premiums assochated wit
demolition, phasing, and relocations.

Early fiscal analysis may also be necessary to determine if the alternatives are responsive
to the fiscal constraints of the study airport. The identification of likely funding sources
and their funding potential @aimportant factors in determining the feasibility of the
alternatives. If early estimates indicate that the principal alternatives are beyond the
realistic fiscal capability of the airport, planners should include that information in the
master plan andevelop more fiscally responsible alternatives.

Planners may also prepare a preliminary bewefit analysis, following the current
benefit/cost analysis guidance from the FAA Office of Airports. However, for most
alternatives reviews, a summary anayssing reasonable estimates and judgment will be
sufficient. Planners should conduct any required beoeét analyses in accordance with
FAA guidelines when the development and financing plans are sufficiently refined to
allow a more accurate estimatethe costs, benefits, and other factors.

SELECTION OF A RECOM MENDED ALTERNATIVE

The selection of an airport sponsor’s re
Figure9-1) will usually be based on a combination of efforts, including: summation

the alternative evaluation criteria, supplemental analyses and evaluations, stakeholder
input through the public involvement process, and sponsor preferences. The level of
complexity of the selection process typically reflects the complexity ofthea r t * s
situation. However, in all cases the reasons for the selection of the recommended
alternative should be clearly documented.

Summation of the alternative evaluation criteria can take many forms. Because this effort
typically relies heavily on thpidgment of the planning team, particular care must be

taken to ensure that the summation process is clear and understood by the airport sponsor
and study participants. In simple situations with relatively few evaluation criteria, a
recommended alternagivcan often be selected with little or no summation of the

evaluation criteria. In more complex settings, a matrix of findings can be effective in
selecting a recommended alternative. In addition, a matrix of findings can document
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matters of judgment;@i | i t at e thdFAAS BgoQnaonrd ot her s’ pa
decision making process; and build consensus regarding the recommended alternative.

In master plans that are controversial or will lead to an Environmental Assessment or that
may requirean Environmental Impact Statement, the planner should ensure that the
process used to select a recommended alternative is comprehensive, logical, well
documented, and has meaningful public participation. The public involvement process
during a master pfaserves an important function, but it does not replace the public
involvement process required by NEPA and described in FAA Order 1050.1,
Environmental Impacts: Policies and Proceduagesl FAA Order 5050.4, FAA Airports
guidance for complying with NEPAIf the master plan contains shéetrm development
projects that are known to require additional environmental processing, the airport
sponsor should consider beginning the environmental processing prior to selecting a
recommended alternative. Selectangecommended alternative prior to beginning the
environmental processing may complicate the NEPA process because the various
agencies and public involved may perceive that the NEPA analysis is biased.

AIRPORT SITE SELECTI ON

The emphasis in airportgrining is normally on the expansion and improvement of existing

airports. Sometimes, however, an existing airport cannot be expanded to meet the future demand
and a new or supplemental airport is required. In these cases, a hew airport site mayeble select
as part of the airport planning process. The process of identifying, evaluating, and selecting a
potential site for a new airport is similar to the process of identifying, evaluating, and selecting
alternatives for individual airport projects. Appenéi contains guidance on the airport site

selection process. If planners want to use Federal financial assistance under the AIP for follow
on planning or site acquisition and development, the FAA must approve the selected site before
any additional planmg work is started.

907.

a.

DOCUMENTATION GUIDEL INES

The documentation of the alternatives identification, evaluation, and selection process
should be a separate chapter in the master plan technical report. The planner should
provide a summary at the begingiof the chapter that describes the recommended
alternative and its principal benefits.

Planners should move technical information to appendices to improve the readability and
organizational flow of the documentation.

Since this documentation may be Wibarelied upon in a subsequent Environmental
Assessment or Environmental Impact Statement, the planner should ensure that the
documentation is logical and thorough. It should make clear what alternatives were
considered, why particular alternatives welieninated from further consideratioand |
why the recommended alternative was selected.
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Chapter 10 Airport Layout Plans

1001. GENERAL

a. This chapter provides guidanfme the preparation of the drengs that make up the
Airport Layout Plan (ALP) drawing set. The ALP depicts existing airport facilities and
proposed devel opments as determined from
forecasts, facility requirements, and alternatives arslyBhe process outlined in this
chapter also applies to ALPs that are prepared without a master plan.

b. FAA Order 5100.38Airport Improvement Program Handbogkrovides supplemental
guidance for the preparation of an ALP. United States Code (USC) 4y i€qaes, in
part, a current ALP approved by both the sponsor and FAA prior to the approval of an
airport development project. USC 47107(a)(16) requires that the airport sponsor
maintain an ALP that ensures the safety, utility and efficiency of therair@rant
assurance number 29 requires that the sponsor keep the ALP up to date at all times. As
stated in Order 5100.38, an ALP remains current for ayieag period, or longer, unless
major changes at the airport are made or planned.

c. The minimum elerants of the ALP drawing set are defined in AppendiRiFort
Layout Planof this AC. This chapter complements the ALP drawing set requirements in
Appendix F.

d. The ALP preparer must work closely with the airport sponsor, the responsible FAA
office, andif appropriate, the applicable state agency, to define the requirements,
standards, and criteria to be employed. To ensure that the ALP is comprehensive, all
parties must agree to its content and standAf@B. Standard Operating Procedure (ARP
SOP) 2.00FAA Review and Approval of Airport Layout Plans (ALPs), and ARP SOR
3.00,FAA Review of Exhibit “A" Airport Hrope
for specificALP review and approvalrpceduresand additional preparation guidance
Current versions of these SOPs are located at
http://www.faa.gov/airports/resources/sops/.

e. The five primary functions of the ALP that define its purpose are:

1) An ALP creates a blueprint for airport development by depicting proposed facility
improvements. The ALP provides a guideline by which thmoairsponsor can
ensure that development maintains airport design standards and safety requirements,
and is consistent with airport and community land use plans.

2) The ALP is a public document that serves as a record of aeronautical requirements,
both presnt and future, and as a reference for community deliberations on land use
proposals and budget resource planning.

3) The approved ALP enables the airport sponsor and the FAA to plan for facility
improvements at the airport. It also allows the FAA to ardigippudgetary and
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procedural needs. The approved ALP will also allow the FAA to protect the airspace
required for facility or approach procedure improvements

4) The ALP can be a working tool for the airport sponsor, including its development and
maintenane staff.

5) An approvedALP is necessary for the airport to receive financial assistance under the
terms of the Airport and Airway Improvement Act of 1982, as amended, and to be
able to impose and use Passenger Facility Charges. An airport must kelep its A
current and follow that plamecausehose are grant assurance requirements of the
AIP andprevious airport development programs, including the 1970 Airport
Development Aid Program (ADAP) and Federal Aid Airports Program (FAAP) of
1946, as amended.

The ALP drawing set is a set of planning drawings and is not intended to pdegige
engineering accuracy. Individual items such as runway coordinates, obstruction survey
data, and application of airport design standards must comply with Federal survey
standards. The ALP preparer will need to define accuracy requirements ffic spec
elements of the ALP in cooperation with the airport sponsor and approving agencies.

Airport Layout Plans are prepared either as first time ALPs, formal revisions based on
changes to the airport, or informal revisions based on minor improvementsatmtirée
Informal revisions, often referred to as pamdink revisions, can be made to individual
sheets of the ALP drawing set, although the responsibility for review and approval must
still be coordinated with the FAA. These and other requirementlisamessed in FAA

Order 5100.38Airport Improvement Program Handbaok

AIRPORT LAYOUT PLAN DRAWING SET

The individual sheets that comprise the Airport Layout Plan drawing set will vary with
each planning effort. The ALP preparer, airport sponsoA &Ad any other approving
agency must determine which sheets are necessary during the project scoping activities.
ARP SOP 2.00Appendix A, ALP Review Checklismaybe used to guide the scope
development.The following sheets are described further inSiaP:

1) Cover Sheet A separate cover sheet, with approval signature blocks, airport location
maps, and other pertinent information as required by the local FAA Airports office.

2) Airport Layout Plan—A drawing depicting the existing and future airport facilities.
The drawing should includie depiction of alapplicabledesign standards contained
in the latest version of Advisory Circular 150/53D8) including but not limitd to,
landing areas, movement areas and aircraft parking argasuyeways, taxiways,
helipads, aprongtc.) required facility identifications, description labels, imaginary
surfaces, Runway Protection Zones, Runaag TaxiwaySafety AreasRunway ad
TaxiwayObject Free Areas, Runway Obstacle Free Zanebasic airport and

runway data tables. It may be necessary to include the data tables on a separate sheet.

Figure 101 is an example of an ALP drawing.
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3) Data Sheet- A separate sheet containing basic airport and runway data tables.

4) Facilities Layout Plan— A drawing that depicts existing and future facilities, and only
critical, norroverlapping clearance criteria, with minimal text. It is essentially a
simplified ALP.

5) Terminal Area Plan(s)- This plan consists of one or more drawings that present a
largescale depiction of areas with significant terminal facility development. Such a
drawing is typically an enlargement of a portion of the ALP. At a commercial service
arport, the drawing would include the passenger terminal area, but might also include
general aviation facilities and cargo facilities.

6) Airport Airspace Drawing-14 CFR Part 77Qbjects Affecting Navigable Airspace
defines this as a drawingleting obstacle identification surfaces for the full extent of
all airport development. It should also depict airspace obstructions for the portions of
the surfaces excluded from the Inner Portion of the Approach Surface Drawing.

7) Inner Portion of the Approach Surface Drawing-Drawings containing the plan and
profile view of the inner portion of the approach surface to the runway and a tabular
listing of all surface penetrations. The drawing will depict the obstacle identification
approach srfaces contained in 14 CFR Part Ohjects Affecting Navigable Airspace
The drawing may also depict other approach surfaces, including the thregimgd
surface, those surfaces associated with United States Standards for Instrument
Procedures (TERBSor those required by the local FAA office or state agency. The
extent of the approach surface and the number of airspace obstructions shown may
restrict each sheet to only one runway end or approach.

8) On-Airport Land Use Drawing— A drawing depictinghie land uses within the airport
property boundary.

9) Off-Airport Land Use Drawing— A drawing depicting land uses and zoning in the
area around the airport. At a minimum, the drawing must contain land withiNthe
65 db noise contour and to the extesftthe future RPZsf they extend beyond the
airport property For general aviation airports or low activity commercial service
airports, where noise issues are less importargjrport land use and e#irport land
use drawings malye combined.

10)Airport Property Map— A drawing depicting the airport property boundary, the
various tracts of land that were acquired to develop the airport, and the method of
acquisition. This drawing is only required for those airports that have aeg|land
with Federal funds or through an FAg&iministered land transfer program; however, it
may be useful to all airport sponsadifsany obligations were incurred as a result of
obtaining propertyr an interest therein, they should be noted. Obligatibat stem
from Federal grant or an FAAdministered land transfer program, such as surplus
property programs, should also be noted. The drawing should also depict easements
beyond the airport boundary. An airport property map is not a substitute for a
Exhibit A unless it is prepared in accordance with AC 150/8I00Qand Acquisition
and Relocation Assistance for Airport Improvement Program Assisted Projects.
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11)Runway Departure Surface Drawing This drawing depicts the applicable departure
surfaces adefined inTable 32 and Figure 34 in FAA AC 150/530013. The |
surfaces are shown for runway end(s) designated primarily for instrument departures.
The oneengine inoperative (OEI) obstacle identification surface (OIS) should be
shown for dparture runway end(s) supporting air carrier operations.

12) Utility Drawing — This drawing depicts the location and capacity of major utilities jon
the airport and in the surrounding area.

13)Airport Access Plans- If access to the airport is a significant issaegparate airport
access drawing should be created, depicting the major routes of various modes [of
transportation that serve the airport. Such a drawing could also include proposed
improvements to the system.

14)Other Plan(s)- Drawings that address a sffec, unique need at the airporEor
examplethese drawings may inclu@@Nell Site Plan for ofairport oil and gas
extraction, or d.aunch Site Boundarfpr commercial spaceport facilitesetc. The
sponsor, FAA and other approving agencies must discuss and agree to include them.

1003. COMPUTER-AIDED DESIGN STANDAR DS

a. ALP drawings may be produced electronically using design software. The sponsor and
responsibleeviewing agency will select what program to use. Design standards should
be established and may include defined line types, line weight/thickness, lettering styles,
symbols, and filenaming conventions. The sponsor, FAA and/or state agency must
determinewhich standards must be followed in development of the Airport Layout Plan
drawing set.

b. Following computer design standards will facilitate the review and approval of the
drawings by the responsible agency, reduce the chance of someone misunderstanding th
drawings, produce drawings that are useful for the reviewing agency and the airport
sponsor, and produce drawings that may be used in subsequent planning and design
efforts.

1004. GEOGRAPHIC INFORMATI ON SYSTEMS APPLICATI ONS

a. Geographic Information Systems (GEJows users teisualize, question, analyze, ‘
interpret, and understand data to reveal relationships, pattediseads. GIS may be
used by the airport sponsor for a number of purposes, including the inventory and
maintenance of airport facilities, preparation for emergency services, planning for airport
improvements, the inventory of airport property, anditirentory of sensitive
environmental areas. ‘

b. The ALP may be linked to an existing GIS or the airport sponsor may implement a new
GIS incorporating the ALPAirports are required to submit digital geospatial data in |

’See FpAWBIsi cation entitled “Proposed commercial s|pace
Federallyob| i gat ed or Part 139 airports,” dated Octobler 2
http://www.faa.gov/airports/airport_safety/
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conformancewith the most current veron of AC 150/530018, General Guidance and

Specifications foSubmission of Aeronautical Surveys to NGS: Field Data Collection and

Geographic Information Systef@I|S) Standards

1005. BASE MAPPING AND DAT A SOURCES

Base mapping and data source issuesldhme discussed as part of the master plan scoping,
since they may affect not only the ALP drawings, but also subsequent environmental matters.
These issues might include the following:

86

a. Base Mapping— The level of detail required for the base mappinthefALP must be

determined by the airport sponsor, FAA, state agency, and the ALP preparer. Although
some sponsors may already have the necessary data, new base mapping will often be

required. Base mapping is typically done at the outset of the plagifiangand is used

in the facility requirements determination and alternatives analysis and selection. Since
these processes ultimately establish the total area that will be depicted on the drawings,

the preparer should establish the area that must bpetdyy considering the following:

Potential airport expansion beyond the existing boundaries
The extent of noise contours

Location of other potential environmental impact areas
The area required to address ground access issues

The area to be depicted dretApproach Surface Drawing
Implications of the use of GIS

I I I > >

The ALP preparer will need to determine, based on topography, budget, and future uses

of the base mapping, what intervals of topographical contours to use on the maps.
Topographic issues may be iorant in the alternatives analysis, which may require t
reduced contour intervals be used. The ALP preparer should also consider how to

hat

analyze airspace obstructions and violations. If aerial photogrammetry is used for the

obstruction analysis, mapm can be paired with it, but parameters for both products
must be established.

. Airspace Obstruction Identification and Analysis— An assessment of airspace

obstructions near the airport should be included on the Approach and Departure S
Drawings ad the Airspace Drawing. The ALP preparer and reviewing agency mus
establish data sources and parameters for this assessment. Obstruction data sour
include airport obstruction removal programs, previous obstruction survey data, the
air por t iosChatand thed-8A Digital Obstacle File. Numerous methods I
be used for inventorying new obstructions or for verification of identified obstruction
including a physical site survey using traditional methods, aerial photogrammetry; &
laser mappig. Obstruction analysis parameters include the extent of the approach
surfaces to be surveyed and analyzed, and the survey of areas off the sides of the
runways. Existing obstruction clearing and maintenance programs at the airport m
minimize the neefbr extensive obstruction surveying. Conversely, development of
new airport, construction of new runways, and the extension, reclassification, or ap
procedure revisions to existing runways may require additional surveying. Surveys
should be don@ accordance with FAA Advisory Circulars 150/5306, 17, and 18.
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C.

1006.

1007.

Off-Airport Property — The airport property map will identify the parcels that were
acquired to develop the airport. The airport alternatives analysis may benefit from an
inventory of pacels surrounding the airport boundary, particularly in areas of anticipated
airport development. Being able to identify these parcels by size and use may also
benefit potential subsequent environmental studies. The ALP preparer, the responsible
agencyand airport sponsor should determine if expanding the property map to include
these areas is necessary.

CHECKLISTS

ARP SOP 2.00, tindard Procedure for FAA Review and Approval of Airport Layout
Plans (ALPskhould be referenced for the most current ALP Checklist for use in scoping
the ALPand managing the ALP review and approval pracé$ss SOP replaces earlier
checklists providethy individual Regions an®istrict Offices

For airports not included in théPIAS, t he FAA’ s checkl i st | may
have separate requirements.

Planners must verify théihe ALP checklistis current, sincét is continually revised to |
reflect changing Federal and state standards.

Once the applicable checklisés been identified, the ALP preparer should consult wit
the reviewing agencies to define the specific items on the chatldisire applicablet

the project. The decklistis comprehensive and not all items are applicable to a spec|fic
project.

APPROVALS

The ALP drawing set approval procesayvary, depending on the requirements of the
state aviation agency. The airport sponsor, FAA, state, and ALP preparer need to ifentify
a review anapproval process at the outset of ALP preparation.

FAA Order 5100.38Airport Improvement Program Handbgadtates that FAA review
andcoordination of the ALP will cover Federal interests and must consider any required
coordination that was not completed at the local or state level.

The review of the Airport Layout Plan drawing set will typically be completed through
multiple submittals.Milestones must be determined by the reviewing agency, but
typically include:

1) Preliminary ALP submittal- The drawing set should be submitted to the sponsor for
review and comment to ensure that the graphic depictions correctly present the
sponsals.” s go

2) Draft ALP Submittal— The drawing set and support documentation should be
submitted to the FAA and state aviation agencies for review and comment.
Supporting documentatiowill includethe ALP checklistand must be predetermined
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with reviewingagencies. Review comments may be addressed prior to submittal of
the Draft ALP drawing set for airspace review.

3) Draft ALP Airspace submittal The Draft ALP drawing set should be submitted to
the reviewing agency for distribution to various FAA offitesairspace review. As
noted above, in some cases the FAA or state may require that the Draft ALP drawing
set be submitted for review and comment and then resubmitted for airspace review
after their comments have been addressed. In other cases, thedy/Admduct the
airspace review at the same time as its general review of the Draft ALP drawing set.

4) Final ALP submittal— The ALP drawing set should be revised, as needed, based on
the airspace determination and review comments if these were not adgresstx
submitting the Draft ALP drawing set for airspace review. The final ALP drawing set
and accompanying narrative (Master Plan Report or ALP Narrative Report) should be
sent to the reviewing agency for distribution.

Conditional Approval The FAA mg approve the AP drawing set conditionally, based

on specific components that will be subject to further review and approvals prior to
funding and implementation. See Chapter 5 for additional information regarding master
plan environmetal review and ALP approval.

Unconditional Approval The FAA may unconditionally approve thé.R drawing set

when all proposed development projects are either categorically excluded from additional
environmental processing, have recdigeFinding of No Significant Impact resulting

from an Environmental Assessment, or have received a Record of Decision resulting
from an Environmental Impact Statement.

DOCUMENTATION GUIDEL INES

The requirements for documentation of thePAdrawing set must be determined with the
airport sponsor and the reviewing agency or State agency. Documentation will typically
include a complete reducaize set of the AP drawing set and the accompanying text.
The master plawill provide the narrative if the ALP is prepared as part of a master plan.
If the ALP is prepared separately as an ALP Update, an ALP narrative is required. The
narrative will typically describe ALP development criteria and the rationale for the
devebpment shown on the ALP. Examples of these include airport reference code
related design criteria unique to specific areas of the airfield, or known or proposed
modifications to FAA design standards. (See Section 202.c of this AC for further
guidance orthe ALP Narrative Report.)

The quantity and form of ALP drawing sets must also be defined by the airport sponsor,
FAA and state agencies. A reproducible, signed original copy and multiple paper copies
of the drawings set may be required. Distributiorunesments should be established

during the project scoping.

Electronic files of the Airport Layout Plan drawing set may be prepared. These files are
typically provided to the reviewing agency and may also be provided to the sponsor.
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d. Once approved by thgpansor and approving agency, the ALP becomes a legal document
and the sponsor should consider placing security controls on the ALP drawing set to
prevent unauthorized changes to the drawings.
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Chapter 11 Facilities Implementation Plan

1101. GENERAL

a. The fadlities implementation plan provides guidance on how to implement the findings
and recommendations of the planning effort. Facility implementation plans will vary
considerably, depending on the complexity
preferemes. In some cases, a simple schedule, listing of key projects, project
descriptions, timing of key activities, estimated development cost, interrelated projects,
and any special considerations will be sufficient. Other situations may warrant a detailed
implementation plan that includes a comprehensive master schedule for the
implementation of the major projects, a detailed coordination plan outlining key activities
and responsibilities, and detailed project descriptions in the form of project dataocsheets
project booklets for each major project. In all cases, an implementation plan should
provide the airport sponsor and FAA with the information they will need to integrate the
master plan’s recommendations with the da

The arport sponsor, FAA, and other involved parties may use similar terms to describe
somewhat different components of the facility implementation plan, particularly in regard
to what makes up a Capital Improvement Plan (CIP). Airport sponsors maintain a
“ciatpal i mprovement program” or a capital
airport planning and development projects, both eligible and ineligible for AIP funding.

The FAA consides actual funding requests through thieports Capital Improvement

Plan (ACIP)process

Regardless of the terms used, the facilities implementation plan must address all of the
airport’ s pl ann e thosepaoedtstthatiare pot asgoaatet! with thee v e n
recommendations of the master plan) to ensure that adequate fiscal, staff, scheduling, and
other resources are available. In addition, all documentation should be prepared so that it
will be clearly understa by all parties.

The facilities implementation plan must balance funding constraints; project sequencing
limitations; environmental processing requirements; agency and tenant approvals and
coordination processes; business issues, such as leases amnty @oguisition; and

sponsor preferences. The plan must also be coordinated with the master plan ALP and
the airport’s financial plan.

The facilities implementation plan may change from year to year in response to changing
conditions. Therefore, the fility implementation plan should be prepared so that it is

easy to update after the master plan is completed. For example, future aviation activity
may grow more quickly than the initial facilities implementation plan anticipated,

requiring modification bthe plan to allow earlier implementation of projects. It should

be more detailed in its early years than in the later years to reflect the imprecise nature of
long-range facility planning.
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a. A new or evised Capital Improvement Plan (CIP) is a key element of the facility

implementation plan. The projects illustrated on the ALP should be more precisely
described in the sponsor’s CIlP. Whil e the
broad time periosl (5, 10, and 20 years), those descriptions must be refined into specific
projects for the CIP. The airport sponsor will then be able to integrate the master plan
projects into its overall program of facility improvement projects, repair projects and
maintenance projects. In some cases, planners may need to significantly revise the
sponsor’s existing CIP if it includes proj
development as a result of changes in the master plan. At large airports, wheradh

be many ongoing development projects, it can be difficult to integrate the projects
identified in the master plan into the spo
with the sponsor to define ongoing projects with regard to schedule, soopsqurces

and uses of funds in order to integrate the master plan projects into a realistic CIP.

. Given the wide variability in project descriptions and CIP processes, the planner needs to

understand the requirements of the sponsor, FAA, and otherapplegencies before

undertaking this task. Effective coordination among the planner, FAA, and the sponsor is
essenti al. The airport’s CIP contains al/|l
reflected in the FAA's pl adhet amigl momn utt ke o$ p «
CIP may also vary considerably, depending on the complexity of the study airport and

sponsor preference.

Specific projects, based on the ALP, should be divided into smaller projects that reflect
how projects are approved, desdnand constructed. Planners should maintain an
appropriate project scope in designing individual projects. For example, if the master
plan recommends the extension of a runway, the project would include extending the
runway, as well as associated potgesuch as extending the parallel taxiway and adding
associated navigational aids, electrical systems, and service roadways. However, if the
master plan recommends the relocation of a passenger terminal, the subsequent projects
associated with that coulik extensive in themselves, including projects to address

access roadway modifications, terminal area parking, terminal curb and roadway,
terminal building and concourse, terminal apron, access taxiways, and miscellaneous
support infrastructure. In albses, however, the standard descriptions outlined in the
SOAR planning module should be used for projects submitted to the FAA for funding
consideration. Each component of an overall project should be described. For example,
the land acquisitionthatpar t of a runway extension shoul
Runway-Land Acqui sition, Phase 1.7

Specific projects can be described as project listings on a master table, on individual
project data sheets, or in projects booklets. The approach used willitathe level of
det ai l needed to support the sponsor’
following types of information:

S nee

A Project identification (hame and project number)
A Project scope (detailed project description and illustrations)
A Concse project purpose or objective (why the project is needed)
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Project schedule (begin/end dates forgesign, design, construction, close out, and
startup)

Prerequisites, dependent, and interrelated projects

Project budget (construction cost estimateludicng quantities and unit costs, soft
costs, and contingencies)

Environmental processing required

Funding information (AIP grant and PFC estimates, other funding source),
Special considerations (lease considerations, property acquisition requirements,
known environmental mitigation requirements, and site constraints)

Identification of responsibilities (key activities and when they must be completed, by
agency, organization, position, or person)

Benefit/cost information (see Chapter 12 for a discussion @ h e Aifp&tA’ s
Benefit Cost Analysis Guidarjce

> > B> D> >

1103. PROJECT SEQUENCING AND THE COMPREHENSIVE MASTER SCHEDULE

a. Airport projects may be complex, so the implementation plan should consider the
interrelationshi ps amon gngtardeeviged @RH. €larnes i n
should examine all projects to establish interrelationships, determine a sequence to
minimize conflicts, and establish a master schedule to ensure the sequence is maintained
throughout the implementation plan.

The facility mplementation plan should cover the same years as the forecasts in the
planning effort. Typically, detailed information should be provided for theyieas
horizon, with less detail provided for the longer planning periods.

In addition to the technicabpects of designing and constructing the projects, the project
sequencing plan or master schedule shoul d
environmental, and strategic plans. Developing the prsgmtiencing plan is an

iterative process and maystét in the reformulation of projects or revisions to the
airport’s financial, environmental, and s

Since activity rarely grows exactly as forecast in the master plan, establishing triggers for
key improvements, such as an aircraft aprqraesion, additional aircraft storage

hangars, or additional runway capacity, is recommended to allow a sponsor to respond to
actual activity levels as they occur. The prof@etjuencing plan should document these
triggers along with the year in which ptaers expect them to be reached. Such an
approach will be particularly useful for the longange part of the implementation plan.

Preparation of the projesequencing plan should be undertaken with a full

understanding of how the airport sponsor wik tise implementation plan. Given the

high levels of complexity associated with such an effort, planners should ensure that

pl anning resources are efficiently used t
plan that simply highlights the order of thejects and key activity triggers will be

sufficient. In more complex situations, an implementation plan should include the
preparation of an actual master schedule that incorporates project sequencing, key
activities, and the identification of the resgible parties.
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a. The implementation plan should provide information regarding key activities and

responsibilities. Because the le@ie associated with many projects is significant, the
early identification of keactivities and responsibilities can help ensure that essential
preparatory activities are completed on a timely basis. As with other elements of the
implementation plan, the level of detail regarding key activities and responsibilities will
vary,dependig on the sponsor’s needs and the

The key activities and responsibilities will vary from airport to airport, but will include
many of the following:

1. Sponsor-specific project approval activities, such as airport board,
council, or other administrative body approvals; various budgetary
approvals and funding appropriations; and similar sponsor-specific items

2. Airline and other tenant approvals and lease modifications

3. Project funding activities, such as FAA and other agency grant
applications, PFC application, and long-term debt financing.

4. Environmental processing activities, as appropriate, under current
versions of FAA Order 1050.1, Environmental Impacts: Policies and
Procedures and FAA Order 5050.4, FAA Airports guidance for complying
with NEPA.

5. Land acquisition activities

6. Sponsor-specific project implementation process activities
associated with designing and constructing the projects

7. Agency coordination activities, including the FAA, local metropolitan
planning organization or its equivalent, Transportation Security
Administration, Department of Defense, and other agencies that may have
direct involvement with the airport

8. Public Coordination activities that carry the public involvement process
into the project implementation phase

At a minimum, the listing of key activities and responsibilities should include what

activities should be undertaken, by what party, and when. In more complex situations, it

may be useful to provide a schedule of activities or to incorporatieethactivities and

responsibilities into the overall sponsor

c
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1105. DOCUMENTATION GUIDEL INES

a. The documentation of the facilities implementation plan will vary, depending on the
complexity of the study airport and sponsor objectiv@scause the implementation plan
may be read as a staatbne document, planners should provide enough source
documentation so the plan can be independent of the master plan. Planners should use
appendices to improve the readability and organizatiooal &f the documentation,
particularly if project data sheets, project booklets, or benefit/cost analyses are included.
The documentation should include any electronic spreadsheets and files so as to facilitate
the modification of the facilities implemenia plan as needed. Prior coordination with
the | ocal FAA Airports office will facild.i
planning module of SOAR.

b. The documentation of the facilities implementation plan should normally include a new
or revied CIP for at least the shagrm airport development projects. Planners should
address major developments in sufficient detail so the sponsor will know how to fund
each project in the CIP. The plan should clearly indicate other agencies that are
anticipated to provide granigs-aid so they can determine the appropriate level of their
involvement.

95



AC 150/50766B 7/29/2005

This page intentionally left blank.

96



1/27/2015 AC 150/507066B Change 2

Chapter 12 Financial Feasibility Analysis

1201.

a.

1202.

GENERAL

This chapter provides guidance on what will be resgito demonstrate the airport
sponsor’s ability to fund the projects 1in
projects that they expect to implement over the-texan, as presented in the capital
improvement plan (CIP). A more general discossf the funding of the mediumand

long-term projects is more appropriate because of the uncertainty of future funding and
possible shifts in the importance of those projects.

The sponsor’s ability to fund t hideratioemc o mme
in preparing the CIP and facilities implementation plans. The financial feasibility

analysis should take place concurrently with the development of the CIP and the facilities
implementation plan.

The level of effort necessary to conduct a finahteasibility analysis will vary

considerably, based on the size of the airport. In general, items to consider are: the
funding sources for the CIP, a projection of revenues and expenses (pro forma cash flow
analysis) for each year of the CIP, and mdthtm enhance airport revenues.

During the scoping process for the master plan, planners may determine that the financial
feasibility analysis need not be a staaidne chapter. The CIP and facilities

implementation plan should provide adequate inforomadin how the projects in the CIP

will be funded.

SOURCES OF FUNDING

Airport development can be financed from several sources, including Federal and state
grantsin-aid, private financing or third party development, passenger facility charges,
cugomer facility charges, a variety of bonds, and local funds.

1) Federal Funding— Some airport projects are eligible for FAA funding through the
Airport Improvement Program (AIP), which provides entitlement funds for primary
airports(based upotheir annual enplaned passengeagports supporting significan
cargo activity (based upon the proportiorasfded cargo weightstate
apportionment and nonprimary entitlemémds. Additional AIP funds, designade
as discretionary, may also beailablef or el i gi bl e proj ect|s,
national priority systerand several other factors

Although the AIP has been reauthorized several times and the funding formulas have
been periodically revised toflect changing national priorities, the program has
remained essentially the same. Public use airpuotgded in the NPIAS anthat

serve civil aviation may receive AIP funding for eligilalied justifiedprojects, as
described in FAA Order 5100.38jrport Improvement Program HandbooR he

airport sponsor must fund the remaining project cost, using a combination of the
funding sources discussed in this section.
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2)

3)

4)

5)

State Funding— Many states have programs to assist in airport capital development.
The admnistration of these funds depends on the mechanisms established in each
state. The most common source is a state aeronautics commission or department.
State funds are often used to provide some part of th&ederal share of projects
supported by the&A and for other projects that have been included in the state
airport or aviation system plan. Most states have established a priority system for the
allocation of state funds. Some states also provide limited funding to airports to
support local econoim development.

Third Party Development — Third party financing may be appropriate in a case

where an airport sponsor uses a third party developer or a tenant to finance a

construction project. Only projects with a strong positive cash flow can supjsort t

type of financing. Generally, the third party would lease the structure for a period of

years to the tenant paying the airport ground rents. According to the terms of the
agreement, the airport sponsor receives ownership of the asset upon exgpirttgon

| ease. This method of financing preserve
priority projects. Examples of projects that are funded in this manner include the
development of passenger terminals, general aviation hangars, corporate laawars,

cargo facilities.

Passenger Facility Charge- The Aviation Safety and Capacity Expansion Act of

1990 authorized the Secretary of Transportation to grant public agencies the authority

to impose a Passenger Facility Charge (PFC) to fund eligible apqmpects. PFC
revenue may basyouged basias “@prayl everaged to
bonds or other debt used to pay for P&Qible projects. Although the FAA is

required to approve the collection and use of PFCs, the program pernlits loca

collection of PFC revenue through the airlines operating at an airport and provides

more flexibility to airport sponsors than AIP funds.

To be eligible for PFC funding, a project must preserve, enhance, or make a
significant contribution to the safetyeaurity, or capacity of the national air
transportation system; reduce noise or mitigate noise impacts resulting from an
airport; improve local air quality in accordance with the Voluntary Airport Low
Emission program; or furnish opportunities for enharamdpetition between or

among air carriers; reduce current or anticipated congestion; or other qualification
that may be added to the program over time. Allowable project costs include only
those incurred on or after November 5, 1990. Regulations assbwidh the

imposition of a PFC are described in 14 CFR Part 158, as implemented through FAA
Order 5500.1Passenger Facility Charge

Customer Facility Charge— A customer facility charge (CFC) is a fee paid by

airport customers for the use of some-a@mnautical service at the airport. These
charges are commonly collected fromarport rental car agencies. The funds are
collected by the rental car agency from their customers and then paid to the airport for
use in paying the debt service on, for epéena consolidated rental car facility. The
airport constructs the facilities on behalf of the agency, allowing them to finance

major projects, but keeping the debt off their balance sheets.
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6) Bonds— A variety of bonds can be issued to support airpevetbpment projects.

a) General obligation bondsare backed by the creditworthiness and taxing power of
the municipality operating the airport. They usually bear low interest rates
because of their high degree of security. However, state laws may limit a
municipality’s overal/l debt, and compe
requirements may preclude their use for an airport project. Some states have an
exemption from the debt limitation rule for general obligation bonds because they
are used for a venue producing enterprise.

b) Revenue bondpledge the revenues of an airport sponsor to the repayment of
debt service. These are the most common source of funding at larger commercial
service airports. Revenue bonds are popular because they do nottharden
taxpayer or affect the bonding capacity of the municipality. However, their use is
limited to airports with a sufficient operating surplus to cover the debt service.
Projected Net Revenues must exceed debt service requirements by at least 1.25
timesand up to 2.0 times, depending on the strength of the bond issuer and the
underlying assumptions with respect to the market risk for the bonds. Interest
rates are dependent on the coverage ratio, but in any case will be higher than for
general obligatiotoonds. Other factors that may affect the interest rates on
revenue bonds are the strength of the local passenger market and the financial
condition of the airlines serving the market.

c) Special facility revenue bondsre normally issued by the airport spongr the
construction of a facility for a third party and backed by the revenues generated
from that facility. This method of funding can be used for such facilities as
maintenance hangars, airline reservation centers, terminal buildings, and air cargo
terminals.

d) Industrial development bondsan be issued by states, local government, or an
airport authority to fund the construction of an airport industrial park or other
facilities that may attract business and increaseaswvanautical leasing revenues
at the airport.

7) Local Funds—The remaining portion of project costs must be funded from local
sources. The local share of project costs can come from the annual cash flow at the
airport or with unrestricted cash balances available to the airport sportsetocal
municipality may provide the local share from its annual cash flow or available cash
reserves.

1203. FINANCIAL FEASIBILIT Y

a. Prepare CIP Funding Plan—The CIP and developmephasing plan for the CIP
prepared in the facilities implementatiolap should be summarized, with the potential
funding sources clearly identified for each year of the financial plan. The planner should
use realistic assumptions about the amount of external funding available so an accurate
plan of finance can be carriéatward in the financial feasibility analysis.
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If the airport sponsor needs to issue debt for projects included in the CIP, it should
identify the financing assumptions for the amount of bond proceeds needed to cover the
local share and annual debt serviequirements.

Review Airport 6s —PlanneassimuldahalyZ the finantial strecture
of the airport to determine the compositio
leases, and other operating issues that will affect fututeflzag at the airport.

1) Airports are typically operated under the jurisdiction of city or county government,
with airport or aviation departments or public authorities dedicated either to airports
or aviation, or with a department responsible for aviatioairports. The ability of
the airport to finance capital improvement projects depends upon the political,
management, and financial structure under
ability to support development is based on the likelihdaobtaining Federal and
state aid, its ability and willingness to issue a financial instrument to fund a portion of
the costs, and the amount of revenue from airport operations.

2) Revenueproducing areas, or direct cost centers, for a high activity comrhercia
service airport typically include the landing area (airfield), aircraft aprons, terminal,
(both space rental and concessions), parking and ground transportation, cargo
buildings, aircraft maintenance facilities, fixed base operator facilities, and other
leased areas. Many of these revepraducing facilities will not exist at smaller
airports.

Airports commonly use two mechanisms for the recovery of airport operating costs

from airlines and other tenants in the airport terminal: the compensatory ¢betme

and the residual cost method. The compensatory approach allocates all airport costs

to cost centers and the rates and charges are assigned to airport tenants based upon
recovering these costs in proposetvicee.n t o t
A residual methodology has one or more signatory airlines agree to pay the net costs

of operating the airport not recovered from other tenants or other sources of airport
revenue. One of the basic differences in these two funding mechantbm@s is

assignment of risk. In the compensatory cost method, the airport sponsor assumes the
financial risk, whereas in the residual cost method the signatory airlines assume the

risk. These two methodologies represent either end of the airlingettitey

met hodol ogy spectrum. Many “hybrid” allo
commercial service airports.

3) Planners should examine the budgeting process used by the airport to establish the
financial management plan for operating revenue, operating and naainge(O&M)
expenses, and capital expenditures.

4) At larger airports where the complexity of the financial analysis increases, the planner
should recognize that constraints may occur because of the various legal documents
relating to the airport, includinghg bond ordinance, airline use and lease
agreements, and other operating agreements at the airport, such as:
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a)

b)

d)
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A Bond Ordinance or Trust Indenturdimits the amount of additional debt that

an airport sponsor can issue to fund capital projects and magenitia

application of revenue, rate covenant, and additional bonds test. The application
of revenue refers to the priority of t
revenues. A rate covenant requires the airport sponsor to set rates, fees, and
chargesat the airport at a level that will produce net revenues that will satisfy the
debt service coverage requirement. An additional bonds test is the documentation
the airport sponsor must produce to prove that the airport can generate the
necessary coveragpefore it can issue additional bonds.

The Airline Use and Lease Agreement (AULA)the contractual relationship
between the airport and the airlines serving the airport. Normally this agreement
would specify the airfield facilities available to eachia@) the terminal space
leased by each airline, and the rates and charges for use of the various facilities,
landing fees, apron fees and any other charges. In a residual cost center
arrangement, the airlines often have majeiritynterest (MIl) approvalwhich is

a weighted “vote” to construct capital
base. This allows an airport sponsor to include the net cost of a capital project in
the airlines’ rate base i f atbaseganr ity

the terms of the AULA.

Lease documentare established between the airport and aeronautical and non
aeronautical tenants, such as fixed based operators, concessionaires, and airport
service providers. Normally these lease agreements speeifgrim of the lease,

the specific assignment of space for these business enterprises, the rental rate or
fees for use of the facilities, and a concession fee.

Analyze Historical Cash Flow The planner should examine both the airport
revenues and O&M exgmses by cost center, where applicable, for the prior-three
to-five years and a historical cash flow profile for the airport that describes
financial operating trends. The planner may decide to excludeasin
expenditures such as depreciation and agairtin. The historical cash flow will

be useful in projecting future revenues and O&M expenses.

Prepare Pro Forma Cash Flow AnalysisThe planner should prepare a pro

forma cash flow analysis that projects airport revenues, O&M expenses, existing
and rew debt service requirements, and other non operating revenues and
expenses for each year of the CIP. The general test of financial feasibility applied
throughout the planning process is the ability of the airport sponsor to cover the
local cost of the @ through airport cash flow.

(1) Planners for low activity airports should recognize their dependence on
Federal and state aid for improvements, but should not rely on the availability
of such funds. Instead, they should consider alternative strategies for
financing in an effort to become more saifficient, in accordance with AIP
grant assurances. The master plan should discuss the investment requirements
and the benefits of the proposed development, so the airport sponsor can make
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practical decisions prezhted on availability of funds and public investment
priorities.

(2) High activity commercial service airports usually generate sufficient revenue
to support revenue bond financing for
need to supplement bond financingiwirederal aid will vary in degree,
usually depending on activity levels. High activity commercial service
airports are usually seffufficient and produce adequate cash flow from
setting rates, fees, and charges at the airport in accordance with the Bond
Ordinance, airline use and lease agreements, and other operating agreements.

(3) In conducting the prdorma cash flow analysis, the planner should focus on
the three to five year time frame that coincides with the CIP. The planner
should also emphasize thest 10 years of development, since the CIP is
generally better defined during that period. Discuss development during the
10 to 20 year horizon in a broader manner, because projects during this period
are often demand driven and will have a neutrakceffe on t he ai rport
flow. In addition, over the longgerm, priorities for airport capital projects
may change and a new master plan or update may be completed.

@ln analyzing the financial feasibility
choose to a&lue construction expenses, operating revenues, and O&M
expenses in current year dollars.

(5) The planner may decide to increase the capital cost from current year dollars
to the year in which construction is expected. If the planner conducts the
analysis m this manner, inflationary impacts must be included in the
projection of revenues and O&M expenses, along with increases because of
operational factors.

f) Conduct Sensitivity Analysis In some cases, a sensitivity test may be warranted
to assess finandiask. For example, the planner may want to test different rates
of passenger growth to determine how sensitive the financial plan is to this,
particularly where PFCs or revenue bonds are being heavily relied upon in the
CIP.

1204. REVENUE ENHANCEMENT

a. Airports are often under pressure to improve their financial condition to keep user costs at
reasonable levels. In preparing the pro forma cash flow analysis, the planner should
compare the financial performance of the study airport to that of compairglolesato
identify ways to increase concession, airline, andamnonautical revenues.

b. Increases in concession revenues will be subject to the terms of existing operating
agreements. Certain concessions may not be subject to operating agreememisonstr
including automobile parking rates, future land rental rates, fuel flowage fees, and aircraft
tie down fees, but may be subject to others constraints.
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1205.

1206.

The existing AULA may not allow the airport sponsor to recover the cost of operating the
airportfrom the airlines, or the terms of the existing airline agreement may no longer
meet the needs of the airport sponsor. Alternatively, the airport sponsor may have
sufficient unrestricted funds and wish to reduce awtiperating costs. In either cadegt
master planning process is a good time for the airport sponsor to examine its AULA and
make appropriate revisions, to the extent it is able, particularly if there are projects in the
CIP that will require funding from the airlines.

Non-aeronautical reenues provide the best opportunity for an airport sponsor to establish
new types of lease revenue, based on the use of existing land parcels at the airport. An
example of such an arrangement is a stevrh lease of land to grow hay, grass or to

graze cate, which would allow the airport sponsor to increase revenues while
maintaining control of the future use of the land. The airport sponsor should be aware of
the restrictions placed on these activities by 14 CFR Part 139, wildlife hazard concerns,
and gant assurances.

BENEFIT COST ANALYSI S

The FAAAirports Benefit Cost Analysis (BCA)ecember 1999, states that when

possible, airport sponsors should conduct a BCA as part of the development of the master
plan. FAA utilizes BCA to assess aviatiaser benefits of a proposed investment against

its estimated costs. In an October 24, 2GEteralRegister notice, FAA stipulated that

formal BCA is requiredor projects that enhance capacity at an airportaackxpected

to receive $0 million or more in AIP discretionary funds apply fora Letter of Intent

If the airport sponsor decides to submit a complete BCA to the FAA, more detailed ¢ost
estimates for a project(s) will be required than those prepared for thigefmcil

implementation plan.

DOCUMENTATION GUIDEL INES

The documentation of this chapter in the master plan should clearly show the financial
feasibility of the CIP.

The financial planning chapter of a master plan for a large commercial serpme a

will be more complex than one for a low activity general aviation airport. In this chapter,
planners should consider the funding plan for the CIP, historical cash flow, existing and
future debt service requirements, airline rates and chargeseaidst per enplanement,
concession revenues per enplanement, and pro forma cash flow analysis.

If a BCA has been prepared during the master plan process, it should be included as an
Appendix to the master plan report.

. Documentation provided to the airpshould include any electronic spreadsheets and

files to facilitate planners in modifying the financial plan on anesded basis.
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Appendix A Glossary

Advisory Circular — External publications issued by the A&onsisting of nosregulatory
material providing for the recommendations relative to a policy, and guidance and information
relative to a specific aviation subject.

Aircraft Approach Category An alphabetic classification of aircraft based upon 1.3 tithes
stall speed in a landing configuration at their maximum certified landing weight.

Aircraft Operation— The landing, takeoff or toueandgo procedure by an aircraft on a runway
at an airport.

Aircraft Rescue and Fire Fighting A facility located atan airport that provides emergency
vehicles, extinguishing agents, and personnel responsible for minimizing the impacts of an
aircraft accident or incident.

Airfield — The portion of an airport that contains the facilities necessary for the operation of
aircraft.

Airplane Design Group- A Roman numerical classification of aircraft based upon wingspan.

Airport Authority— A quasigovernmental public organization responsible for setting the policies
governing the management and operation of an airporsteryof airports under its
jurisdiction.

Airports Capital Improvement Plaa The planning program used by the Federal Aviation |
Administration to identify, prioritize and distribute funds for airport development and the needs
of the National Airspace Systeim meet specified national goals and objectives.

Airport Improvement Program A program authorized by the Airport and Airway Improvement
Act of 1982 that provides funding for airport planning and development.

Airport Layout Plan- A scaled drawing of thexisting and planned land and facilities necessary
for the operation and development of an airport.

Airport Master Plan-Thea i r p oondept &f the longerm developmerdnd useof an
airport s | and and facilities

Airport Obstruction Chart A scaled drawing depicting the Federal Aviation Regulation (FAR)
Part 77 surfaces, a representation of objects that penetrate these surfaces, runway, taxiway, and
ramp areas, navigational aids, buildings, roads and other detail in the vicinity of ah airpo

Airport Reference CodeA coding system used to relate airport design criteria to the operational
and physical characteristics of the airplanes intended to use the airport. It is a two character code
consisting of the aircraft approach category dr&ddirplane design group.

Airport Reference Point The latitude and longitude of the geometric center of the runway
system at an airport.
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Airport Sponsor The entity that is legally responsible for the management and operation of an
airport including tle fulfillment of the requirements of laws and regulations related thereto.

Airside— The portion of an airport that contains the facilities necessary for the operation of
aircraft.

Air Taxi— An aircraft operated under an air taxi operating certificatéh®ipurpose of carrying
passengers, mail, or cargo for revenue in accordance with FAR Part 121 and FAR Part 135.

Airport Traffic Control Tower A facility in the terminal air traffic control system located at an
airport which consists of a tower cab sture and an associated instrument flight rules room, if
radar equipped, that uses grotinehir and airto-ground communications and radar, visual
signaling, and other devices to provide for the safe and expeditious movement of terminal area
air traffic in the airspace and airports within its jurisdiction.

Annual Service Volume (ASVYYhe number of annual operations that can reasonably be
expected to occur at the airport based on a given level of delay.

Approach Surface An imaginary obstruction limitingurface defined in FAR Part 77 which is
longitudinally centered on an extended runway centerline and extends outward and upward from
the primary surface at each end of a runway at a designated slope and distance based upon the
type of available or planneapproach by aircraft to a runway.

Apron— A specified portion of the airfield used for passenger, cargo or freight loading and
unloading, aircraft parking, and the refueling, maintenance and servicing of aircraft.

Avigation Easement A contractual righor a property interest in land over which a right of
unobstructed flight in the airspace is established.

Based Aircraft- The general aviation aircraft that use a specific airport as a home base.

Benefit Cost Analysis (BCA)AN analysis of the benefit, s and uncertainty associated with a
project or action. A formal BCA is required for capacity projectsl@rillion or more in AIP
discretionary funds.

Building Restriction Line- A line defined by specifications and displayed on an airport layout
plan beyond which airport buildings must not be located to limit building proximity to aircraft
movement areas.

Capital Improvement PlanThei ndi vi dual ai r ptbercapitasnpenso$toer ° s p |l a
airport, typically including their planned capitahfiling sourcesThis is separate and distinct

from the FAA's Airports Capital | mprovement P
allocate AIP funds..

Cargo Service Airport An airport served by aircraft providing air transportation of property
only, including mail, with an annual aggregate landed weight of at least 100,000,000 pounds.

Citizenbs Advi s eAgroufodindividuals teaeweighOdc@rmendations
against community goals, values, and needs.
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Commercial Service Airpoft A public airport providing scheduled passenger service that
enplanes at least 2,500 annual passengers.

Computer Aided DesignaSoftware that is commonly used for drafting architectural and
engineering drawings.

Conical Surface- An imaginary obstructioti miting surface defined in FAR Part 77 that |
extends from the edge of the horizontal surface outward and upward at a slope of 20 to 1 for a
horizontal distance of 4,000 feet.

Critical (Design) Aircraft— The most demanding aircraft with at least 500 anapaftations that
operates, or is expected to operate, at the airport.

Crosswind- A wind that is not parallel to a runway centerline or to the intended flight path of an
aircraft.

Crosswind ComponentThe component of wind that i®t parallelto the runway centerline or |
the intended flight path of an aircratft.

Discretionary Funds- Federal grant funds that may &&ardedo an airport based upon |
designation by the Secretary of Transportation or Congress to meet a specified patiata
such as enhancing capacity, saftgecurity or mitigating noise.

Displaced Threshold An aircraft runway landing area that begins at a point on the runway other
than the designated physical end of the runway.

Enplanement The boardingf a passenger, cargo, freight or mail on an aircraft at an airport.

Entitlement- Federal funds for which a commercial service airport may be eligible based upon
its annual passenger enplanements.

Environmental Assessmenfn environmental analysis perimed pursuant to the National
Environmental Policy Act to determine whether an action would significantly affect the
environment and thus require a more detailed environmental impact statement.

Environmental Impact Statemenf document required of fedaragencies by the National
Environmental Policy Act for major projects or legislative proposals affecting the environment.
It is a tool for decisiormaking describing the positive and negative effects of a proposed action
and citing alternative actions.

Federal Aviation RegulationsThe general and permanent rules established by the executive
departments and agencies of the Federal Government for aviation, which are published in the
Federal Register. These are the aviation subset of the Code ofl Retprkations.

Finding of No Significant Impa¢FONSI)— A public document prepared by a Federal agency

that presents the rationale why a proposed action will not have a significant effect on the
environment and for which an environmental impact statemidintot be prepared.
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Fixed Base Operator A business enterprise located at on airport that provides services to pilots
including aircraft rental, training, fueling, maintenance, parking, and the sale of pilot supplies.

General Aviation- The segment adiviation that encompasses all aspects of civil aviation except
certified air carriers and other commercial operators such as airfreight carriers.

General Aviation Airport- An airport thatsupportsair serviceprimarily for general aviatio
purposes

Geographic Information System (GISA GIS is a computer system capable of capturing,
storing, analyzing, and displaying geographically referenced information according to location. It
is a technologyhat manages, analyzes, and dissemirggegraphic data.

Global Positioning SystemA satellite based navigational system that provides signals in the
cockpit of aircraft defining aircraft position in terms of latitude, longitude and altitude.

Ground Access The transportation system on amdund the airport that provides access to and
from the airport by ground transportation vehicles for passengers, employees, cargo, freight, and
airport services.

Horizontal Surface- An imaginary obstructiofimiting surface defined in FAR Part Tfat is

specified as a portion of a horizontal plane surrounding a runway located 150 feet above the
established airport elevation. The specific horizontal dimensions of this surface are a function of
the types of approaches existing or planned for thevay.

Instrument Flight Rules Procedures for the conduct of flight in weather conditions below
Visual Flight Rules weather minimums. The term IFR is often also used to define weather
conditions and the type of flight plan under which an aircraft isatineg).

Instrument Meteorological ConditiorsMeteorological conditions expressed in terms of
specific visibility and ceiling conditions that are less than the minimums specified for visual
meteorological conditions.

Itinerant Operations- Operations byircraft that leaves the local airspace.

Landside- The portion of an airport that provides the facilities necessary for the processing of
passengers, cargo, freight, and ground transportation vehicles.

Local Operations- Aircraft operations performed laircraft that are based at the airport and that
operate in the local traffic pattern or within sight of the airport, that are known to be departing
for or arriving from flights in local practice areas within a prescribed distance from the airport, or
thatexecute simulated instrument approaches at the airport.

Military Operations— Aircraft operations that are preformed in military aircraft.

National Airspace SystemThe network of air traffic control facilities, air traffic control areas,
and navigationdlacilities throughout the U.S.
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National Environmental Policy Act (NEPA)ederal legislation that establishes environmental
policy for the nation. It requires an interdisciplinary framework for federal agencies to evaluate
and disclosenvironmental irpacts and containsrocedures to ensure that federal agency |
decision makers take environmental factors into account.

National Plan of Integrated Airport System$he national airport system plan developed by the
Secretary of Transportatiamn a biannual basis for the development of public use airports to
meet national air transportation needs.

Navigational Aid- A facility used as, available for use as, or designed for use as an aid to air
navigation.

Operation— The landing, takeoff or tachrandgo procedure by an aircraft on a runway at an
airport.

Passenger Facility Charge (PF&)The collection of PFC fees for every enplaned passenger at
commercial airports controlled by public agencies to be used to fundapffoved projects that
enhance safety, security, or capacity; reduce noise; or increase air carrier competition.

Peak Hour (PH)- An estimate of the busiest hour in a day. This is also known as the design
hour.

Planning Activity Level (PAL) Selected activity levels that may tger the need for additional
facilities or improvements.

Primary Airport— A commercial service airport that enplanes at least 10,000 annual passengers.

Primary Surface- An imaginary obstruction limiting surface defined in FAR Part 77 that is
specified as rectangular surface longitudinally centered about a runway. The specific
dimensions of this surface are a function of the types of approaches existing or planned for the
runway.

Record of Decision (RODJA publ i ¢ document t hdectsions ratibnale ct s
behind that decision, and commitments to enforce and monitor mitigation.

Regression AnalysisA statistical technique that seeks to identify and quantify the relationships
between factors associated with a forecast.

Reliever Airporti General aviation airports in major metropolitan areas that provide pilots with
attractive alternatives to using congested hub airports.

Runway- A defined rectangular area at an airport designated for the landing anda#fkifgn
aircraft.

Runway Grdient— The ratio of the change in elevation divided by the length of the runway
expressed as a percentage.

Scope- The document that identifies and defines the tasks, emphasis and level of effort
associated with a project or study.
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System Of AirpostRepating (SOAR) The FAA Office of Airports integrated database that
contains airport planning, development, and financial information.

Technical Advisory Committee (TAEA group of individuals that provide input on technical
issues.

Terminal Area Forecast The official forecast of aviation activity, both aircraft and
enplanements, at FAA facilities. This includes FfoAvered airports, federally contracted
towered airports, nefederal towered airports, and many rtowered airports.

Terminal Instrument Pcedures- Published flight procedures for conducting instrument
approaches to runways under instrument meteorological conditions.

Transient Operations Operations by aircraft that are not based at a specified airport.

Transitional Surface- An imaginaryobstructionlimiting surface defined in FAR Part 77 that
extends outward and upward at right angles to the runway centerline and the runway centerline
extended at a slope of 7 to 1 from the sides of the primary and approach surface.

Uncontrolled Airport— An airport without an air traffic control tower at which the control of
Visual Flight Rules traffic is not exercised.

Visual Flight Rules- Procedures for the conduct of flight in weather conditions above Visual
Flight Rules (VFR) weather minimums. Therm VFR is often also used to define weather
conditions and the type of flight plan under which an aircraft is operating.

Visual Meteorological Conditions Meteorological conditions expressed in terms of specific
visibility and ceiling conditions whichra equal to or greater than the threshold values for
instrument meteorological conditions.

Wide Area Augmentation SysterAn enhancement of the Global Positioning System that
includes integrity broadcasts, differential corrections, and additional rasigimgjs for the
purpose of providing the accuracy, integrity, availability, and continuity required to support all
phases of flight.
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Appendix B Useful Reference Materials

1. FAA ADVISORY CIRCULA RS

Most of these Advisory Circulars are available fomwregg and/or printing on the FAA website
at http://www.faa.gov/requlations policies/advisory circulag®e the most recent versions.

70/74601 Obstructon Marking and Lighting.Describes the FAA standards for marking a||'|d
lighting structures to promote safety.

90-66 Recommended Standard Traffic Patterns and Practices for AeronaDpiegdtions at |
Airports without Operating Control TowelCalls attention to regulatory requirements and
recommended procedures for aeronautical operations at airports without operating control
towers. It recommends traffic patterns and operational proegdor aircraft, lighter than

air, glider, parachute, rotorcraft, and whght vehicle operations where such use is not in
conflict with existing procedures in effect at those airports.

90-98 Simultaneous Closely Spaced Parallel Operations at Airjusitsg Precision Runway
Monitor (PRM) SystemaNotify pilots and operators about the establishment of specific air
traffic procedures to conduct flight operations into airports identified for simultaneous
closelyspaced parallel approaches using PRM system

150/50201 Noise Control and Compatibility Planning for Airport8rovides general
guidance for noise control and compatibility planning for airports. Provides specific
guidance for preparation of airport noise exposure maps and airport noise coiypatib
programs by airport sponsors for submission under FAR Part 150 and the Aviation Safety
and Noise Abatement Act of 1979.

150/50605 Airport Capacity And DelayExplains how to compute airport capacity and
aircraft delay for airport planning and dgsi

150/510014 Architectural, Engineering, and Planning Consultant Services for Airport
Grant Projects.Provides guidance for airport sponsors in the selection and employment of
architectural, engineering, and planning consultants under Federal AVAalioimistration
airport grant programs.

150/510017 Land Acquisition and Relocation Assistance for Airport Improvement Progfam
Assisted ProjectsProvides guidance to sponsofsairport projects developed under the
Airport Improvement Program to meet the requirements of the Uniform Relocation
Assistance and Real Property Acquisition Act of 1970 (P64€4, as amended) and the
regulations of the Office of the Secretary of Tranggtion, 49 CFR Part 24.

150/510019 Guide for Airport Financial Reports Filed by Airport SponsBrovides airport

sponsors with guidance for complying with the airport financial reporting requirements
required by 49 USC 847107(a)(15).
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150/51964 A ModelZoning Ordinance to Limit Height of Objects around Airports.
Provides a model zoning ordinance to be used as a guide to control the height of objects
around airports.

150/519607 Minimum Standards for Commercial Aerotiaal Activities.Provides basic
information about the FAA's recommendations on commercial minimum standards and
related policies.

150/520030 Airport Winter Safety and OperationBrovides guidance to assist airport
owners/sponsors in the developmenaofacceptable airport snow and ice control program
and to provide guidance on appropriate field condition reporting procedures.

150/520031 Airport Emergency PlanProvides guidance for the preparation of emergency
plans at civil airports.

150/520033 Hazardous Wildlife Attractants On or Near AirportBrovides guidance on
locating certain land uses having the potential to attract hazardous wildlife to or in the
vicinity of public-use airports.

150/520034 Construction or Establishments of Landfills NBablic Airport. Contains
guidance on complying with new Federal statutory requirements regarding the construction
of establishment of landfills near public airports.

150/521015 Airport Rescue and Firefighting Station Building Desigmovides standards
and guidance for planning, designing, and constructing and airport rescue and firefighting
station.

150/522018 Buildings for Storage and Maintenance of Airport Snow and Ice Control
Equipment and MaterialsProvides guidance for site selection, desigth @nstruction of
buildings used to store and maintain airport snow and ice control equipment and materials.

150/53007 FAA Policy on Facility Relocations Occasioned by Airport Improvements or
Changes.Reaffirms the aviation community of the FAA policyvgoning responsibility for
funding relocation, replacement and modification to air traffic control and air navigation
facilities that are made necessary by improvements or changes to the airport.

150/53009 Predesign, Prebid, and Preconstruction Confersrfoe Airport Grant Projects.
Provides guidance for conducting predesign, prebid, and preconstruction conferences for
projects funded under the FAA airport grant program.

150/530013 Airport Design.Cont ai ns t he FAA' s standards anc
airport design.

150/530014 Design of Aircraft Deicing FacilitiesProvides standards, specifications, and
guidance for designing aircraft deicing facilities.

150/530015 Use of Value Engineering for Engineering and Design of Airport Grant
Projects. Provides guidance for the use of value engineering in airport projects funded under
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the FAA's Airport Grant Progr am. This Adv
airport development projects considering the application of value engineering to projects
involving grant funds.

150/53205 Airport Drainage. Provides guidance for engineers, airport managers, and the
public in the design and maintenance of airport drainage systems.

150/53206 Airport Pavement Design and EvaluatidArovides guidance to thpblic for
the design and evaluation of pavement at civil airports.

150/53254 Runway Length Reijaments for Airport DesignProvides design standards arjd
guidelines for determining recommended runway lengths.

150/53401 Standards for Airport MarkingsContains the FAA standards for markings used
on airport runways, taxiways, and aprons.

150/534018 Standards for Airport Sign Systen@ontains the FAA standards for the siting
and installation of signs on airport runways and taxiways.

150/53609 Planning and Design of Airport Terminal Facilities at Ndub Locations.
Provides guidance material fttre planning and design of airport terminal buildings at non
hub locations.

150/536012 Airport Signing and Graphics€?rovides guidance on airport related signs and
graphics.

150/536013 Planning and Design Guidelines for Airport Terminal Faciliti®sovides
guidelines for the planning and design of airport terminal buildings and related access
facilities.

150/539062 Heliport Design.Provides recommendations and standards for heliport design.

150/53951 Seaplane Base®rovides guidance to assist operators in planning, designing,
and constructing seaplane base facilities.

2. FAA ORDERS

Virtually all of the following ordes are available for viewing and/or printing on the FAA
website ahttp://www.faa.gov/requlations policies/orders notices/

1050.1 Environmental Impacts: Policies and Proceduif@®vides policies and procedures
to ensure FAA compliance with the provisions of the National Environmental Policy Act.

5050.4National Environmental Policy Act (NEPA) Implementing Instructions for Airport
Projects. FAA Airports guidance for complying witNEPA. Provides instructions and
guidance for the preparation and processing of environmental assessments, findings of no
significant impact, and environmental impact statements for airport development proposals
and other airport activities.
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5090.3 (currenversion) Field Formulation of the National Plan of Integrated Airport
SystemsThis order contains instructions for FAA Regional offices in the formulation and
maintenance of the NPIAS computer database and on the preparation of the Secretary of
Transpo t ati on’ s bienni al Report to Congress.

5500.1Passenger Facility ChargeProvides guidance and the processes to be used by FAA
personnel in administering the Passenger Facility Charge program.

5100.38 Airport Improvement Program Handbodkovides guidace and sets forth policies
and procedures for the administration of the Airport Improvement Program by the FAA.

5100.39 Airports Capital Improvement PlaRrescribes the development of the national
Airports Capital Improvement Program that serves agfiineary planning tool for
systematically identifying, prioritizing and assigning funds to critical airport development
and associated capital needs for the National Airspace Program.

8260.3 United States Standard for Terminal Instrument Procedures (TERBSRins
criteria for instrument approach and departure procedures.

3. FEDERAL AVIATION REG ULATIONS

Virtually all of the following Federal regulations addressing aviation are available for viewing
and/or printing on the FAA website fatttp://www.faa.gov/regulations_policies/faa_regulations/

14 CFR Part 775afe, Efficient Usgnd Preservatiorof the Navigable Airspace
14 CFR Part 150 Airport Nee Compatibility Planning
14 CFR Part 158 Passenger Facility Charges (PFCs)

4. TRANSPORTATION SECURITY REGULATIONS

The following Transportation Security Regulations (TSRs) are available for viewing and/or
printing on the Transportation Security Adminisiva website atvww.tsa.gov/

TSR Part 1540 Civil Aviation Security: General RulB&finitions and rules for all aspects
of aviation.

TSR Part 1542 Airport SecurityRequirements for airport security programaluaing
establishment of secured areas, air operation areas, security identification display areas, and
access control systems. Also describes requirements related to Security Directives.

TSR Part 1544 Aircraft Operator Security: Air Carriers addmmercialOperators.
Applies primarily to operators holding certificates for scheduled and charter passenger
operations. Details the requirements for security program and screening of passengers and

property.

TSR Part 1546 Foreign Air Carrier Securitidiscusses security and screening requirements.
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TSR Part 1548 Indirect Air Carrier Securitfpescribes requirements for indirect carriers
such as freight forwarders.

TSR Part 1550 Aircraft Security Under General Operating and Flight Réipglies to
operation of all other aircraft such as general aviation aircratft.

5. SECURITY-RELATED PUBLICATIONS

Recommended Security Guidelines for Airport Planning, Design, and Construction.
(Formerly DOT/FAA/AR00-52, June 2001TSA Revised May 201) Available from TSA
at http://www.tsa.gov/aviatiosecurityadvisorycommittee

Security Guidelines for General Aviation Airpoftsformation Publication A001)
Transportation Security Administration, M2p04.Available from TSA at
http://lwww.tsa.gov/stakeholders/secuiliyectives

Integrated Security System Standard for Airport Access Cor(fRAICA DO-230C, June
2011 Available from RTCA ahttp://www.rtca.org

6. FAA REPORTS

Airport Noise Compatibility Planning (ANCP) ToolkitAA Office of Environment and

Energy

(http://www.faa.gov/about/office _org/headquarters_offices/apl/noise_emissions/planning_to
olkit/).

FAA Airport Benefi#tCost Analysis Guidan¢®©ffice of Aviation Policy and Plans
(http://www.faa.gov/airports/aip/bc_analysgis/

FAA Guide to the Best Practices for Environmental Impact Statement ManagEkant
Office of Airport Planning and Programming
(http://www.faa.gov/airports/environmental/eis_best pracfices/

Forecasting Aviation Activity by AirpgrGRA, Inc.,FAA Office of Aviation Policy and
Plans (APG110), July 2001.(http://www.faa.gov/data_research/aviation_data_statistics/

Intermodal Ground Access to Airports: A Planning Guigederal Highway Administration,
Intermodal Division and Federal Aviation Administration tidaal Planning Division,
Report No. DOT/FAA/PP/98. Available from National Technical Information Service as

PB97189484 (www.ntis.goy).

National Plan of Integrated Airport Systems (NPIARA Office of Airport Plaaning and
ProgrammingAirport Planningand EnvironmentaDivision
(http://www.faa.gov/airports/planning_capacity/npjas/

Terminal Area Forecast (TAFIFAA Office of Aviation Policy andPlans
(http://www.faa.gov/about/office org/headquarters offices/apl/aviation forécasts/
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Recycling Reuse and Waste ReductairAirports: A Synthesi$;AA Office of Airport
Planning and Programminguly 2013.

7. GENERAL AIRPORT PUBLICATIONS

116

Aerodromes, Annex 14 to the Convention on International Civil Avidtiternational
Civil Aviation Organization.

Aerodromes, Annex 14 Vdl Aerodromeédesign and Operainsto the Convention on
International Civil Aviationnternational Civil Aviation Organization

Aerodromes, Annex 14 Vol. 2 Helipottsthe Convention on International Civil
Aviation, International Civil Aviation Organization

Aerodrome Design ManugPart 1, Runwaydnternational Civil Aviation Organization.

Aerodrome Design Manual, Part 2, Taxiwapgrons and Holding Bays, International
Civil Aviation Organization.

Airport Engineering Ashford and Wright, John Wiley & Sons, Inc.
Airport Finance Ashford and Moore, Van Nostrand Reinhold, Inc.

Airport Planning and ManagemerSmith, Odegard and Shea, Wadsworth Publishing
Company.

Airport Planning and Management/ells and Young, McGrawill Companies, Inc.

Airport Planning Manual, Part I Master Ranning, International Civil Aviation
Organization.

Airport Planning Manual Part 2 Land Use and Environmental Contrahternational
Civil Aviation Organization.

Airport Systems Planning, Design, and Managemdsileufville and Odoni, McGraw
Hill Companes, Inc.

Airport Terminals Reference Manud#hternational Air Transportation Association.

Construction of Visual and Instrument Flight Proceduf@aNSOPS) International
Civil Aviation Organization.

Environmental Protection, Annex 16 to the ConventiorCivil Aviation International
Civil Aviation Organization.

Planning and Design of Airport$ioronjeff and McKelvey, McGrawdill Companies,
Inc.

STOL Port Manuallnternational Civil Aviation Organization.
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8. AIRPORT COOPERATIVE RESEARCH PROGRAM (ACRP) REPORTS

The followingACRP publicationsre available for viewing and/or printirgy the Transportation
Research Board websiterdtp://www.trb.org/Publications/PubsACRPPublicatioepxa

ACRP Synthesis 2, Airport Aviation Activity Forecastiigport Cooperative Research
Program March 31, 2007

ACRP Synthesis 10, Airport Sustainability Practidggport Cooperative Research Program
October 23, 2008

ACRP Synthesis 33, Airporti@late Adaptation and Resilienc&irport Cooperative
Research Prograndune 18, 2012

ACRP Synthesis 37, Lessons Learned from Airport Safety Management Systems Pilpt|Studies
Airport Cooperative Research Prografugust 6, 2012

ACRP Report 1, Safety Magement Systems for AirpgrAirport Cooperative Research
Program September 4, 2007

ACRP Report 4, Ground Access to Major Airports by Public Transportaiioport
Cooperative Research Prograialy 9, 2008

ACRP Report 10, Innovations for Airport Ti@nal Facilities Airport Cooperative Research
Program February 26, 2009

ACRP Report 23, Airport PassengRelated Processing Rates Guidebodikport
Cooperative Research Progradovember 11, 2009

ACRP Report 25, Airport Passenger Terminal Plannind Besign, Volume 1: Guidebqok
Airport Cooperative Research Prografpril 7, 2010

ACRP Report 25, Airport Passenger Terminal Planning and Design, Volume 2: Spreadsheet
Model s and ,Airpost Cdoperative Redearch Progravtarch 18, 2010

ACRPReport 30, Reference Guide on Understanding Common Use at Airpopisrt
Cooperative Research Progravay 26, 2010

ACRP Report 35, Planning for Offsite Airport Termin&sport Cooperative Research
Program September 27, 2010

ACRP Report 40, AirpbCurbside and Terminal Area Roadway Operatiohisport
Cooperative Research Prograbecember 2, 2010

ACRP Report 55, Passenger Level of Service and Spatial Planning for Airport Terminals
Airport Cooperative Research Progradttober 13, 2011

ACRP Rport 56, Handbook for Considering Practical Greenhouse Gas Emission Redufgtion
Strategies for AirportsAirport Cooperative Research Progralanuary 7, 2012
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ACRP Report 77, Guidebook for Developing General Aviation Airport Business Plans
Airport Cooperéive Research Progralovember 15, 2012

ACRP Report 79, Evaluating Airfield Capacifirport Cooperative Research Program,
December 17, 2012.

ACRP Report 80, Guidebook for Incorporating Sustainability into Traditional Airport
Projects Airport Cooperatie Research Programovember 4, 2012

ACRP Report 82Preparing Peak Period and Operational Profile§suidebook Airport
Cooperative Research Program, February 15, 2003.
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Appendix C List of Potential Stakeholders

Users and tenants:

Commerciakervice and charter airlines

Air cargo airlines and operators

Corporate aircraft owners

Freight forwarders

Airline ground handling and catering companies
Airline maintenance base operators

Aircraft fueling and storage operators

General aviation aircraftveners

General aviation hangar owners and tenants
Fixed base operators

Air tour operators

Air ambulance and rescue operators

Flight schools

Flying clubs/Civil Air Patrol

Military users and tenants of the airport

Rental car operators

Parking lot operators

Concessionaires

Ground transportation companies (taxi, shuttle bus, limousine operators, and public
transportation)

> >

T >0 > T D I T D T D D D D

®
o

ups and individuals from within the air

Airport board or similar executive group

Airport executive directoor manager

Airport executive management team (operations director, engineering/planning
director, maintenance director, finance director, and others.

Airport senior line operations and line maintenance personnel

Airport senior fire and safety officer

> >

FAA personnel from these offices:
Airports District Office
Air Traffic Organization
Airport Traffic Control Tower
Regional Technical Operations
System Management Office
Regional Flight Standards
Runway Safety Office
Flight Procedures Office
NAS Implementabn Center
Flight Service Station

DD D> P D> >
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Resource agencies and other governmental units with regulatory or review authority:

To I I 3> I o > I I I I D

Federal Inspection Service agencies

Federal agencies with responsibility for affected resources

Transportation Security Administration

Federal, state, regional, and local air quality, water quality, and wildlife agencies
Representatives of local political jurisdictions

State, regional, metropolitan and local planning office

State, regional, metropolitan and local transportation andus@gblanning agencies
State aeronautics office

State and local environmental regulatory authorities

Native American and Alaska Native tribes and pueblos

On-airport law enforcement agency

Local fire and police departments

Other interested groups:
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Privae land owners and developers

Airport hotel and business associations

Local tourism board or authorities

Chamber of Commerce and other economic development groups
Citizens and others with a strong economic or social tie to the airport
Non-government orgamations

Neighborhood associations

Traveling public
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Appendix D Consideration of Environmental Factors in Airport
Master Planning

1. INTRODUCTION

This appendix presents practices that can be applied to airport master planning to make the
planning processnal subsequent environmental analysis more efficient. A more integrated and
efficient planning and decision making process should reflect environmental values, result in less
delay, and avoid conflicts in the completion of needed airport development.

Theconsideration of environmental factors by Federal agencies is delineated in Council on
Environmental Quality (CEQ) regulations implementing the National Environmental Policy Act
(NEPA), reference 40 CFR 1500.5(a) and 1501.2. The NEPA statute and CEQioagul

require all Federal agencies to integrate the NEPA process with other planning at the earliest
possible time. This is to ensure that planning and decisions reflect environmental values. CEQ
regul ations requir e Fe dtcrirdardis@ptinaryappraach whiahh  “ u t |
will insure the integrated use of the natural and social sciences and the environmental design arts
in planning and in decision making which may
this early in the planningrocess helps incorporate environmental factors in project planning and
development, avoid delays and secgssing later in the NEPA process, and can head off
potential conflicts.

This guidance is not intended to make master planning a part of the plaB&ss. It is to

ensure that supportable and consistent planning data and environmental, technical, economic and
other planning analyses are provided for use in FAA decision making. Airport planning provides
the basis for a pr enyirenenentasevapation@mdghe altarmativesrihate d i
the FAA will carry into its NEPA analysis.

a. Applicability

This guidance is primarily intended for complex and controversial undertakings such as
capacity projects at larger airports. It may also bpftkin the planning of projects

smaller in scope, and should be reviewed prior to starting an airport master plan that has
the potential to impact resources. It is intended for airport development professionals
(e.g., planners, environmental specialipteject managers, engineers) employed by

airport sponsors, consultants, FAA and state agencies.

b. Clarifications

When this document refers to airport planners it means individuals engaged in airport
planning, no matter their specific job title. When doeument refers to environmental
specialists it means individuals engaged in environmental analysis or review, no matter
their specific job title. When the document refers to engineers it means individuals

engaged in engineering, no matter their spegifcb t i t | e . The term
manager” is not wused, although it is reco
managers” in airport planning, environmen
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2. PRACTICE AND PROCESS
a. Background

This section ssnmarizes the key points of NEPA as it relates to project planning. When
the term “agency” is used, it refers to Fe

CEQ regulations require agencies to identify environmental effects and values in
adequate detail so they can be compared to@uir and technical analyses. Agencies
must study, develop and describe appropriate alternatives to recommended courses of
action in any proposal that involves unresolved conflicts concerning alternative uses of
available resources. To permit these, mmunental analysis must be integrated early in
planning along with other planning analyses.

In cases where actions are planned by private applicants or othEederal entities

before Federal involvement, agencies must ensure that 1) policies or tEbiga# are
available to advise potential applicants of studies or other information likely required for
later Federal action; 2) applicants are aware of the Federal agencies need to consult with
State and local agencies and Indian tribes and with stezterivate persons and
organizations when its own involvement is reasonably foreseeable; and 3) the Federal
agency commences its NEPA process at the earliest possible time after the project
proponent or sponsor has completed planning sufficient to alhmivonmental impact
analysis.

b. Timing of Airport Planning and Environmental Analysis

Environmental considerations are integral to the planning process, and should be
identified and evaluated at the same time as economic and technical analyses amd prior t
commencing preparation of an EA or EIS. This will assist in defining those projects that
are reasonably foreseeable, and therefore may be subject to the NEPA analysis.

Airport planning should be complete or nearly so when the airport sponsor begins
preparing its EA or FAA begins preparing its EIS. If a sponsor selects a recommended
alternative and completes its planning process before beginning environmental
processing, the FAA is not obligated to select that recommended alternative as its
preferred akrnative. FAA will select its preferred alternative during the NEPA process.
Starting preparation of a NEPA document immediately after the completion of planning
may improve the likelihood that aviation forecast and modeling data remain current
during the environmental analysis process. In the case of an Environmental Impact
Statement, the start of the NEPA process would be considered the issuance of a Notice of
Intent to prepare the EIS. For an Environmental Assessment, the start of the NEPA
process (@r the purpose of this guidance) should be considered the earlier of: the
approval of an AIP grant for the EA, or the initiation of the environmental resource
agency/community coordination. The airport sponsor and FAA should always complete
(and documentthe following prior to commencing preparation of an EIS or EA.
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A Local aviation forecasts that are current and approved by the FAA

A Justification of the scope and timing o
airport planning, operational requiremerasd design standards

A Identification and consideration of all reasonable planning alternatives (within the
sponsor’s or FAA’'s jurisdiction), el i mi
the stated aeronautical need. If an alternative does potentiedlythe aeronautical
need, but is not considered reasonable, provide sufficient explanation as to why not

A Tentative identification of studies or other information likely required for later
Federal action, as well as appropriate State and local agdndies tribes, private
persons and organizations likely to have an interest in the project.

Also, it is important that only those alternatives that have aeronautical utility (i.e., can be
built and operated safely) are forwarded for analysis under NES®fetimes it may be
necessary to conduct airspace reviews (during planning) of various planning alternatives
to determine their aeronautical utility and safety.

Additional discussion on forecasts, project requirements and alternative analysis is
included below.

c. Local Government and Community Involvement in Airport Planning

Establishing longerm cooperative consultation between the airport sponsor and local,
regional, and state governments and planning organizations with land use, zoning, and
surface acess responsibilities can improve consistency between community and airport
planning. This consultation makes it easier to gain local agreement on individual airport
projects. Such consultation enables the airport sponsor to voice its interests ilafdure
compatibility, obstruction control, and surface transportation access. Local planners
benefit by learning airport needs for the promotion of community access and the local
economy. Information on the future airport expansion and improvement cahiaiae
airport master plan should be incorporated into the development of comprehensive land
use plans to ensure land use compatibility around airports.

History shows that successful projects involve the community early in airport master
planning. Thignvolvement educates and informs local citizens, and allows them to
provide constructive input to guide the airport sponsor and FAA degaisaking.

Community involvement during master planning should include information on the
airport’ s pitsaypabos eedd (gablenj) and possible alternative ways to
address the need. Input should be solicited and questions from the community should be
encouraged. Input received should be considered and timely responses to questions
raised should be praded. The community includes the public and local government in

the vicinity of the airport, including Native American Tribal Organizations, metropolitan
and regional planning organizations, and airport businesses and tenants.

Community involvement in # planning process, as described above, should ensure
community awareness of proposed action prior to commencing preparation of an EA or
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EIS. The NEPA process should not be the first time that the community hears about the
proposal. Community involvemedtiring planning is a natural part of good planning

and is separate and distinct from public comment under NEPA. In developing a
community involvement process, the airport sponsor should strike a balance between
soliciting meaningful participation and k@ag the master plan process on track.
Depending on the scope of the project and the degree of anticipated controversy,
community involvement specialists may need to become involved. Early involvement is
critical to getting a sense of perspective abowtr@land how the airport fits within the
community and what concerns the community has and why. Such involvement may be
needed to develop local agreement, which is often necessary to secure support from local
officials for the project. A public consultati plan should be prepared identifying the

type, number, and timing of public forums and identifying the public sector(s) having
concerns about the proposal. It is essential that the community be advised as to its role
throughout the planning process.

AIP grant assurances require that airport sponsors take appropriate action, to the extent
reasonable, to restrict the use of land adjacent to airports to activities consistent with
normal airport operations. Zoning authorities should be strongly encoutaget t

height limits in place to protect current and planned aircraft approaches. The airport
sponsor should also emphasize to local officials the importance of zoning for-airport
compatible land use, including noise sensitive areas and airport desagesyuso that

the airport may remain a transportation asset to the community. In addition, frequent
coordination with local, regional, and state organizations responsible for surface
transportation planning helps ensure that improvements in airport tyagacmatched

with commensurate improvements in surface access.

The “FAA Community | nvol v B3 shdildbbas al 7, do
consulted tdhelpdevelop a community involvement program. This manual can be
accessed in the “d<edonofthe AipatiNoise Ceampalilmlity| s ”
Planning Toolkit at
http://www.faa.gov/about/office_org/headquarters_offices/aep/planning_todlkiere

are a number of State DOTSs that have similar guidance. Additional discussion on

community involvementcane f ound under the “Community
the FAA document -ihiBative 6toMay2001 Repod © Cdagrassl e
on Streamlining the Environment al Process,

http://www.faa.gov/airports/environmental/

d. FAA Role in Airport Master Planning

The primary responsible party for airport master planning is the airport sponsor.

However, early coordination with FAA is essential to efficient project management.

FAA is involved in airport planning to ensure that proposed airport development is safe,
has utility, and meets airport design standards, and identifies obvious issues that could
become environmental concerns. Additionally, if Airport Improvement Pro@hdif)

money is needed, FAA ensures that the scope and timing of the proposed development is
appropriate for Federal financial participation. FAA carries out these requirements
through the following actions:
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A Review and approval of local aviation forecamtsl design aircraft
A Review and approval of site selection studies

A Review and approval of airport layout plans, including completion of airspace
studies*

A Review the adequacy of the planning alternative analysis for incorporation into the
subsequent NEPA#alysis

A Review of capital improvement planning

*Refer to the FAA ACommunity and Environn
November 18, 2003 for guidance on how to treat airport layout plans that show proposed
development that is undergoing NEPA analysid review.

When Al P funds are involved, FAA ensures
facilities is justified.

Finally, FAA reviews master plan work scopes where the airport sponsor is seeking AIP
or Passenger Facility Charge (PFC) funds to fiegnce preparation of the master plan.

e. EIS Conceptual Engineering

For complex projects, it is often necessary to conduct some engineering analysis to
enable the airport sponsor and/or the FAA to make planning and environmental
decisions. To avoid pragiging alternatives, the engineering should be limited to that
necessary to:

Define alternatives within FAA or spons
Assess aeronautical safety and utility of these alternatives

Comparatively analyze environmahimpacts

Inform the public and environmental resource agencies

Identify potential environmental mitigation during the environmental analysis, and
Determine the order of magnitude of project costs

2> > I I I D

Early in the planning process, airport planners, enuemtal specialists and engineers
should agree to the appropriate extent of conceptual engineering effort, the responsible
parties for the effort, and the schedule for accomplishing such engineering.

f. Facility Requirements/Purpose and Need

“Faci |l imeyntrse’quiisr ea term used in airport p
required to address documented airport needs. The analysis and documentation
supporting the facility requirements are normally contained in an airport master plan.

This analysis needdearly to define the aviation problem(s) and why the airport needs to
solve it (them). Care should be taken that the facility requirements are not so narrowly
defined so that they unreasonably point to a single solution.
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“Pur pose and Nm&attefers to a sectiohbffRidentirenmental

document, which describes the purpose of, and need for, the proposed Federal action.
The problem to be addressed is identified (need), the requested Federal action is noted as
a possible solution to the preh (purpose), and information that supports that a problem
exists is presented (or referenced).

FAA planners should ensure that the “Facil
information sufficient to providera basis
proposed Federal actions. FAA environmental professionals can be helpful in
determining the adequacy of “Facility Requ
purpose and need under NEPA.

As always, projects that are seeking AIP or PFC funding teeled justified on
aeronautical grounds. Economic development should not be a basis for justifying AIP or
PFC assistance.

Alternative Analysis

The master plan is not intended to establish a single project alternative for NEPA

evaluation, buttoidentie | t er nati ves that meet the airpc
establish the sponsor’s recommended altern
alternatives normally within the jurisdiction of the airport sponsor and the FAA,

including operational &drnatives. Those alternatives that do not meet the planning need

(i.e., facility requirements), or are not feasible or prudent, should be dismissed, with the
reasons for dismissal appropriately documented in the master plan. This should include
reasongvhy planning did not consider alternatives that avoided or minimized

environmental areas or conditions contributing to extensive mitigation. The master plan
should also document the justification for any sponsor recommended alternative, as well

as the resons for not recommending others. An airspace review (i.e., NRA case) of
alternatives may be necessary to determine if alternatives can be built and are

operationally feasible before their environmental impacts are evaluated in a NEPA

document. A prelinmary cost estimate, similar in detail to cost estimates normally

prepared in master plans and depicted in capital improvement plans, should be developed

for all alternatives to be analyzed in a NEPA document.

Unlike the master plan, a NEPA document rnagsider alternatives that are not within

the jurisdiction of the airport sponsor or the FAA, such as the development of alternative
airports or the use of other transportation modes. As stated previously, NEPA requires
Feder al a g e n c itematic, interdistiplinary bpgpmaeh whichsmil ;isure the
integrated use of the natural and social sciences and the environmental design arts in

pl anning and decision making which may hayv
preparing NEPA documents, FAgdically considers environmental impact, cost and

other factors in its alternative analysis. It is possible that during the NEPA process, FAA
will identify alternatives not previously considered during the planning process. Airport
planners should be ¢atl upon to advise the environmental specialists on whether
additional alternatives developed during the NEPA process meet planning needs and can
be constructed and operated safely and efficiently.
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h. Currency of Aviation Forecasts

A master plan uses locplyenerated aviation forecasts as the basis for identifying the
need and timing of airport development. FAA reviews the local forecasts and forecast
methodology to ensure that they are appropriate and that they provide an adequate
justification for the sepe, and timing of proposed airport development. Local forecasts
developed in a master plan can be adopted for use in an environmental impact analysis
provided that the FAA has approved them. FAA field offices can approve local forecasts
if the forecasmet hodol ogy i s reasonabl e and the f
Terminal Area Forecast (TAF) or differences with the TAF have been resolved by the
FAA. Consistency with the TAF is discussed in separate planning guidance provided by
the FAA, whichalso has special provisions for FAA approval of forecasts at lower

activity general aviation airports. It is important that the local forecasts of aircraft

activity and enplanements used in NEPA analysis were recently approved by the FAA
and, in the proas of approving these forecasts, the most recent published TAF was used
for comparison.

It is also important that the same forecasts be used throughout project formulation
including project justification, airfield modeling, environmental analysis, andibenst
analysis. Where updated forecasts are approved, or separate forecasting used, the new
information should be clearly distinguished from a prior forecast.

3. TOOLS
a. Planning Team

Airport planners, environmental specialists, and engineers shwoukdtogether

throughout the project formulation and development processes. This includes from the
beginning of the master plan, through the preparation of an EA or EIS and subsequent
decision document, as well as through design and construction to greguretigation
measures are properly accomplished. The team should first meet with the airport sponsor
during preplanning to insure that important issues are identified early. The extent of
planner, environmental specialist and engineer involvemeuldwitepend on project
complexity and controversy.

When preparation of an EA or EIS is anticipated, environmental specialists should take

an active role in determining the adequac
ensures that the masterpland the EA or EIS are consistent in data and in rationale on

the reasonable alternatives. In addition, the environmental specialist may assist the

airport planner in reviewing the scope of work for the master plan relative to the scope of
environmentaivork to be performed, provide guidance on developing the overview of
sensitive environmental features, assist in developing and conducting the public
consultation and help in deciding that project justification is sufficient to develop a strong
andclearpr pose and need statement in the EA
consultant should include, as part of their team, a specialist familiar with NEPA and
environmental analysis requirements for airport projects.
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The airport pl @A precess is to: revidwdahe planning bhspectddt the
NEPA document for accuracy and consistency with airport planning, design standards,
operational requirements and land use compatibility considerations; review the adequacy
of discussions of technologicsblutions that address the purpose and need; and review
the consistency of the local aviation forecasts with the TAF and with the aviation
forecasts used in other project documents.

During the planning and environmental analysis, engineers should poovideptual
engineering, if r elgeuierle’d,p rporjoevcitd ec o“sptl aensntiinn
determine the constructability of various alternatives, including construction sequencing

and timing.

Overview of Environmental Features

Arecommendepr acti ce for the airport sponsor/ col
environmentally sensitive features of an a
an overview can help an airport sponsor ju
affect dayto-day decisions as well as longerm development strategies. The level of

detail would be airport specific as determined by the sponsor and its consultant after
consultation with the local FAA Airports office. The overview should include ngadil

available information including:

A Items known from prior environmental and planning documents, and from the
expertise of environmental professionals, community planners, and resource agencies

A Items that can be easily seen during a walking survey of fherbor offairport area.

A Information from various types of available environmental resource maps of the
airport area.

The findings from the literature search and airport walking survey should be documented.

This overview is not intended to substitite r t he “ Affected Environ
EA or EIS. Itis intended to provide information on, or an overview of obvious

environmental resources, which could affect the planning of the proposed development.
Therefore, it is not necessary to carry swibstantial investigations such as cultural

resource studies or wetland delineations in order to define all environmental factors

needed for master planning. If an airport sponsor wishes to conduct such detailed studies
under a master plan, the local FAMports office should be consulted. If concurrence is
provided the FAA should work with the sponsor to ensure that the selected consultant is,

or selected consultants are, experienced in the discipline(s) being investigated.

The overview should alsodtude easily seen and/or readily documented environmental
features and resources beyond the airport property line. The area of consideration beyond
the property line will vary depending on the environmental resource. For noise, it may be
set at the DNL b dB contour, while for coastal zones it may stretch well beyond the

airport boundaries. A text of the environmental overview should be included in the

master plan report together with appropriate graphics. Sensitive features may also be
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shown on a sepate ALP drawing. Attachment 3 to this appendix lists suggested

features that may be included as parts of the overview. Information on land uses or
features that surround the airport and whether or not such uses are zoned compatibly with
aviation uses shud also be included. If not zoned compatible, the reasons should be
investigated and the sponsor should provide information on its efforts to promote
aviationcompatible land uses near the airport.

The master plan report and/or ALP should note the squeceMay 2004 walking

survey, NWI maps, 2003 regional land use plan, etc.) of flood plain, wetland, or cultural
resource information that is presented. This will ensure that resource data that is
approximate, such as wetland locations based on a nea#athrough or older NWI

maps, is identified as approximate data. For example, a possible ALP note for wetlands
is: “Wetland areas bounded by dashed | ine
March 19, 2004 waklthrough of the area. The watkroughsuggests wetland presence

due to standing water and certain vegetation. The NEPA analysis will include a wetland
delineation of that area, i f alternatives

This information will alert planning and environmdnviewers of the possible

presence of sensitive resources. As a refsuther investigation of these areas during

the NEPA process may be necessary. Project layout or design could change based on
further information obtained during preparation of BMA document. The master plan
report and/or ALP should clearly note if the environmental overview uses data more than
five years old or of questionable quality.

An environmental overview may provide the information necessary to: 1) determine if
additioral alternatives are needed to avoid or minimize the impact of the project to
sensitive environmental features; 2) define future environmental coordination and
analysis work to develop more thorough work scope for an EA or EIS and; 3) properly
understand th anticipated costs of preliminary/final design as well as how best to
estimate the cost of and schedule for the NEPA process.

c. Electronic Data Information Systems

Airport sponsors typically have a great deal of spatial information to support
infrastructuredevelopment. Although electronic data sources such as Computer Aided
Design (CAD), Geographic Information Systems (GIS), and other spatial data formats are
common, there is often redundancy due to a lack of knowledge about existing data sets
and differirg standards. A common data source is more efficient in the identification of
environmentally sensitive features such as residential areas, parks, and hazardous waste
sites and in quantifying the potential impact of various proposed development.

Therefore airport sponsors should consider developing an electronic spatial data standard
for all planning, environmental, and engineering documents. Although GIS is typically
used to implement such a standard, also consider other options that may offer myore read
access and basic skill requirements should be considered.

Notwithstanding the above, hard copies of ALP drawings and master plan reports shall be
provided for FAA retention and use.
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d. If AIP or PFC funds are to be used for the development of a GIS darsformat, the
scope of the GIS development should be discussed with the FAA to ensure that eligibility
is established. See FAA Order 5100.8Bport Improvement Program HandbaoK he
GIS should be in a standard format that is consistent with thdéodatats used by the
surrounding units of government.

4. NEPA DOCUMENTS OF OTHER FEDERAL AGENCIES

An airport development proposal may require that a Federal agency other than the FAA is the
lead agency for NEPA purposes. Although this usually involvesldement by a military

entity, such as the Air National Guard, it may involve such actions as a roadway funded by the
Federal Highway Administration, an apron/hangar for the U.S. Forest Service, or a recreational
area by the Army Corps of EngineefBhemaster plan should recognize such proposed

devel opment, ensuring that the proposal is an
Federal actions associated with the development, such as ALP revisions or approval of land

releases, are adequatal}d dr essed i n the | ead agency’s NEPA
should also describe how the proponent’ s pote
sponsor’s proposed airport development. FAA’
project Normally the FAA will be either a joint lead agency, or at least a cooperating agency

during the preparation of an environmental do

to FAA early to see what we look for in our environmental documentatipratessing. Some
laws, such as Section 4(f) of the DOT Act, or policies, such as noise, apply to FAA but not to
other agencies, and must be addressed in the NEPA document.
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ATTACHMENT D -1
ENVIRONMENTAL OVERVI EW FOR MASTER PLAN PURPOSES

Air Quality Classification | Attainment Area:
Non-attainment Area:
List Pollutant(s):
Maintenance Area:

List Pollutant(s):

Aquatic Concerns Bay: Wetlands:
Creek: Floodplains:
Ocean: Potable Water Aquifer:
Pond: Sole-Source Aquifer:

Habitat-Endangered/Threatened Species:

Drinking Water Reservoir:

Pond: Streams:
River: Other:
Terrestrial Concerns Contaminated Areas:

Habitat-Endangered/Threatened Species:
Farmland, Prime and Unique:

Hazardous Material Storage Areas:
Landfills:

Cultural Historic Properties*:

Archeological Resources:

Parks:

Wildlife Refuges:

Residential Areas:

Noise Sensitive Areas (church, school, hospital, etc.):
Other:

Land Use Concerns Traffic:

Noise:

Lighting:

Obstructions:
Environmental Justice:

Zoning:

*Historic resources should be identified but the planning consultants should be wary of disclosing some
information due to the sensitivity certain parties (i.e., Native Americans, Native Hawaiians) attach to these
resources. A discussion should be held with these parties to decide if maps should include the identified
resources.
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Appendix E Airport Site Selection

1. GENERAL

a. In some cases, the planner may determine that the existing airport cannot be expanded to
meet the future demand and that a new ppkmental airport may be needed. In these
cases, it may be necessary to look for a new airport site. The process of identifying,
evaluating, and selecting new airport sites is very similar to the process of identifying,
evaluating, and selecting altetivas for individual airport projects.

b. A comparison of new airport sites with the alternative of continuing operations at the
existing airport may have been completed during the master plan alternatives analysis. In
these cases, the site selection prooesg be a refinement of the preliminary
investigation of alternatives for the existing airport. A site selection process may also
result from the need for a new airport identified in a regional or state system plan study.

c. Prior to initiating a detailedite selection study, the planner should collect data that
justifies the need for the new airport and its viability. Community and user support,
along with an airport sponsor’'s | egal and
airport, should beocumented. There should be a consensus among Federal, state and
local officials as to the intended role of the new airport, at least to the extent that its
requirements and size can be determined. However, this does not rule out changing the
role of tre new airport as a result of the study findings.

2. SITE SELECTION PROCESS OVERVIEW

a. The scope of the site selection process will vary with the size, complexity, and role of the
new airport. The sophistication of the analysis and the complexity of tisotec
making process can vary greatly.

b. If the planner determines that a new airport is needed, he or she should develop initial
criteria that can be used to evaluate different sites and determine if each can function as
an airport and meet the needs of tbenmunity and users. Such criteria might include
that the sites are within a certain radius of the existing airport and are of a minimum size
in terms of land area.

c. Once the preliminary sites have been identified, a screening process should bet@pplied
each site. An evaluation of all potential sites that meet the initial criteria should be
conducted, screening out those with the most obvious shortcomings. Screening factors
might include topography, natural and nrraade obstructions, airspace, access
environmental impacts, and development costs. If any sites are eliminated from further
consideration, thorough documentation of the reasons for that decision is encouraged and
will facilitate the subsequent environmental processing.

d. The remaining potéial sites should then undergo a detailed comparison using
comprehensive evaluation criteria. While the criteria will vary, the following should be
considered:
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A Operational Capability the site should provide the operational capability necessary
to servethe defined role of the airport and the needs of its users

A Capacity potentiat If the new airport is needed to provide additional capacity, the
capability of the site in providing lorigrm capacity growth is important.

A Ground access an important factois the ability of the users to get to and from the
airport easily and in a timely manner.

A Development Costs Simple cost estimates are useful in determining the financial
feasibility of building a new airport.

A Environmental Consequenced he potentiaknvironmental impacts associated with
a new site may be critical to gaining approval.

Consistency with Areavide Planning- The site should be consistent with regional and local
land use and transportation plans.

e. While a weighting of the evaluation crite and a weighted ranking of the alternative

sites may be used in selecting a site, planners should use caution in applying this
technique since it introduces an element of subjectivity into the analysis. They should
focus on providing decision makerstlwinformation on the various sites in a manner that
is understandable and unbiased.

The site finally selected will be subject to the review of alternatives as required under
NEPA. Planners will then make commitments on specific environmental mitigation
measures. The selection will probably receive scrutiny through public information
sessions, review by policy and advisory committees, and at public hearings.

The planner should not assume that the site selection process described here conclusively
resultsin the selection of the best site. Overriding political, jurisdictional, institutional,
environmental or financial <considerations
sites.

3. SITE APPROVAL

a. Once a site is selected, timely site approval by thpogisponsor who will develop and

134

operate the new airport is important. Such action will permit the prompt establishment of
the airport while the decisiemaking apparatus is politically and organizationally intact.

If state and regional approval proceelsihave been followed, an important next step will

be Federal approval. FAA approval is necessary if planners intend to seek Federal
financial assistance under the AIP for foll@mn planning or site acquisition and

development. Such approval must be sufgal by appropriate environmental
documentation, public hearings, and evidence that the proposed airport will be reasonable
consistent with local planning. The FAA must approve the selected site before any
additional planning work is started.
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c. Regardlessf the applicability of Federal financial assistance in the planning or
development of the airport, the FAA will advise on the aeronautical suitability of the site
after having studied the site from the standpoint of airspace use as required by 14 CFR
Pat 157,Notice of Proposed Construction, Alteration, Activation, and Deactivation of

Airports.
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Appendix F Airport Layout Plan Drawing Set

The following list provides general guidelines in preparing thedkirpayout Plan drawing set.

The individual sheets that comprise the Airport Layout Plan drawing set will vary with each
planning effort. During the project scoping activities, planners must determine which sheets will
be necessaryRefer toARP Standat Operating Procedure (ARP SOP) 2.00, Standard Procedure
for FAA Review and Approval of Airport Layout Plans (ALPs), and ARP SOP 3.00, Standard
Operating Procedure (SOP) for FAA Review of
for specific ALP reviewand approval procedures and additional preparation guidance.

1. AIRPORT LAYOUT DRAWI NG

a. SheetsizeMi ni mum 24" X 367

b. ScaleWwi t hi n a range of 1" = 200" to 1”7 = 60

c. North Arrow
1) True and Magnetic North
2) Year of the magnetic declination
3) Orient drawing so that north is to tteg or left of the sheet
d. Wind Rose
1) Data source and the time period covered
2) Include individual and combined coverage for:
a) Runways with 10.5 knots crosswind
b) Runways with 13 knots crosswind
¢) Runways with 16 knots crosswind
d) Runways with 20 knots crosswind

e. Airport Reference Point (ARP)EXxisting and ultimate, with latitude and longitude to the
nearest second based on NAD 83

f. Ground contours at i ntervals of 2’ to 10°

g. Elevations (Existing and Ultimate to 1/10 of a foot)
1) Runway

2) Displaced thresholds
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3) Touchdown zones

4) Intersections

5) Runway high and low points

6) Roadways where they intersect the RPZ edges and extended runway centerlines

7) Structures on Airport If a terminal area plan is not includedlicatestructure top
elevations on this sheet.

h. Building limit lines— Show on both sides of the runways and extend to the airport
property line or RPZ.

i. Runway Details (Existing and Ultimate)
1) Runway Design Code (RDC) designation
2) Dimensions-length and width within the outline of the runway
3) Orientaton— Runway end numbers and true bearing to the nearest 0.01 degree
4) Markings
5) Lighting—Threshold lights only
6) Runway Safety Areas Dimensions may be included in the Runway Data Table

7) End Coordinates Note near end (existing and ultimate) of each runerad; to
nearest 0.01 second

8) Displaced threshold coordinates, to the nearest 0.01 second

9) Declared DistancesFor each runway direction if applicable. Identify any
clearway/stopway portions in the declared distances

j. TaxiwayDetails (Existing and Ultimaje
1) Taxiway Design Group (TDG) designation

2) Taxiway widths and separation from the runway centerlines, parallel taxiway, aircraft
parking, and objects

k. RPZ Details (Existing and Ultimate)
1) Dimensions
2) Type of property acquisition (fee or easement)

I.  Approach slope ratio (20:1; 34:1; 50:1)
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m. Airport Data Table (Existing and Ultimate)
1) Airport elevation (MSL)
2) Airport Reference Point data
3) Mean maximum temperature
4) Airport Reference Code for each runway
5) Design Aircraft for each runway or airfield component
n. Runway Data Table (Existing and Ultimate)
1) Percent effective gradient
2) Percent wind coverage
3) Maximum elevation above MSL
4) Runway length and width
5) Runway surface type
6) Runway strength
7) FAR Part 77 approach category
8) Approach type
9) Approach slope
10)Runway lighting (HIRL, MIRL, LIRL)
11)Runway marking
12)Navigational and visual aids
13)RSA dimensions
0. Title and Revision Blocks
1) Name and location of the airport
2) Name of preparer
3) Date of dravwng

4) Drawing title
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5) Revision block
6) FAA disclaimer
7) Approval block
p. Other
1) Standard legend
2) Existing and Ultimate airport facility and building list
3) Location map
4) Vicinity map
2. AIRPORT AIRSPACE DRA WING
a. Plan view of all FAR Part 77 surfaces, based on ultimateay lengths
b. Small scale profile views of existing and ultimate approaches
c. Obstruction data tables, as appropriate
d. Sheet size-same as the airport layout drawing

e. Scale-1” = 2, 000" for the plan view; 1" = 1,0
(vertical) for approach profiles

f. Title and revision blockssame as the airport layout drawing
g. Approach Plan View Details
1) USGS for base map
2) Show runway end numbers
)l nclude 50’ elevation contours on all slo
4) Show the most demanding surfaces with solid laresd others with dashed lines

5) Identify top elevations of objects that penetrate any of the surfaces. For objects in the
i nner approach, add note “See indmer porti
obstructions.”

6) For precision instrument runways, shoval ance of 40, 000" appr o:
sheet.

h. Approach Profile Details
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1) Depict the ground profile along the extended runway centerline representing the
composite profile, based on the highest terrain across the width and along the length
of the approacBurface.

2) Identify all significant objects (roads, rivers, and so forth) and top elevations within
the approach surfaces, regardless of whether or not they are obstructions

3) Show existing and ultimate runway ends and FAR Part 77 approach slopes.
3. INNER PORTION OF THE APPROA CH SURFACE DRAWING

a. Large scale plan views of inner portions of approaches for each runway, usually limited
to the RPZ areas

b. Large scale projected profile views of inner portions of approaches for each runway,
usually limited to the RPAreas

c. Interim stage RPZs when plans for interim runways extensions are firm and construction
is expected in the near future

d. Sheet size-Same as Airport Layout drawing
e. Scale-Hori zontal 1" = 200"; wvertical 17 = 2
f. Title and revision blocks Same as foAirport Layout drawing
g. Plan View Details
1) Aerial photos for base maps
2) Numbering system to identify obstructions
3) Depict property line

4) Identify, by numbers, all traverse ways with elevations and computed vertical
clearance in the approach

5) Depict the existingnd ultimate physical end of the runways. Note runway end
number and elevation

6) Show ground contours, lightly drawn

h. Profile View Details
1) Depict terrain and significant items (fences, roadways, and so forth)
2) Identify obstructions with numbers on the plaawi

3) Show roads and railroads with dashed lines at edge of the approach
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Obstruction Table Details

1) Depict terrain and significant items (fences, roadways, and so forth)
2) ldentify obstructions with numbers on the plan view

3) Show roads and railroads with dashiee$ at edge of the approach

4) Prepare a separate table for each RPZ

5) Include obstruction identification number and description, the amount of the approach
surface penetration, and the proposed disposition of the obstructions

4. TERMINAL AREA DRAWIN G

The ned for this drawing will be decided on a cdsgcase basis. For small airports, where the
Airport Layout drawing is prepared to a fairly large scale, a separate drawing for the terminal
area may not be needed.

a.

Large scale plan view of the area or areasr@faprons, buildings, hangars, and parking
lots are located

Sheet size- Same as Airport Layout drawing
Scale-Range of 1" = 50’ to 1" = 100"
Title and revision blocks Same as for Airport Layout drawing

Building Data Table- To list structures and shopertinent information about them.
Include space and columns for:

1) A numbering system to identify structures
2) Top elevation of structures

3) Existing and planned obstruction markings

5. LAND USE DRAWING

a.

142

Include all land uses (industrial, residential, and stihnfpon and off the airport, to at
least the 65 DNL contour

Sheet size- Same as Airport Layout drawing
Scale— Same as the Airport Layout drawing
Title and revision blocks Same as for Airport Layout drawing

Aerial base map
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f. Legend (symbols and land udescriptions)
g. ldentify public facilities (such as schools, parks, atiterg

h. Drawing details- Normally limited to existing and future airport features (i.e., runways,
taxiways, aprons, RPZs, terminal buildings and navigational aids)

6. RUNWAY DEPARTURE SURFACES DRAWING

a. Large scale plan views of departure surfaces for each runway end that is designated
primarily for instrument departures. The egrggine inoperative (OEI) obstacle
identification surface (OIS) should be shown for any departure runway encrsog@ir
carrier operations.

b. Large scale projected profile views of departure surfaces for each runway that is
designated primarily for instrument departures.

c. Sheet size- Same as Airport Layout drawing

d. Scale-Hor i zont al 1"
Scale-Hor i zont al 1

1 (Bubway depanuee surfacesp and 1’
2000"; wvertical 1’

e. Title and revision blocks Same as for Airport Layout drawing
j.  Plan View Details

7) Aerial photos for base maps

8) Numbering system to ahtify obstructions

9) Depict property line, including easements

10)Identify, by numbers, all traverse ways with elevations and computed vertical
clearance in the departure surface

11)Depict the existing and ultimate physical end of the runways. Note runway end
number and elevation

12)Show ground contours, lightly drawn
k. Profile View Details

4) Depict terrain and significant objects, including fences, roadways, rivers, structures,
and buildings.

5) Identify obstructions with numbers on the plan view
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6) Show roads and railroaegth dashed lines at edge of the departure surface
[.  Obstruction Table Details

6) Depict terrain and significant objects, including fences, roadways, rivers, structures
and buildings

7) ldentify obstructions with numbers on the plan view
8) Show roads and railroadsttvdashed lines at edge of the approach
9) Prepare a separate table for each departure surface

10)Include obstruction identification number and description, the amount of the
departure surface penetration, and the proposed disposition of the obstructions

7. AIRPORT PROPERTY MAP
a. Sheet size- Same as Airport Layout drawing
b. Scale- Same as the Airport Layout drawing
c. Title and revision blocks Same as for Airport Layout drawing
d. Legend
e. Data Table
1) A numbering or lettering system to identify tracts of land
2) The date thenpperty was acquired
3) The Federal aid project number under which it was acquired
4) Type of ownership (fee, easement, federal surplus, and others)

f. Show existing and future airport features (i.e., runways, RPZs, navigational aids and so
forth) that would indicte a future aeronautical need for airport property.
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